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ol, XXI, No. 22 


THE RATE ADVANCES. 


This has been a week big with transportation 
news important even in these times when it is a 
dull day indeed that does not develop some radical 
hange in methods of doing railroad business. The 
der increasing the pay of railroad employes and 
the agreement with the express companies by which 
ey are merged under government control, to- 
gether with the now almost usual grist of-unusual 
happenings, would of themselves make an excep- 
tionally interesting chronicle, but these things are 
so far overshadowed as almost to escape general 
attention by the order of the Director-General in- 
creasing freight and passenger rates. Such an or- 
der was expected, but no one knew just when it 
would come or what it would contain—how much 
the increase would be or by what method applied. 
Now that it has come the public has been a little 
shocked by the size of it, but it is disposed to 
credit the explanation for the need of it. Even if 
it were not entirely so disposed, not much general 
opposition would be expected for the reason that 
the country has grown accustomed to the continu- 


on the 
stimu 
; of the 
th the 
achine 
mM -on 
oO ma 
in the 
oes his 


of ex 
coun 
visions 
army 
arm 
se un 
forces 
on the 











ir rail 
elpingy %s rise in the cost of living: and to the demand 
Arras. for millions here and millions there incident to the 


Prosecution of the war. 


Just how much revenue will be produced as a 
result of the advances in rates and fares cannot be 
exactly foretold, for no one can say just how the 
increases as applied will. affect freight traffic or 
how the increases in passenger fares will affect 
passenger business. But, as we show elsewhere, 
it iS certain that endugh will be produced to cover 
imply the higher wages and higher prices of ma- 
trials and supplies. If more than sufficient is pro- 
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duced we have the promise of the Director-General 
that there will be suitable readjustments, though 
we might as well make up our minds now that, 
however sincere the Director-General may be in 
this promise, little is to be expected as a result of 
it, even if-the advances should prove to be some- 
what larger than necessary, for it is always difficult 
to bring down a rate once up and the operation will 
be more than ever difficult under government opera- 
tion. 

It is fair to say, we believe, that the increases 
ordered by the Director-General are a vindication 
of the position of the railroads, taken before the 
period of government operation, that very much 
increased rates must be granted. At least they are 
a vindication as far as the study made by the Rail- 
road Administration is valuable or conclusive, and 
they furnish strong argument for those who be- 
lieved with the railroads, to greater or less extent, 
in this matter of the need for more revenue. It is 
to be remembered also that these increases are to 
be granted in spite of the economies that are sup- 
posed to have been effected by the Railroad Ad- 
ministration in railroad operation and the natural 
and unpreventable lessened cost of doing business 
under central control, which fact still further 
strengthens the position of the railroads, which, 
when they made their plea for more money before 
the government took them over, were operating as 
separate units or, at the most, towards the last, un- 
der a loose form of central organization impossible 
to maintain efficiently without government com- 
pulsion. ; 

Granted the need of increased rates and the 
power (which is admitted as to interstate rates) 
of the Director-General to put them into effect, we 
think the method by which he has done it is to be 
commended as reasonable, all things considered. 
He does not attempt arbitrarily to say that all that 
he has done by his order is good and is free to ad- 
mit that inequalities and maladjustments must be 
ironed out before the Interstate Commerce Commis- 
sion, which, under the law, on complaint of any- 
one who alleges that he is injured, may reverse the 
action of the Director-General. This law is cum- 
bersome and not as we would have it, but it is the 
law and with that the fact Mr. McAdoo has—at 
least so far as words go—made the way plain for 
necessary readjustments. There is not even any 
attempt at “four-flushing” in his statement as we 
read it. It seems to be a recognition of the fact 
that the Commission is not to be expected—though 
it has the power—to make any radical revision of 
the effect of the rate order, but that there are likely 
to be many injustices and inequalities caused by 
the order and that the Commission will adjust these 
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as they are brought to its attention. In other 
words, the shippers must pay, generally speaking. 
the advances ordered, but such advances will be 
applied with justice and as little discrimination as 
possible in the good judgment of the Commission. 


As to state rates, however, the Director-General 
has not been so fortunate in his method. In oun 
opinion, he has absolutely no power to order in- 
creases in such rates. This is the opinion also of 
Mr. Elmquist, representative of the state commis- 
sions, and of most students of the question. The 
assumption of such power (in words only) by the 
President when the railroads were taken over was 
entirely unwarranted and certainly since then Con- 
gress, in the so-called railroad control law, under 
which the government is now operating the roads, 
has not attempted to give the Railroad Adminis- 
tration power in this respect. It is even believed 
by many that Congress could not do so even if it 
wished—that such an act would be unconstitutional 
as an invasion of state rights. We think that even 
if Mr. McAdoo really believed that his power ex- 
tended over state rates and state commissions it 
would have been wiser, in view of the fact that 
there is at least a question, if he had solicited the 
support of the state commissions or had consulted 
them in some fashion before he took the bit in his 
teeth and issued his order. There is that in human 
nature which makes it difficult to comply with an 
order, even if the result to be accomplished be rec- 
ognized as proper and wise, when one questions or 
disputes the authority of the one who gives the 
order. 

We do not know what the attitude of the state 
commissions will be. Possibly they will not act as 
a unit. We believe they could win in the courts if 
they chose to dispute the authority of the Director- 
General. But we believe if they do submit, their 
submission will be due, not to any feeling that the 
law compels them, but to the fact either that they 
recognize the result sought by the Director-General 
as necessary or proper, or that they fear that per- 
sons who do not see the point in the controversy 
might criticize them as being selfish or unpatriotic 
if they refuse compliance. It is the rough-riding 
method and its intolerance of the views and. rights 
of others that are making the Railroad Administra- 
tion unpopular. It will be wise if it sees its fault 
before it is too late. 

Of course, prices will go up as a result of these 
increases in rates and the high cost of living will 
get another boost. Some increase in prices will 
be warranted, but the usual and expected result is 
that prices will go up out of all proportion to the 
increased cost of transportation. Thus the dog 
continues to chase his tail. The railroad employe 
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june 1, 
gets an increase in salary because the cost of | 
ing is so high; freight rates are increased in opdq Cur 


to raise the money. with which to pay the increa 
in salaries; and the cost of living jumps again, 

that the increase in salary is wiped out in whole g 
in part. What will be the ultimate result? 
ernment control of all prices, perhaps. At leas 
some step should be taken by: the government ¢ 
see that the profiteers do not wax too fat asa r¢ 













prices are all right when necessary, and one mug 
grin and bear them because of the war, but we mug 
not get to the point where we cheerfully pay a 
increased price without any analysis of the reason 
for it, under the impression that the more we pa 
in this fashion the more we are doing our bit, 
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the traffic to move “freely.” How much of a re state 
duction in volume of traffic will the increase ii pot do | 
rates cause? Wait and see, is the only possible they wo 
answer. Advances of 100 per cent or more may no Y Sys 
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put in with a view to driving light-loading shor federal 
distance carload freight to the trucks. All govern ties cea 
mental agencies have encouraged the motor truck to get 
transportation that has sprung up throughout the which t 
east since the beginning of the war. Necessarily — 
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that is expensive. The fact that this expensiq om 
transportation by truck has flourished may be thd govern 
answer to the query as to how much of what may even fo 
be called the normal war increase in volume will may be 
be cut off by the advanced rates. The answer, per 

haps, is that no essential commodity will cease 0] The 
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RAILROAD ASSOCIATIONS LIVE . “es 
The Traffic World Washington -_ manage 
Not one of the railroad associations authorized by Df ceeding 
rector Prouty’s order to continue to receive contributiols @ jp that 
from railroads until May 31 “or until otherwise orderel’ IM haye 1, 
has yet had its head cut off. The National Safety COU rejatioy 
cil, however, decapitated in the first run of orders, has exerted 
had its head restored. It is the organization that cases ance o 
the “Safety First” signs and rules to be posted on ™! wingw, 
roads and in industrial plants. The railroads contribute tionshiy 
about $45,000 a year of the $100,000 needed io SUPP" HE mang y 
this association. Critical 
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in Orde 1 by not ordering increases until after a well-rounded scheme 
Current Topics sah 


increa for obtaining more revenue had been devised. 


in Washin ton everything everywhere, however, is being done as if the 
gain, 4 


hol e Huns were just one lap behind us. Rate increases had 
V 101e 9 to . q q 
9 Co ; Shippers May Blame Themselves a to be made, for the same reason they had to be made 


A Little—No matter what a shipper may 
At leas think about the rates that are to be- 


last fall, in response to the demand formulated in the 
spring when the results of bad weather were showing up 
in the statistics. The railroad men advising the Director- 


ment t¢ come effective June 25, one fact to be : ‘: : ted - ie dial 
as a re remembered, if there is an inclination wae Ah that respect, hop a oN relage% porsnitieou 
: nae : moved em a year ago. It is assume na s 

to abuse the Railroad Administration, sis 
icreases are the result of their labors. Director-General McAdoo 


it is respectfully suggested, is that 
Director-General McAdoo has legisla- 
tive warrant for most of what he has 
pay aj decided to do. He met the shippers 
reason in the capitol and affirmatively de- 
We paym feated what efforts they made to have the Commission re- 
vit, tained as a real factor in ratemaking. Congress gave and 
Congress took away. No executive officer ever had the 
’ legislative power to make rates that now rests in the 
‘TC 18 @pirector-General’s hands. Congress did not act blindly. 
stop bel It was fully advised as to the effect it was producing, first, Views of Industrial Traffic Men.—As viewed by commer- 
hat idem ty passing the control bill, and second, by passing the — ¢ja) traffic managers who were in Washington the day the 
in justigg Overman bill. Nothing was sneaked through Congress. pig advance was announced, it would be a waste of breath 
Shippers who may now feel aggrieved have no real reason tg yoint out what might be considered traipsings across the 
for “cussing” anyone but themselves. At least they may act to regulate commerce in connection with No. 28. The 
“Bp include themselves among those complained of. They did Tammany man who asked Grover Cleveland, “What's the 
‘CaSC IMM not do everything they might to notify congressmen that onstitution between friends?” had an idea about the 
possibld™ they would be held to account if they changed the regula- proper conduct in times of great emergency. The war has 
nay nog ty system built up ‘by thirty years of painful effort. Con- 9 he fought, some of the commercial traffic men argued, 
plicabld gress deliberated and passed the bills mentioned. Popular nq that men in power do things which, in times of peace, 
appreciation of Congress may not be the most monumental might be deemed illegal or ‘unconstitutional, perhaps no 
thing in the world, but Congress is part of the government reason for appeals to the courts. Their idea seemed to 
1¢ rate and a part to which greater attention, it is believed, could be that the good rule to follow would be, “Save yourself,” 
yr trucki be profitably given. Congressmen are to be chosen this or, as Samuel H. Cowan suggested, “enein the penta 
ilroadsim™ fall. If the shippers feel bad about what happened to them make the other fellow pay the expense and when the 
ve bees ‘Beit remedy lies in seeing to it that other congressmen war ig at an end, commercial conditions will take care of 
g shor e chosen. It may not be possible to change either the the inequalities that may inhere in the easy way of mak- 
ederal control law or the Overman law until after hostili- ing rates by horizontal percentage increases. It is to be 
les cease. It is suggested, however, that if shippers want remembered that the traffic men in Washington on that 
vr truck to get away from short-notice rates, in the preparation of day happened to represent industries having many ship- 
out the which they have had no say, Congress is the first govern- ping points. Representatives of shippers having only one 
essarilygm Mental agency that requires attention, As soon as hostili- chipping point may hold a different view. The percentage 
pensive ‘seed sealielil catbaneie peongert den ag ee increase tends to restrict the market of each. If his em- 
be thet ooy a _—~ © ployer is in competition with the shipper who has many 
sovernment that the war policy should not be continued, plants, the percentage increase will make it harder than 
at -~ even for twenty-one months after the end of the war. That ever i do business, especially when the government is 
ne will may be politics, but facts are facts. regulating prices on many commodities. A farmer or 
er, per ———— cattle raiser, as a rule, has only one shipping point. 
ease Mi The New Rate Structure.—Imagination staggers when Under the percentage increase the difference between the 
commanded to consider what happened to the rate regula- Sum the farmer 400 miles from market and the sum the 
tion structure when Director-General McAdoo issued his farmer 300 miles from that market is greater than at pres- 
general order No, 28. Most men who had anything to do ent. The spread between them is increased. If the man 
Ee with the fifteen per cent case thought the lazy man’s way 300 miles now pays twenty cents, he will have to pay 25 
of making rates had gone into limbo when the railroad Cents. If the man 400 miles now pays 25 cents, he 
wi — saw their proposals shot to pieces in that pro- peed have 2 ge ee pig a difference of rape of a 
‘butions A in eg But for the extreme pressure on the Commission Cent a “e xr a - enths poten — does not ne big, sini 
vderet’ in at case it is doubtful whether the railroads would grain is handled, in many situations, on a much narrower 
: coal a been allowed to change markets, commonly called ™argin than that. 
te has — at that time. However, the pressure was 
~ causes ray ore and it was sufficient to overcome the reluct- Effect of Wars on Rights of States.—The Civil War de- 
on rat adie sap: Commission. That body put an anchor to cided that a state has not the right to withdraw from the 
ntribute 0a i — by adjuring the carriers to restore rela- Union. This European war promises to result in the elim- 
suppor Ml nang - as soon as possible. The same kind of com- ination of the states as distinct factors in railroad rate- 
diem been laid on them by the Director-General. A making. Of course, as parts of sections, states will re- 
) ‘neclined shipper might suggest that the Director- main as factors. Texas will become a part of the great 
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has been too busy with other duties to have produced the 
framework of the exhibit in No. 28 with his own hands, 
even if he had the necessary technical knowledge. The 
one-shipping-point man whose operations have been re- 
stricted, if anything of that kind has happened, as a result 
of the percentage advance in rates may have the satisfac- 
tion of knowing that the men who jolted him in 1917 are 
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southwest, which will fight for rates favorable to it. Minne- 
sota will become a part of the northwest, engaged in like 
commercial warfare. Remnants of the old state mileage 
scales may remain as reminders, as, for instance, in the 
now discarded Central Freight Association scale there was 
a reminder of an old Ohio scale that was made by the leg- 
islature before that state thought of having a commission 
to regulate rates. The state commissioners long ago saw 
the coming of the time when they would have no power 
over railroad rates. 





Director-General Still Ii|—Director-General McAdoo has 
not recovered from the illness that struck him down dur- 
ing his third Liberty Loan campaign, so he went to White 
Sulphur Springs for a week’s rest from May 27 onward. 
He needs a building up for the hard work that will fall 
on him from this time forward. While it may be thought 
that the profound changes that have been ordered or have 
taken place in transportation and finance in the last five 
months indicate the coming of an easier time for him, 
those who have a due appreciation of the immensity of 
the tasks he has undertaken know that his work is only 
beginning. The American people must be kept up to a war 
key and he is the chief worker in that line. Friction is 
only just beginning to appear, in both transportation and 
finance, and a man of great patience and tact will have 
his hands full all the time keepings things going smoothly. 





Schwab Moves by Truck.—C. M. Schwab, director-general 
of the Shipping Board’s Emergency Fleet Corporation, on 
the afternoon of June 1 picked up his office helongings in 
Washington, loaded them into forty trucks and carted 
them to Philadelphia. His plan was to have them in place 
the next Monday morning ready for his clerks. Of course, 
the expense of the moving will be considerable, but the 
cost will be less than the loss that would be occasioned by 
the idleness of the clerks while the furniture was being 
transported either by freight or express. Under existing 
conditions, even the express companies could not guar- 
antee movement as expeditious as that afforded by the 
motor trucks, because pick up and delivery service, not to 
mention train service, is so uncertain. Schwab, however, 
is not the man who invented that way to move. Big mov- 
ing van trucks have been doing that kind of work in the 
East for more than a year and doing it for less than the 
usual way of lading the furniture in trucks to take to the 
freight. station, sending it by freight, and then using the 
truck for final delivery. A. & 2. 





RATE ADVANCES ORDERED 


The Trafic World Washington Bureau. 


Advances in freight rates will become effective June 25 
and advances in passenger fares June 10, in accordance 
with the Director-Generl’s general order No. 28, issued 
May 27. 

Big shippers—the ones having plants at many points— 
will not protest or complain about advances. That was 
made plain May 27, by commercial traffic managers, who 
called on Mr. Prouty to talk about the reduction in credit 
time to forty-eight hours. They can avoid the big advances 
by reason of having shipping plants in so many parts of 
the country. Shippers from single points, however, are 
expected to file hundreds of complaints on account of the 
great changes in relationships. 

Following is the Director-General’s general order No. 28, 
increasing the rates: 

Following is the Director-General’s order: 
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Where it has been found and is hereby certified to 
Interstate Commerce Commission that in order to detray 
the expenses of Federal control and~ operation tain, 
chargeable to railway operating expenses and also tp 
pay railway tax accruals other than war taxes, net Tents 
for joint facilities and equipment, and compensation to the 
carriers operating as a unit, it is necessary to increase 
the railway operating revenues, and, whereas the Dubile 
interest requires that a general advance in all freight rates 
passenger fares and baggage charges on all traffic carried 
by all railroad and steamship lines taken under Feder 
control under an act of Congress approved August 9% 
1916, entitled ‘““An Act making appropriations for the sup. 
port of the Army for the fiscal year ending June thirtieth 
nineteen hundred and seventeen, and for other purpogeg" 
shall be. made by initiating the necessary rates, fares 
charges, classifications, regulations and practices py filing 
the same with the Interstate Commerce Commission unde 
authority of an Act of Congress approved March 21, 1913 
entitled ““An act to provide for the operation of transporte, 
tion systems while under Federal control, for the just 
compensation of their owners, and for other purposes,” 

Now, therefore, under and by virtue of the provisions 
of the said act of March 21, 1918, it is ordered that all 
existing freight rates, passenger fares and baggage charges 
including changes heretofore published but not yet effec. 
tive, On all traffic carried by all said railroads and steam. 
ship lines under Federal control, whether the same be 
carried entirely by railroad, entirely by water, or partly 
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by railroad and partly by water, except traffic carried M§CASE I 
entirely by water to and from foreign countries be ip. 

creased or modified, effective June 25th, 1918, as to freight Hupon th 
rates and effective June 10th, 1918, as to passenger fares Nort 
and baggage charges to the extent and in the manner = 
indicated and set forth in the exhibit hereto attached in tk 
and made part hereof by filing schedules with the Inter. a lor 
state Commerce Commission effective on not less than one HARLA 












day’s notice. 
Given under my hand this the twenty-fifth day of May, 
1918. 


This | 
was had 
was ma 


Exhibit—Freight Rates Charlott 


Section 1. Class Rates, Domestic. In the 
(A) All interstate class rates shall be increased twen- al _ 
coal fro: 


ty-five (25) per cent. 

(B) All intrastate class rates shall be increased twen- 
ty-five (25) per cent where there are no interstate class 
rates published between the same points and shall be gov- 
erned by the classification, viz., Official Classification, 
Southern Classification or Western Classification, excep- 
tions thereto, and minimum weights’ which generally gov- 
ern the interstate rates in the same territory, except that 
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the Illinois Classification will be used between points in the The p 
state of Dllinois. at Coal 

(C) All intrastate class rates shall be canceled where Msouthwe 
there are interstate class rates published between the same Hfrate gro 
points and the interstate rates increased by paragraph A Bisupra, a 
shall apply. and 3. | 

(D) After such increase of twenty-five (25) per cent Hithe gout 
no rates shall be applied on any traffic moving under class Horo, py 
rates_lower than the amounts in cents per 100 pounds for Bincludes 
the respective classes as shown below for the several Mand eas} 
classifications. Any article on which exceptions to alY Ging thro 
classification provides a different rating than as shown 0 Blanes t, 
the classification to which it is an exception, will be sub- Bithe last- 
ject to a minimum as provided below for the class Pl° Bifrom Ba 
vided therefor in the classification proper. bia and 

Official Classification: Class 1 rate twenty-five, Class 2 Biwe foun 
rate twenty-one and one-half, Class 3 rate seventeen, Class Bpoints jy 
4 rate twelve and one-half, Class’5 rate nine, Class 6 rate Blower ty 
seven. tone 2 t 

Southern Classification: Class 1 rate twenty-five, Class fBbe the s 
2 rate twenty-one and one-half, Class 3 rate nineteen, Class JiCoal Cr, 
4 rate fifteen, Class 5 rate thirteen, Class 6 rate elevel, than fro 
Class A rate nine, Class B rate ten, Class C rate sevel ithe rate; 
and one-half, Class D rate six and one-half. West Vj 

Western Classification: Class 1 rate twenty-five, Class fizone 3, 
2 rate twenty-one, Class 3 rate seventeen and one-half, [ichargeq 
Class 4 rate fifteen, Class 5 rate eleven, Class A raté Merouping 
twelve and one-half, Class B rate ten, Class C rate sevel of zone ‘ 
and one-half, Class D rate six and one-half, Class E rate Band son; 
five. Carriers 

Illinois Classification: Class 1 rate twenty-five, Class? fi), » and 


rate twenty-one, Class 3 rate seventeen and one-half, Class 
(Continued on page 1183) 
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BITUMINOUS COAL RATES TO THE 
SOUTHEAST 


CASE NO. 6324 (50 I. C. C., 1-5) 
Submitted March 13, 1918. Opinion No. 5186. 


Upon the petition of the Cotton Manufacturers’ Association of 
North Carolina, intervener, for a modification of the finding 
made in our original report herein; Held, That the facts 
submitted on rehearing do not justify the proposed change 


in the rate groupings or the placing of Charlotte, N. C., in 


a lower rate group. Petition dismissed. 


HARLAN, Commissioner: 

This further hearing in the above-entitled proceedings 
was had for the purpose of determining whether any error 
was made under the original report in the grouping of 
Charlotte in the state of North Carolina. 

In the original report, 37 I. C. C., 652, we considered 
(a) the rates charged for the transportation of bituminous 
coal from mines in the states of Virginia, West Virginia, 
entucky and Tennessee, to destinations in the Southeast, 
principally in the states of North Carolina and South Caro- 
lina; and (b) the rate relationship of the several pro- 
ducing fields. We found the rates unreasonable and un- 
justly discriminatory in the particulars pointed out in the 
report and suggested a basis for reasonable and nondis- 
criminatory rates for the future. 


The principal coal fields involved in this proceeding are 
at Coal Creek in east Tennessee, Appalachia and Dante in 
southwest Virginia and Pocahontas in West Virginia. The 
rate groups involved by the findings of the original report, 
supra, are referred to in the present record as zones 1, 2 
and 3. Zone 1 includes points on and north of the line of 
the Southern Railway from Winston-Salem through Greens- 
boro, Durham, Raleigh and Selma, to Goldsboro; zone 2 
includes points in the territory south of this line and on 
and east of a line beginning at Barber Junction and pass- 
ing through Salsbury, Norwood, Wadesboro, Florence and 
Lanes to Georgetown; and zone 3 includes points west of 
the last-mentioned line and on and east of a line extending 
from Barber Junction through Charlotte, Chester, Colum- 
bia and Denmark to Charleston. In the previous report 
we found that the rates from the Pocahontas district to 
points in zone 1 should be not less than 20_cents per ton 
lower than the rates from Coal Creek; that to points in 
tone 2 the rates from Pocahontas and Coal Creek should 
be the same; and that to points in zone 3 the rates from 
Coal Creek should be not less than 20 cents per ton lower 
than from the Pocahontas district. We further found that 
- tates from the Appalachia and Dante districts in south- 
a Virginia to Carolina territory, including points in 
hae 3, should not exceed the rates contemporaneously 
ttm from Coal Creek to the same destinations. No 
of ey or rates were prescribed for the territory west 
ind he 3, but in that territory zone 4 and other zones west 
~ South of zone 3 were voluntarily established by the 

_— at the time the readjustments of rates to zones 
»< and 3 were made in conformity with our finding. 


Following the original report, supra, a petition was filed 
on behalf of the Cotton Manufacturers’ Association of 
North Carolina, as an intervener, for a modification of the 
report and order therein fixing the zone adjustment indi- 
cated. That part of the petition relating to the purpose 
for which the rehearing was granted alleges that zone 2 
as defined in the report should be enlarged and extended 
by drawing west and south lines thereto from Barber 
Junction along the line of the Southern Railway through 
Mooresville to Charlotte, thence along the Seaboard Air 
Line Railway through Monroe to Wadesboro, and thence 
south along the line originally defined by the Commission 
through Florence and Lanes to Georgetown; and that to 
all points in this zone as thus extended the rates from 
Coal Creek, southwest Virginia and West Virginia should 
be the same to the respective destinations. . As an alterna- 
tive it is suggested that a new zone be created, defined as 
follows: Beginning at Barber Junction, thence along the 
line of the Southern Railway through Mooresville to Char- 
lotte, thence along the line of the Norfolk Southern to 
Norwood, and thence along the west line of zone 2 through 
Salisbury to Barber Junction. It is asked that the rates 
from Pocahontas to Charlotte and points in the proposed 
new zone shall not exceed the rates from Coal Creek and 
southwest Virginia by more than 10 cents a ton. 

It may be well at this point to state that since the orig- 
inal hearing in this proceeding all the rates then under 
consideration have been advanced by 10 cents a ton under 
a permission granted in connection with the Fifteen Per 
Cent Case, 45 I. C. C., 303. This advance, however, did 
not affect the relationship of any of the rates required 
under the original report herein. 

The following table shows the rate situation, by the ton, 
at Charlotte before and after the effective date of the 
original order herein, together with the rates that would 
prevail under the proposed extension of zone 2 or the 
creation of a new zone as suggested by the petitioner. 


Southwest 
Virginia 
(Dante Tennessee 
and Appa- (Coal 

From— lachia). Creek). 

Before the order ok $2.25 $2.15 

After the order .35 15 a 

Present rates 5 : 2 

Rates under proposed extension 
of zone 2 2.25 2E 25 

Rates under proposed new zone. 2.35 i 2.2 


West 
Virginia 
(Poca- 


It will be observed that prior to this proceeding the rate 
from the West Virginia mines to Charlotte was 10 cents 
higher than from the southwest Virginia mines, and 20 
cents higher than from the Tennessee mines. As a result 
of our finding the rate from the West Virginia mines to 
Charlotte was made 20 cents a ton higher than from the 
Tennessee and southwest Virginia mines by a reduction of 
10 cents a ton in the rate from southwest Virginia, the 
rates from West Virginia and Tennessee remaining the 
same as before. Under the proposed enlargement of zone 
2 the rates from West Virginia, southwest Virginia and 
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Tennessee to Charlotte would be made the same by a re- 
duction of 20 cents in the rate from West Virginia. Under 
the alternative proposition of a new zone, suggested in 
behalf of the complainant, the present rate from West Vir- 
ginia to Charlotte would be reduced 10 cents a ton and 
would exceed the rates from southwest Virginia and Ten- 
nessee by 10 cents a ton. 


It seems obvious that the principal, if not the only pur- 
pose, of the petition is to reduce the rate from West Vir- 
ginia mines to Charlotte. It does not appear, however, 
that Charlotte has any cause of complaint under the orig- 
inal decision in the case. As a matter of fact it obtained 
a reduction of 10 cents a ton on coal from the southwest 
Virginia mines while the rates from the West Virginia and 
Tennessee mines were not changed. 


It was shown that Charlotte consumes 100,000 tons or 
more of coal a year, practically all of which is obtained 
from the West Virginia or southwest Virginia mines. Very 
little, if any, coal is received from the Tennessee mines. 
In support of the contention that Charlotte should enjoy 
zone 2 rates the petitioner alleges that comparative dis- 
tances, from Coal Creek to Charlotte and from Pocahontas 
to Charlotte, should be used as the controlling factor, and 
the principal witness for the petitioner submitted figures 
purporting to sustain that theory. On the other hand, the 
defendant carriers aver that the average distances shown 
are the straight averages and are not representative of 
the weighted averages; that inasmuch as there is no move- 
ment of coal from the Tennessee mines to Charlotte the 
commercial competition there is between the southwest 
Virginia field and the West Virginia field; and that if the 
tonnage movement or the weighted averages were consid- 
ered the difference would be practically represented by 
the distance from the Dante and Appalachia mines in the 
southwest Virginia field on the one hand and the West 
Virginia field on the other. It is the further contention of 
the defendant carriers that because of fourth section re- 
strictions the granting of the relief asked for by the peti- 
tioner would of necessity require the making of similar 
reductions at a great many points, and that should the 
old rate of $2.15 from Coal Creek be established from the* 
West Virginia mines to Charlotte that rate would have to 
be observed as a maximum under the long and short haul 
rule at all points on the route between Winston-Salem 
and Barber Junction. Charlotte being located near the 
extreme western boundary line of zone 3, a reduction in 
the rates thereto would affect vastly more tonnage in the 
intermediate territory than moves to Charlotte. Moreover, 
the placing of Charlotte in zone 2 would wholly disrupt the 
rate adjustment prescribed by the Commission in the orig- 
inal report, and would necessitate the reopening of the 
entire matter. The Southern Appalachian Coal Operators’ 
Association, also an intervener, concurs generally in the 
views of the defendant carriers. 


The reasonableness of the rates was not involved in this 
proceeding, and there seems to be no substantial ground 
for the contention of petitioner that Charlotte should be 
placed in zone 2 instead of zone 3. In the original report, 
supra, we said at page 662: 

The line of approximately equal distances from Coal Creek 
and Pocahontas, where a parity in rates would reasonably be 
expected to exist, begins at Barber Junction in North Carolina 
and extends in a southeasterly direction through Salisbury and 
Wadesboro to Florence in South Carolina. 


The boundaries of zone 3, in which Charlotte is located, 
were fixed by the Commission after a careful study of all 
the conditions shown by the voluminous record in the 
proceeding and the readjusted rates made under our find- 
ing have been generally accepted as reasonable and just 
both by the carriers and the coal operators. No facts were 
submitted on the rehearing that would justify the placing 
of Charlotte in a lower rate group, or for the change in 
grouping asked for by the petitioner, and although on the 
original hearing the defendant carriers strenuously con- 
tended that the grouping and differentials then existing 
should not be changed, they now oppose just as vigorously 
any further change. At the original hearing all the nu- 
merous contending parties availed themselves of the op- 
portunity to advocate their particular views, and after 
careful consideration of the whole subject the Commission 
ordered the present grouping. In Clyde Coal Co. vs. P. 
R. R. Co., 23 I. C. C., 185, 138, we said: 
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All grouping for rate purposes is necessarily ‘ore oy 
arbitrary. Group lines generally have the appes:arice of » 
justice to some point just across the line. Yet the line a 
be drawn somewhere or the grouping abandoned. Once est 
lished groups should not be lightly or unnecessariiv disturbed 
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We do not find on the whole record before tis any sy 
stantial basis for a readjustment of the rat» grouping 


fixed in our original report; the petition must therefordml.; Cit 
be dismissed and it will be so ordered. an Cit 
See 0 acti 
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SISAL FROM NEW ORLEANS, La, @" 

Il. AND S. NO. 1128 .. .. (30 I. C. C: 13-11) gsed i 
Submitted March 20, 1918. Opinion No. 51838, jonship 
Proposed increases in domestic rates for the transportation , psist u 
sisal, carloads, from New Orleans and Port Chalmette |, ™mow anc 

to destinations in the states of Kansas, Missouri, loygiamnd rela 
Minnesota, Wisconsin, South Dakota and North Dako itt 
found to have been justified. jubmitte 

jes tral 

Division 3, Commissioners Harlan, Hall and Anderson, pied | 

. A anspol 

The respondents herein proposed to increase the dg : pe 
mestic rates for the transportation of sisal, carloads, mini he tran: 
mum weight 20,000 pounds, from New Orleans and Pore tes' 


Chalmette, La., to Jefferson City, St. Joseph and Kansas 
City, Mo.; Atchison, Lansing and Leavenworth, Kan; 
Minneapolis, Minnesota Transfer, St. Paul, South Sti 
water and Stillwater, Minn.; Waupun, Wis.; Level Siding 
and Sioux Falls, S. D.; Sioux City, Ia.; and Bismarc& 
N. D., 2 cents per 100 pounds. The rates proposed, in cents 
per 100 pounds, are as follows: To Jefferson City, 3 
to the other Missouri and to the Kansas points, 41: t 
the Minnesota and Wisconsin points, 42; to Sioux City 
47; to the South Dakota points, 47%; and to Bismarck, 7 

Sisal is a vegetable fiber used for making binder twin 
and rope. All the sisal imported through the port of Ne 
Orleans originates at Progreso, state of Yucatan, Mexico 
The proposed increased rates apply on that sisal onl 
which has been stored in private or public warehouse 
or otherwise lost its identity as an imported commodity 
The import rates, which are not here in issue, apply fron 
shipside or upon sisal stored in railroad warehouses. 

Upon protests of the Board of Railroad Commissione 
of the state of South Dakota for and on behalf of thé 
state penitentiary of South Dakota, located at Level Si 
ing, 3 miles north of Sioux Falls, and of the Railroai 
and Warehouse Commission of the state of Minneso 
the operation of the item containing the proposed i 
creased rates was suspended until July 8, 1918. 

In the 1915 Western Rate Advance Case, 35 I. C. C., 4f 
621, we held, among other increases in import rates fron 
Gulf ports there permitted, that increased rates then pn 
posed on sisal produced in Mexico, had been justified 
This proceeding is an aftermath of that decision in r 
spect of the import rate on sisal. Respondent’s witnes 


Comme 
offee .. 
ugar. 
CO wee. 
lolasses 
ahogan 
ananas 
neappl 
anned § 
Fe 
*Propo: 
None 

isal; me 
914, f. 
ember, 

pound 
n the a 
ound f. 
bad of : 
The s 
70 poun 
0 such 

isal is 

ery dry 
om m¢ 
ox and 
No prc 
Dakota, 

vith a ] 
perated 
ounds ¢ 


testified that the normal basis used in making domesti( The U. 
rates for the transportation of sisal from New Orleal nto an 3 
had been 6 cents higher per 100 pounds than the impos qe | 
rates on sisal from New Orleans to the same destinatioul, jn, s 
When the import rates from New Orleans were increase. cour 


following the 1915 Western Rate Advance Case, supr 
the 6-cent basis of difference was disturbed in that the 
domestic rates thereby became but 4 cents over the cot 
respondent import rates. For example, the present impo 
rates from New Orleans to the named Minnesota dé 
tinations are 36 cents per 100 pounds; prior to Sept. 9 
1915, they were 34 cents per 100 pounds. The propose 
increases in these rates from 40 to 42 cents per 100 pound 
restore the previously existing relationship. 
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Domestic rates from New Orleans and Port Chalmetlioag (1, 
to Akron, Cleveland, Mansfield, Newark, Toledo, Dayti earing 
Miamisburg, Middletown and Xenia, O., and Jacks0l rough 
Mich., applicable to the transportation of sisal, carloa ansport 


were increased, effective Sept. 15, 1917, to make them) 
cents per 100 pounds higher than the import rates 0 
sisal from New Orleans to the same destinations. No DP 
tests were filed to stay the operation of these rates, all 
they were not suspended. 
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On Feb. 2, 1918, the carriers respondent herein, thTOU™Mjingi. C 
their agent, filed Fifteenth Section Application No. 2Mibocs a4 
requesting authority to establish rates, applicable 00 de isal anc 
mestic traffic, for the transportation of sisal, caTloiiner oo, 


minimum weight 20,000 pounds, from New Orleans and hat the 
points taking the same rates to the points named belo he pres, 
The rates stated in amounts per 100 pounds, are unifo'™Ehom pai 







XT, No. ne 1, 1918 


— ts per 100 pounds higher than the present rates, and 
e Of ip cen > : y 

line m the authority asked is granted would be 6 cents per 
_ estalmyy pounds higher than the present rates on import 
‘sturbel gic from and to the same points: To Cairo and East 
ANY sot Louis, Jl, and St. Louis, Mo., 23 cents; Evansville, 
Zroupingnd, and Louisville, Ky., 24.5 cents; Chicago and Peoria, 
therefopimml.; Cincinnati, O., and Covington, Ky., 26 cents; Michi- 


in City, Ind., 29 cents; and Milwaukee, Wis., 30 cents. 
» action upon this application has been taken by the 
ommission. 

While the primary purpose of the increased rates pro- 
ysed is the resoration of the previously existing rela- 
ionship, domestic rates over import rates, respondents 
sist that the present domestic rates are unreasonably 
ww and that the proposed rates are reasonable per se 
nd relatively. To demonstrate this proposition data were 
pmitted of the average car loading of various commodi- 
ies transported from New Orleons to Sioux Falls, accom- 
nied with the rates per 100 pounds applicable to their 
ransportation, from which the average revenues per car 
e computed, compared with similar data applicable to 
he transportation of sisal from New Orleans to Sioux Falls. 
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and Porf/he testimony follows in statement form: 
id Kan 7 Average Average 
th, Kan; Loading, Rate, Car 
uth Stil Commodity. Pounds Cents. Revenue. 
—~ | Eres 53,700 36 $193.32 
‘ SS . acicide nt hash watetes 53,800 34 185.07 
iy ”t”«é ORR 53,800 45 242.10 
fl, RMI, 5 5:6:0:0:0:01:0.o.0r0s wee sieisiasie 40,000 38 152.00 
City, 39qgpahogany ee ee Ae ne ee 50,000 - 42 210.00 
ra eR HR Rab. Be 20,000 73 146.00 
tS, 41; WBincapples . 20.22... cceeccceeees 21,800 71 154.78 
ioux CityMManned goodS ............e00008 40,000 45 180.00 
oS eae 27,000 *47 5 128.25 
° * 
der twind Proposed. 
rt of Ne None of the commodities earns so low a revenue as 
1, MexicoffMisal; none is so valuable. The price of sisal in March, 








































sisal onlyigi4, f. o. b. Level Siding, was 5% cents a pound; in De- 
arehousei™ember, 1917, the price f. o. b. New Orleans was 19% cents 
ommodity™™ pound. Green coffee, the article of the highest value 
pply from the above list, in December, 1917, sold for 14 cents a 
uses. ound f. 0. b. New Orleans. The present value of a car- 
nissionemf™ad of sisal is approximately $5,000. 

lf of thYi The specific gravity of sisal is low; a bale weighing 
Level Siti) pounds is 25 cubic feet in dimension and approximately 
Railroal 0) such bales can be loaded in a 40-foot car. The baled 
LinnesotafMisal is uncovered and secured with rope ties. Sisal is 


posed iM™fery dry, hence highly inflammable and readily damageable 


om moisture. It is transported in closed equipment— 


C. C., iMox and refrigerator cars. 

ates from No protestant, other than the state penitentiary of South 
then pr akota, submitted testimony. That institution is equipped 
justifie jith a plant for the manufacture of binder twine. It is 

ion in perated to capacity and produces each year about 3,250,000 

's witnesMounds of the commodity. 
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The United States Food Administration recently entered 
ht0 an agreement with the Comision Reguladora del Mer- 
ado de Henequen of Mexico, which controls sisal produced 
h the state of Yucatan, Mexico, to supervise the sale. in 
us country of 100,000 bales of sisal, on which the price 


ee as fixed by the Food Administration at 19 cents a pound 
the a 0. b. New Orleans. The purchase and distribution of 
a patho lis sisal is to be through the Food Administration. The 


arden of the state penitentiary of South Dakota is ap- 


psota de tehensive lest the United States should acquire ware- 


| af : 
as ouses at New Orleans for the storage of sisal, in which 
Bs ound he sisal would lose its identity as an imported commodity 
P id hence be subject to the payment of the domestic rates 


ere proposed to be increased. The Illinois Central Rail- 
oad Company, the only respondent represented at the 
faring, transports practically all the sisal imported 
rough the port of New Orleans. In the year 1916 it 
aisported 135,000 tons of sisal from New Orleans, for 
le transportation of all of which import rates were paid. 
ll but 54,000 tons of this total were forwarded to Chicago 
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rates ol 
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rates, and me 
rates, Mind St. Parl. The state penitentiary at Level Siding has 


ever paid domestic rates on any shipments of sisal. The 


Oe linois Central Railroad had on storage in its Stuyvesant 
le on é eg at New Orleans, in December, 1917, 65,000 bales of 
carloal * and ad space there for 200,000 more bales if no 

fr comiiodity was also stored. There is no testimony 


leans alt 
ed belo¥ 
uniform) 


lat the United States has in contemplation any change in 
¢ preser’ method of forwarding sisal from shipside or 
M railroid storage at New Orleans. 
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The state penitentiary of South Dakota has used some 
manila hemp grown in the Philippine Islands, Java, Aus- 
tralia and Africa, as‘a filler in the manufacture of binder 
twine. The import rates on sisal imported through the 
port of New Orleans specifically apply to the transportation 
of that produced in Mexico. Although in these abnormal 
times the majority of manila hemp imported into this 
country is transported from the Pacific coast ports, the 
warden of the state penitentiary of South Dakota testified, 
although a witness for respondent, the Illinois Central Rail- 
road, had no knowledge of any such movements, that sev- 
eral small cargoes of manila hemp, in recent years, had 
been imported from Africa and Australia through the port 
of New Orleans. Under a tariff provision of the Illinois 
Central, domestic rates apply as import rates in the ab- 
sence of specific import rates. Although the proposed in- 
creased rates are merely “paper” increases, which respond- 
ent felt it was called mpon to justify merely because they 
had been protested and their operation suspended by the 
Commission, the warden of the state penitentiary of South 
Dakota anticipates that there may be some traffic to which 
the increased rates would apply. 

No testimony was submitted by any of the protestants 
to show that the increased rates are unreasonable or 
otherwise in violation of the act to regulate commerce, 
except that attention was directed to the fact that import 
and domestic rates for the transportation of sisal from 
New Orleans to St. Paul, for example, are normally 5% 
cents per 100 pounds under the import and domestic rates 
from New Orleans to Sioux Falls. The distance from 
New Orleans to Sioux Falls, via the line of the Illinois 
Central Railroad, is 1,372 miles, exceeding the distance 
to St. Paul, via the lines of the Illinois Central and the 
Minneapolis & St. Louis railroads, by but 45 miles. How- 
ever, the relation of rates as between Sioux Falls and St. 
Paul is not here involved; the increase to each is uniform. 

The examiner recommends that the Commission find the 
increased domestic rates for the transportation of sisal, 
carloads, from New Orleans and Port Chalmette to the 
destination named, here proposed, have been justified. 


ANDERSON, Commissioner: 

No exceptions have been taken by the parties to the 
foregoing report proposed by the examiner, which was 
served upon them under rules of procedure providing for 
the filing of exceptions therto within 20 days. Upon con- 
sideration of the record we approve the proposed conclu- 
sions and adopt that report as the report of the Commis- 
sion. An order will be entered vacating the orders of 
suspension. 


RATES ON ANTHRACITE COAL. 


CASE NO. 8859* (149 I. C. C., 744-750) 
PHILIP FOGARTY & SONS VS. NEW YORK, NEW 
HAVEN & HARTFORD RAILROAD COM- 

PANY ET AL. - 


Submitted April 6, 1917. Opinion No. 5184. 


1. Rates for the transportation of anthracite coal in carloads 
from the Lehigh, Schuylkill and Wyoming regions in Penn- 
sylvania to Olneyville, within the corporate limits of Provi- 
dence, R I., not shown to have been or to be unreasonable 
or unjustly discriminatory under section 2, but the general 
adjustment of rates on that commodity to points of delivery 
in the city of Providence and destinations beyond found 
unduly prejudicial to complainants. Reparation denied. 

2. Fourth section application for authority to maintain lower 
rates on.anthracite coal to Darlington, within the corporate 
limits of Pawtucket, than to intermediate points found not 
justified, and relief from the long-and-short-haul rule de- 


nied. 

3. Complaint assailing the rates on anthracite coal in carloads 
from the producing regions named to Campbell Hall, N. Y., 
dismissed. oe 

Report of the Commission 


HALL, Commissioner: 

In No. 8859 the complainants allege that the rates on 
anthracite coal in carloads from the Schuylkill, Lehigh 
and Wyoming anthracite producing regions of Pennsyl- 
vania, hereinafter called the regions, to Olneyville, a local 
station on the New York, New Haven & Hartford Railroad, 
hereinafter called the New Haven, within the corporate 
limits of Providence, R. I., were and are unjust, unreason- 





*The report also embraces No. 9119, Same vs. Same; No. 9337, 
Same vs. New York, Ontario & Western Ry. Co. et al.; and 
Fourth Section Applications Nos. 774, 976, 1481, 1589, 1623, 1788 
and 3698. 
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able, unjustly discriminatory, and unduly prejudicial, in 
violation of sections 1, 2 and 3 of the act to regulate com- 
merce and of the long-and-short-haul clause of section 4. 
Their complaint in No. 9119 covers shipments moving sub- 
sequent to the effective date of our order in Rates for the 
Transportation of Anthracite Coal, 35 I. C. C., 220, herein- 
after referred to as the Anthracite Investigation, and is of 
like import. 
fendants and they will be considered together. Repara- 
tion is sought on past shipments and the establishment of 
reasonable rates is prayed. Rates are stated in amounts 
per long ton. 

It is averred that reasonable charges would not exceed: 
On prepared sizes, $2.45; on pea size, $2.35, and on buck- 
wheat No. 1 size, $2.25. 

The same complainants allege in No. 9337, to which the 
New Haven is not a party, that the rates on anthracite coal 
in carloads from the three regions to Campbell Hall, N. 
Y., are unjust and unreasonable, in violation of section 
1-of the act to regulate commerce. 


Nos. 8859 and 9119 


The complainants are wholesale and retail dealers in 
coal, located af Olneyville in the city of Providence. They 
receive anthracite coal in carload lots on their private 
side tracks, which connect with the Pascoag branch of the 
New Haven, near its junction with the main line at Olney- 
ville, an agency station named in the tariffs, to which 
this coal is billed. It is the only station, other than Provi- 
dence, within the corporate limits of that city to which a 
separate rate is published on anthracite coal. 

The all-rail rate to Olneyville on prepared sizes of an- 
thracite coal is carloads is blanketed from the three re- 
gions and since November 4, 1907, had been and at the 
time of the hearing was $2.75. To Providence, including 
all points of delivery within its corporate limits other than 
at Olneyville, it was $2.70. The latter rate was also pub- 
lished to Pawtucket, Saylesville, Lonsdale and Valley Falls, 
R. I., stations just north of Providence. To Darlington, a 
station in Pawtucket, the rate was $2.55. Providence and 
Pawtucket are ports. To other destinations in southeast- 
ern New England, some of which are intermediate to the 
above-named points, the rate was and for some time had 
been $3. Rates to Olneyville on pea and buckwheat No. 
1 sizes over lines applying different rates on the smaller 
sizes are 10 cents and 30 cents less, respectively, than on 
the prepared sizes. 

Coal moves all rail to Providence from the anthracite 
regions either via the Poughkeepsie bridge or via Jersey. 
City, N. J. When by the former route it is delivered to 
the New Haven at Campbell Hall or Maybrook, N. Y. 
By the latter route the New Haven takes it at Jersey City, 
moves it on car float to Mott Haven, N. H., and thence 
by rail to destination. The rail-and-water movement is by 
rail to New York harbor tidewater piers, hereinafter re- 
ferred to as tidewater, and by water beyond. This re- 


sults in a total transportation cost in normal times to — 


water-front dealers in Providence ranging from $2.02 to 
$2.12, composed of the rail rate to tidewater of $1.40 or 
$1.45, plus 42 to 45 cents for water transportation beyond, 
including insurance, and an unloading charge from boat to 
car at Providence of from 20 to 22 cents. If then switched 
to Olneyville there was an additional charge of 35 cents. 

Complainants challenge the intrinsic reasonableness of 
the all-rail rates. The average haul to Olneyville was 
shown to be 396.1 miles, the average car loading 41 long 
tons, producing revenues of $111.45 per car, 28.13 cents per 
car-mile, and 6.86 mills per ton-mile. The average of the 
distance by three direct and four circuitous routes from 
the regions to Buffalo, N. Y., is 340 miles, and the rate in 
effect at the time of the hearing was $1.7857, yielding ton- 
‘mile revenue of 5.88 mills. The $2.45 rate sought by com- 
plainants on prepared sizes, using the average haul and 
loading given, would yield as revenue per car $100.45, per 
car-mile 25.35 cents, and per ton-mile 6.18 mills. The rate 
on bituminous coal from the Clearfield district in Pennsyl- 
vania to Providence and Olneyville, an average distance of 
536 miles, was $2.45 until increased to $2.70 on February 
15, 1916, following our report in Coal to Rhode Island 
Points, 37 I. C. C., 650. On July 1, 1917, it was again in- 
creased to $2.85. The rates on bituminous coal, like those 
on anthracite, are said to be depressed by the influence of 
water competition. 
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If the rates to tidewater prescribed in the Anthray 
Investigation, supra, are taken as a basis and extended 
the same degree of progression as in that case for the gh 
hauls, the rates to Olneyville would be as low as thy 
sought by complainants, if not lower. But no reasop 
pears for such extension. We were there dealing with 
roads on which the anthracite originated. Coal does , 
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move in train loads in New England, as it does west of gl. Tee 
Hudson River, and the return empty movement on the yy tn In 
Haven was testified to be approximately 100 per cent, ite Co! 

The division of the joint all-rail rates to O!neyville ya. ihe 
Jersey City accruing to the initial carriers were formes ae in 
the same as the local rates to lower tidewater piers in Ng F918 
York harbor. As a result of the Anthracite Investigatigi’ 
supra, the local rates to tidewater were reduced 15 cep, aaa 























but no change was made in the joint through rates, whig 
are divided as theretofore by the initial lines taking 
their division an amount equal to their former local tig 
water rates. The local rates to the lower tidewater pig 
are thus 15 cents less than the initial carrier’s divigioy 
of the joint all-rail rates. The New Haven expressed 
willingness to continue its present divisions, which, jf 
plied in connection with the then existing local rates | 
tidewater, would have resulted in a joint through rate 
Olneyville of $2.60 on prepared sizes. It may be thatt 
the points where the $3 rate applied there might prope 
be a reduction of 15 cents, because the rates of the initi 
lines to tidewater were reduced by- that amount, but 
does not necessarily follow that the rates to Provideng 
and related points, which are already depressed, shou 
be further reduced. 

We are here dealing with the reasonableness of th 
joint all-rail rates to Olneyville, and need not refer to th 
evidence offered by the New Haven, whict tended to sh 
that its divisions of these rates are reasonable. 
burden is upon complainants and on the present record 
do not find the rates unjust or unreasonable. 


The unjust discrimination alleged by complainants j 
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based upon the fact that the rates to Olneyville are 5 cen Fourt 
higher than to Providence, and the contention that tigg!623, 17 
switching service to points of delivery is similar. Dggwe con 
fendants show that coal billed to complainants at Olneyvilggeusion 
moves in line haul through Olneyville to the breakamltaflic t 
- yard at Providence, is thence switched back along tipaints. 
same main line to its intersection with the Pascoag brangy on 


and thence on the branch about 800 feet to complainantl 
private track. They further show that no coal taking th 
Providence rate is delivered over this branch, and that tl 
points of delivery in Providence are nearer to the bre 
up yard. It appears that in delivering cars at a coal ya 
in South Providence, the New Haven renders equal if 1 
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greater switching service, and to other points of delive Under ‘ 
the distances are not materially less than to complainanigg’™ Ti 
yard. Except on lumber and anthracite coal the carlo S oe 


rates to Olneyville are the same as to Providence. 


The undue prejudice is said to result from the disparif 
considered above and also from the maintenance of tl ; 
Providence rates of Pawtucket and points just north, In thi 
also of the rate of $2.55 on prepared sizes to Darlingte coal In 
station in Pawtucket, where some of complainants’ cdl rania to 
petitors are located. The dealers at Darlington maint ver, @ 
agencies in Providence and sell a considerable portion ¢ point th 
their coal in and about that city. Complainants are unali@@éigland 
to market their coal in Darlington in competition wie” tran 
them. For defendants it was explained that the Darling™Pusland 
ton rate was published a number of years ago to enablqgy'0 Camy 
dealers at that point to meet the competition of dealemgp rein 
located-on the water front at Providence and Pawtuckegillle. T 
and is probably lower than present conditions would wag” arh 
rant. In August, 1915, defendants, at the request of coll 0 Olney 
plainants, applied for fourth section relief in order | The r 
establish a rate of $2.60 to Olneyville, while continuing "tions to 
effect the $3 rate to intermediate points. The relief sous ™vampbe! 
was granted, but the carriers, fearing that reduction ‘@ern, the 
Olneyville would encourage demands for similar redU@@lt mile; 
tions to other points, did not establish the rate. MoM@order in 
over, our report in the Anthracite Investigation, decl0(@™ill5 as 
July 30, 1915, had recently been issued reducing the rate@itrom reg 
to tidewater, and it was not known what effect, if algo rate 
it might have on the New Haven divisions of the Jol point 
rates. The New Haven admits that there is someth ’ ates we 
wrong with the present adjustments and prefers to leave ish rate 
with us for correction. Defendants seek to justify M@™—Bling q 
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snance of the lower Providence rates to other points by 
sying that, as Olneyville is about 2 miles distant from 
.. water front, it is not subject in the same degree as 
ese other points to the influence of water competition. 
They also show that to points just beyond Olneyville on 
ne Pascoag branch of the New Haven the rate on pre- 
hared sizes is $3, and state that a reduction in the rates 
ty Olneyville would result in too great a spread. 

In Investigation and Suspension Docket No. 1111, Anthra- 
ite Coal, by order dated March 12, 1918, we authorized an 
increase Of not to exceed 15 cents per long ton in the rates 
here in issue. The increased rates became effective April 
, 1918. 

Upon consideration of all the facts of record in these 
wo cases we are of opinion and find that the rates on 
nthracite coal from the anthracite coal regions to Olney- 
ile have not been shown to be unreasonable, or unjustly 
jiscriminatory under section 2, but that they are and for 
the future will be unduly prejudicial to complainants and 
mduly preferential of their competitors in Providence, 
Pawtucket, Darlington, Lonsdale, Saylesville and Valley 
Falls, R. 1., to the extent that they exceed the rates con- 
emporaneously maintained to the points last named. 

Qn some of the shipments complainants paid tre freight 
tharges. Other shipments were sold and delivered f. o. b. 
iestination, subject to change in freight rates. Aside from 
this the record is silent as to what, if any, damages were 
sustained by complainants. Where undue prejudice under 
section 3 of the act has been established and reparation is 
prayed, not only the injury but the fact and amount of 
resulting damage must be proved. Such damage is not 
necessarily to be measured by the difference in the rates. 
Penn. R. R. Co. vs. International Coal Co., 230 U. S., 185. 
omplainants’ prayer for reparation will be denied. 

An order will be entered in accordance with the findings 
herein. 
Fourth Section Applications 


Fourth Section Applications Nos. 774, 976, 1481, 1589, 
1623, 1788 and 3698, in so far as they ask authority for 
he continuance of lower rates on anthracite coal to Dar- 
lington than are contemporaneously maintained on like 
trafic to intermediate points, were heard with the com- 
laints. The justification offered on behalf of defendants 
s that summarized above. It was testified for the New 
Haven, which assumes responsibility for this adjustment, 
hat the all-rail rates to Darlington are not water-compelled 
in the sense that they would ever move a ton of coal in 
ompetition with water-borne coal, but were established to 
tlable the Darlington dealers to compete with those lo- 
ated on the water front at Pawtucket and Providence. 
nder the present abnormal conditions the water rate 
irom Tidewater is high, and it was stated that at present 
the combination of the rail rate to tidewater plus the wa- 
er charges beyond would probably exceed the all-rail rate. 
he relief prayed for will be denied. 


No. 9337 


In this case complainants attack the rates on anthracite 
cal in carloads from the producing regions in Pennsyl- 
vania to Campbell Hall, N. Y., a point west of the Hudson 
iver, about 60 miles north of New York City. At this 
Pint the initial carriers deliver coal to the Central New 
Angland Railway, a constituent of the New Haven system, 
por transportation to Olneyville and other points in New 
England. Complainants have no direct interest in the rates 
to Campbell Hall, but they hope by securing a reduction 
rein to bring about a reduction in the rates to Olney- 
lille. The joint through rates in effect are based on cer- 


lain arbitraries over the local ratés from Campbell Hall 
0 Olneyville, 


The rates on prepared sizes from all the producing re- 
Blons to Campbell Hall was at the time of hearing $1.45. 
ampbell Hall is served by the New York, Ontario & West- 
m™, the Lehigh & New England, and the Erie. It is about 
{ miles west of Middeltown, N. Y. In a supplemental 
der in the Anthracite Investigation, supra, we prescribed 
15 as a reasonable maximum rate on anthracite coal 
Pom regional points on the Erie to Middletown. We fixed 
w Tate to Campbell Hall, but said in our report that to 

boints intermediate or related to the points to which 
~ were prescribed carriers would be required to estab- 
sh tates in harmony with those therein found reasonable, 
Ving due consideration to distance. Complainants ac- 
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cordingly contend that Campbell Hall should be accorded 
a rate of $1.15, the same as to Middletown. The: local 
rate of the New Haven system from Campbell Hall was 
$1.50, and that added ‘to a $1.15 rate to Campbell Hall 
would make a combination through rate of $2.65. Com- 
plainants contend that a joint through rate 20 cents less, 
or $2.45, which is the rate sought in the two cases already 
considered, would be reasonable. A rate from producing 
points on the Erie Railroad to Campbell Hall made accord- 
ing to the formula used in arriving at the then existing 
rate to Middletown would be $1.25. That rate in connec- 
tion with the rate of $1.50 from Campbell Hall to Olney- 
ville, which is practically a proportional rate, would make 
a rate the same in-amount as that then in effect. The ~ 
complaint will be dismissed. 

Orders will be entered in accordance with the conclu- 
sions announced. . 

Aitchison and Woolley, commissioners, did not partici- 
pate in the disposition of this case. 

(The fourth section order is No. 7309.) 


RATES ON GRAIN, ETC. 


CASE NO. 9506 (50 I. C. C., 6-13) 


TERRELL COMMERCIAL CLUB VS. TEXAS & PACIFIC 
RAILWAY COMPANY ET AL. 


Submitted Feb. 10, 1918. Opinion No. 5187. 


For the purpose of making rates on grain, grain products, and 
hay from points in Kansas and Oklahoma, destinations in 
the state of Texas are arranged in three main groups, known 
as groups 1, 2 and 3. A fourth group, known as group A, 
has been carved out of group 1 and rates to points in group 
A apply only from points in Oklahoma. Group A is a result 
of the Commission’s decision in Mitchell vs. A. T. & S. F. 
Ry. Co., 12 I. C. C., 324, and broadly described, includes 
only Fort Worth, Dallas and points north thereof between 
Wichita Falls on the west and Greenville on the east, to 
the Oklahoma-Texas state line. Upon a complaint which 
alleged that the rates on grain, grain products and hay 
from points in Oklahoma to Terrell, Tex., in group 1, are 
unreasonable and subject Terrell to undue prejudice and 
disadvantage, as compared wifh rates from the same points 
3 — to Dallas, Greenville and other points in group A, 

eld: 

. The rates on grain and grain products and hay, in carloads, 
from points in Oklahoma to Terrell are not shown to be 
unjust or unreasonable. 

. The general adjustment of rates on grain and grain products 
from points in Oklahoma to Dallas, Greenville and other 
points in Texas, substantially north or west of Terrell and 
to Terrell, does not subject Terrell to undue prejudice and 
disadvantage. 

3. Terrell is not entitled to be included in group A. 

. Rates on grain,-grain products and hay from points in Okla- 
homa to Terrell, compared with the rates on the same com- 
modities from the same points to Dallas, Greenville and 
other similarly situated points in Texas, do subject Terrell 
to undue prejudice and disadvantage in and to the extent 
that they exceed the rates on those commodities to group A 
points by more than 2.5 cents per 100 pounds. 

. The defendants should correct the adjustment of rates on 
grain, grain products and hay as between Dallas, Greenville 
and Terrell. 


Division 3, Commissioners Harlan, Hall and Anderson. 


Complainant, a voluntary organization, representing the 
business interests of the town of Terrell, Tex., attacks the 
rates on grain, grain products and hay, in carloads, from 
points in Oklahoma to Terrell as being unjust, unreasonable 
and unduly prejudicial as compared with. the rates on the 
same commodities to points in northern Texas, hereinafter 
referred to as group A points. Although the allegation is 
made that the rates to Terrell are unjust and unreasonable, 
that charge was not pressed at the hearing, and the pro- 
ceeding has resolved itself into an effort on behalf of com- 
plainant to have Terrell included in group A. 

Terrell is located 32 miles east of Dallas on the Texas & 
Pacific Railway, hereinafter called the Texas & Pacific, 
where the Texas Midland Railroad crosses that line. By 
way of the latter it is 32 miles south of Greenville and 10 
miles north of Kaufman, Tex. These two roads are the 
only rail carriers serving Terrell, and neither of them has 
rails extending into Oklahoma. Terrell has a population 
of more than 8,000. 

Rates on the commodities named from points in Kan- 
sas and Oklahoma to points in Texas are made by arrang- 
ing the points of destination in three main groups, known 
as groups 1, 2 and 3. From more distant points rates are 
made with regard to those from primary grain markets, 
such as Kansas City, Mo.; from points in Kansas and Okla- 
homa the rates decrease in substantial accordance with 
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the lessening of distance; and from Oklahoma points this 
general adjustment is modified to fit the particular circum- 
stances of certain destinations in northern Texas not far 
from the Oklahoma-Texas state line. This modification of 
rates from’ Oklahoma was the result of certain proceed- 
ings before this Commission. 

On July 8, 1907, the Commission decided the proceed- 
ings known as Mitchell vs. A. T. & S. F. Ry. Co., 12 I. C. 
C., 324, and Farmers’, Merchants’ and Shippers’ Club of 
Kansas vs. A., T. & S. F. Ry. Co., 12 I. C. C., 351. At that 
time the major portion of Texas destinations were divided 
into groups 1, 2, 3 and 4, of which groups 3 and 4 corre- 
sponded to the present group 3, group 2 was the same as 
at present, and group 1 was the same as present groups 
1 and A. In the Farmers’ Case, supra, the Commission 
said: 


The third class of rates attacked in this proceeding are those 

from these same stations in Kansas to points in Texas for 
domestic consumption. For the purpose of naming these rates 
Texas is divided into four groups, * * * 
Group 1 extends nearly across the entire breadth of the state of 
Texas east and west and is from 100 to 150 miles from north to 
south. Group 4 includes most of the southern portion of the 
state, groups 2 and 3 being comparatively small in area. The 
rates above named not only apply to any point in a given group, 
in the first instance, but under the various transit privileges 
allowed grain may be unloaded at an intermediate point ‘and 
afterwards sent on to any point in Texas at the rate applicable 
to that group. These groups have been in effect in substantially 
their present form for a long time, and various business con- 
ditions relating to the handling and milling of grain have ad- 
justed themselves to this system of rate making. 

The millers of Wichita Falls, the milling and grain interests 
of Fort Worth and Dallas, as well as similar interests from cer- 
tain other towns in northern Texas, appeared and were heard in 
this proceeding. Neither the complainants nor the defendants 
nor any of the interveners suggested that this group arrange- 
ment should be interefered with. Indeed, it seemed to be the 
universal opinion that it ought to remain as it is. It was 
claimed that rates from certain points in Oklahoma were unduly 
high to near-by points in these group; but considering merely 
the stations in Kansas which are involved in this complaint 
there was no serious claim that this scheme of group rates 
might not properly be and, indeed, ought not to be retained. 
In view of the attitude of all parties, the Commission will not 
disturb in this proceeding this system of rate making. 

This leaves for consideration merely the reasonableness of the 
rates themselves. In determining that it must be carefully 
kept in mind that we are passing not upon a rate from a par- 
ticular point like Wichita to a particular point like Fort Worth. 
That rate is not merely to Fort Worth. It carries grain from 
Wichita itto any part of group 1, and it gives to it the facility 
of stoppage in transit in any point in that group. 

It must also be borne in mind that these groups include the 
entire state of Texas and stand in relation one to another. For 
the additional payment of 5 cents per 100 pounds, grain which 
has paid a charge of 33 cents to Fort Worth from Wichita can 
be sent to any part of groups 3 and 4 and for 2% cents to any, 
part of group 2. 

If the complainants desire that this group system be retained, 
then the railways must have the benefit of the fact that these 
are not rates to individual towns, but rates to extensive areas. 
* - ” 


In the Mitchell Case, supra, the Commission said: 


For the purpose of naming rates from wheat-producing sec- 
tions in Kansas and Oklahoma, the state of Texas is divided 
into four groups, which are so related to each other that in 
effect the state itself is an entire group subdivided. In Farm- 
ers, Merchants & Shippers’ Club of Kansas vs. A. T. & S. F. Ry. 
Co. and Same vs. C. R. I. & P. Ry. Co., infra, we, upon the 
request of both complainants and defendants, declined to dis- 
turb this system of rate making, and rates to Texas points 
— all stations in Kansas are now made upon this group 

asis. 

In so holding we said that the reasonableness of these rates 
must be determined, not by considering the rate from the point 
of origin to a particular station in the group, but rather as 
applicable to the entire group. It is evident that every system 
of group rates must occasion more or less discrimination. The 
rate to the nearer edge of:the group as compared with that to 
the more distant edge is of necessity discriminatory. This dis- 
crimination grows relatively more in proportion as the dis- 
tance from the group decreases, and plainly there must come a 
point when the.point of origin is so near the group that the 
discrimination will become undue. : 

In the case before us we do not think that Fort Worth and 
Oklahoma City ought to bear the burden of a rate which carries 
the transportation, not only to these points, but also to other 
points much more distant. These communities are in such 
proximity that they are entitled to have established between 
one another a reasonable rate which will permit the consumers 
at Gainesville and Fort Worth to buy in Oklahoma City and 
transport from there at a reasonable charge. In the fixing of 
this charge we may properly have reference to the fact that the 
group system prevails from points farther north, and that this 
is transition territory. 

In the Mitchell Case the Commission did not create 
group A’ and the rates ordered to be established therein 
were for local traffic to Gainesville and Fort Worth only. 
In obeying that order the carriers carved group A out of 
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group 1, following the lines of the defendanis in thy 
proceeding from Fort Worth and Dallas northward obsery. 
ing the requirements of the fourth section of the act, Th 
present record indicates that in so doing the outer bound. 
aries of group A were limited as far as possible to Points 
to which the haul from Oklahoma could be made by a gip. 
gle line, and to which the distances were not excessiye: 
that group A rates were extended to points on the Texas 
& Pacific between Fort Worth and Dallas as making th 
southern boundary of that group, although that carrie 
does not reach Oklahoma; and that the group rates wer 
extended‘to all points geographically included within these 
outlines whether the hauls involved one or more than one 
line. It should be noted here for accuracy of statement 
that the Rock Island system applies group A rates only 
from and to points reached by its own rails; perhaps this 
is true also of some other of the defendants. It shoul 
also be noted that group A rates do not apply from aj 
points in Oklahoma to all points included within group 4 
boundaries; for from points in southern Oklahoma to near. 
by points in group A special rates lower than the group 4 
basis are applied. 

Group 1 embraces all points in northern Texas within 
the following bounds: Beginning in the west at Quanah 
on the Fort Worth & Denver City Railway to Bowie; thence 
south along the line of the Chicago, Rock Island & Gul 
Railway, embracing stations on the Jacksboro branch to 
Jacksboro, inclusive, to Fort Worth; thence west along the 
line of the Texas & Pacific to Weatherford and Lambert; 
thence north from Weatherford on the Weatherford, Min- 
eral Wells & Northwestern Railway to Mineral Wells and 
from Weatherford along the line of the Gulf, Colorado & 
Santa Fe Railway to Dallas via Cleburne, thence east 
along the line of the Texas & New Orleans Railroad to 
Kaufman, included in group 1 by order of the Commission 
in Kaufman Commercial Club vs. T. & N. O. R. R. (Co, 
31 1. C. C., 167; thence north on the line of the Texas Mid 
land to Terrell, thence east on the line of the Texas & 
Pacific to Waskon and the Texas-Louisiana state line. 


From Marshall on the Texas & Pacific there is an exten- 


sion of group 1 rates toward the southeast along the line 
of the Marshall & East Texas Railway to Elysian Fields. 

All points in northern Texas, embraced within the bour- 
daries of group 1, as above described, are upon a parity of 
rates from points north of the Kansas-Oklahoma state line. 
From points in Oklahoma to certain points in this group the 
distances are tomparatively short, and the transportation 
generally is by a single line as described above. These 
points are included in group A, the outlines of which are 
as follows: Beginning at Wichita Falls, the line extends 
east along the Missouri, Kansas & Texas Railway of Texas, 
hereinafter called the M., K. & T., to Ringgold; thence 
south via the Chicago, Rock Island & Gulf Railway to 
Fort Worth, embracing stations on the Jacksboro branch 
to Jacksboro, inclusive; from Fort Worth east along the 
Texas & Pacific to Dallas; thence along the M., K. &T. 
northeast to Bells via Greenville, the Texas & Pacific to 
Bonham, and the M., K. & T. to Denison. 

From points in Kansas, it will be seen from the above, 
Terrell takes group 1 rates with Fort Worth, Dallas and 
Greenville; whereas from points in Oklahoma, Terrell t¢ 
mains in group 1 and Fort Worth, Dallas, and Greenville 
are taken out of group 1 and placed in group A, receivils 
a somewhat lower basis of rates than Terrell. 

An exhibit filed in behalf of complainant purports 1 
show that Terrell is less distant from certain Oklahoma 
points that certain selected points in group A. It is suf 
ficient to say that this exhibit includes at least one roule 
over which the rates do not apply, and that the points 
group A with which Terrell is compared appear generally 
to be situated near its outer boundaries. From two & 
hibits filed in the record it appears that an approximation 
to the average short-line distance from Oklahoma points 
to points located in group A is 226 miles, whereas an ap 
proximation to the average distance from Oklahoma poin 
to points in group 1 is 268 miles. It is also shown tha 
whereas Terrell can in no instance be reached by 4 Si 
gle line from any point in Oklahoma, that 71 per cent 0 
the destination points embraced in group A can be % 
reached, and that to only 29 per cent must the haul pass 
over two or more lines. 

The rate structure is shown in the following table, taken 
from an exhibit filed in behalf of complainant: 
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RATES LROM POINTS IN OKLAHOMA TO POINTS IN 
TEXAS, GROUPS A, 1, 2 and 3. 

Grits 

and 

corn- 

meal. 


Corn 
Corn and 


Flour. chops. Bran. Wheat. Hay. 


m Sapulpa 
ger Mus- 
Group 1.... ; 
Group 2...- 28 


Group 3.-.. 3 29. 
Ard- 


19. 

21 5 : 
5 28.5 .f ' 5. (25.5 

25 24.5 : ; 

Rates on grain and grain products from points in Okla- 
homa to group A points are lower than to group 1 by 0.5 
cnt from Altus, by 1.5 cents or less from Hobart and 
(linton, by 3.5 cents or less from Oklahoma City and 
Hugo, and by 3.75 cents or less from Ada. The rates from 
Shattuck to groups A and 1 are the same on grain, grain 
products, and hay. The rates on flour, bran and wheat are, 
in cents, the same as given in the table above from Sa- 
pulpa and Muskogee. The rates on the other commodities, 
except hay, are in each instance 0.5 cent less than the rates 
fom’Sapulpa. On hay the rate is 2.5 cents greater than 
fom Sapulpa. From Pryor and Vinita there is no differ- 
ential between groups A and 1 on grain and grain prod- 
ucts, but on hay the rates are 5.5 cents higher to group 1 
than to group A. The differential against group 1 and in 
favor of group A is 7 cents on hay from Oklahoma City. 

It is not necessary to prolong this discussion of the rate 
situation from points in Oklahoma to points in Texas in 
groups A and 1; it is obvious that the carriers have gen- 
erally recognized the importance of diminishing the differ- 
entials between the two groups as distances increased; 
but there are certain anomalies shown in these rates which 
require correction. It will be observed that the differen- 
tials between groups 1 and 2, and 2 and 3 are 2.5 cents or 
less, and no higher differentials should exist between 
groups A and 1. What is said with respect to the differ- 
entials between the groups is not to be interpreted as 
authorizing increased rates to groups 1, 2 and 3. Where 
the differentials between group A and group 1 are now 
less than 2.5 cents they should not be increased to that 
figure. 

It should be found that. the rates on grain, grain prod- 
uts and hay from points in Oklahoma to Terrell are not 
unreasonable, for they are substantially the rates which 
the Commission did not condemn in the proceedings cited 
above; but it should be found that differentials on grain, 
grain products and hay in the rates to Terrell over the 
rates to points in group A which exceed 2.5 cents per 100 
pounds do subject Terrell to undue prejudice and disad- 
vantage. It follows, of course, that to other points in 
group 1 rates should be revised accordingly. The question 
remains whether Terrell should be taken out of group 1 and 
placed in group A. 

The southeastern boundary of group A is along the line 
of the M., K. & T. from Dallas to Greenville, a distance of 
i4 miles. Terrell is at the apex of an isosceles triangle, 32 
niles from both Dallas and Greenville and about 18 miles 
across country from Royse and Rockwall on this south- 
eastern boundary, from which points it claims to meet com- 
petition. Obviously Terrell’s disadvantage is measured 
mathematically by whatever differences there are between 
the rates to group A and to group 1, but the record con- 
lains no proof that a disadvantage not exceeding 2.5 cents 
ber 100 pounds is undue unless it be considered that for 
seographical or transportation reasons Terrell ought to 
be included in group A. No such reasons have been shown, 
and the extension of group A rates to Terrell would in- 
‘vitably result in the inclusion of Kaufman also in group 
4. In the Kaufman Commercial Club Case, supra, we 
found that— 





















renee is no natural boundary line between Kaufman and Ter- 
which would justify placing these towns in different rate- 


making groups. 


This, of course, would not be a ground for the exclusion 


o Terrell from group A if it were otherwise entitled to 
embrax ed therein; nothing shown in this record is even 
persuasive that Terrell should have group A rates. Group 
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A is the result of special conditions, among which may 
be mentioned the primacy of Fort Worth as the grain mar- 
ket of Texas; the commercial rivalry of Fort Worth and 
Dallas; the direct service rendered Oklahoma points and 
Gainesville-Dallas-Fort Worth by the defendants in the 
Mitchell Case, that is, by the Santa Fé, the Rock Island, 
the Frisco, and the Katy lines; the fourth section of the 
act, and geographical location. Terrell is not affected by 
any of these conditions and is not entitled to be included 
in group A. ‘ 

This proceeding brought to the attention of the defena- 
ants an error in the application of group A rates in that 
to intermediate points on the Paris & Mount Pleasant Rail- 
road, a line 51 miles in length running from Paris, in 
group 1, to Mount Pleasant, also in group 1, group A rates 
were published. This publication was obviously an error 
and has been corrected. 

The transit rules of the carriers applicable to shipments 
of grain from Oklahoma points place Terrell upon an 
equality with all points in group A to all points in group 
1 and higher rated groups. Terrell, however, desires tran- 
sit on grain milled at Terrell and shipped thence to points 
in group A. Such rates would involve, generally, bacY¥ 
hauls. To points in group A on the Texas & Pacific Rail- 
way, Terrell now has such transit rules, group A rates ap- 
plying on the product and an out of route charge being 
assessed in addition to the rates. 


ANDERSON, Commissioner: 

The foregoing is, with a few minor changes, the report 
proposed by the examiner. No exceptions thereto were 
filed. As pointed out, there are a great many inconsist- 
encies in the rates to group A as compared with. the rates 
to group 1. This is especially true in so far as the rates 
on hay are concerned. The differences in the rates on 
hay between groups 1 and 2 and groups 2 and 3 are 2.5 
cents, whereas the differences between the rates to group 
A and 1 are from 0 to 8 cents. The differences in the 
rates on grain and grain products between groups 1 and 2 
and between groups 2 and 3 do not in any case exceed 
2.5 cents. No reason appears why the rates from group 
1 should be more than 2.5 cents higher than the rates from 
group A. 

Upon consideration of the record we adopt the proposed 
report and findings of the examiner as the report and find- 
ings of the Commission. The carriers will be given 60 
days from the service of this report to readjust their rates 
to the basis suggested. If this is not done, we will con- 
sider the matter further with a view to entering an order. 

By the Commission, Division 3. 


RATES ON LARD SUBSTITUTES 
CASE NO. 9466 (49 I. C. C., 739-744) 


MAGNOLIA COTTON OIL COMPANY VS. ATCHISON, 
TOPEKA & SANTA FE RAILWAY COM- 
PANY ET AL. 


Submitted April 2, 1918. Opinion No. 5183. 

Rates on lard substitutes, in carloads, from Houston, Tex., to 
destinations in Oklahoma in effect prior to July 1, 1917, found 
unreasonable in, and to the extent, that they exceeded the 
distance scale basis of rates found to he reasonable on 
packing-house products between points in Texas and points 
in Oklahoma in the Oklahoma Case, 22 I. C. C., 160. Repar- 
ation awarded. . 


Complainant is a corporation engaged in the manufac- 
ture of lard substitutes at Houston, Tex. By complaint 
filed January 12, 1917, it alleges that the rates charged by 
defendants for the transportation of lard substitutes in 
carloads from Houston to various destinations in Okla- 
homa are unreasonable and unduly prejudicial in and to 
the extent that said rates exceed the rates found reason- 
able for packing-house products in Investigation of Alleged 
Unreasonable Rates on Meats, hereinafter referred to as 
the Oklahoma Case, 22 I. C. C., 160. Reparation is asked 
on all shipments moved within the period named in the 
act. At the hearing the allegation of undue prejudice was 
abandoned and prior to the hearing the rates asked for by 
complainant were established July 1, 1917. 

The Oklahoma Case was decided in December, 1911. 
In that proceeding we found certain rates upon packing- 
house products to be reasonable between points in Texas, 
Oklahoma and other territory, and recommended that 
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those rates be established. Those rates were upon a dis- 
tance scale basis, and were for application in what may 
be referred to generally as southwestern territory. Sup- 
plemental reports were issued in that proceeding, 23 I. 
C. C., 656; 28 I. C. C., 332, and 41 I. C. C., 514, and it 
has now been merged in what is known as the Live Stock 
and Products Case, which is pending. However, no 
change in the distance scale has been made between 
points in Texas and points in Oklahoma. 


For some time past, certainly for a longer period than 
is here considered, carriers in southwestern territory 
have applied the same rates and carload minima on lard 
substitutes and on packing-house products and this prac- 
tice has not been questioned by complainant or defend- 
ants. In the Oklahoma Case, supra, we said: 


It was apparently assumed by all parties upon the hearing 
chat the only fair way of fixing these local rates upon the 
product was to establish a mileage scale, thereby giving to 
each locality the exact benefit of its location. Upon reflection 
we concur in this opinion, holding that such mileage scale 
should be applied between all points in * * * Texas, Okla- 
homa. * * * We are of the opinion and find that the carload 
rates upon * * * packing-house products contained in the 
table at the end of this opimion, with the minima there given, 
are just and reasonable maximum rates to be observed for the 
future in the territory above defined. * * * 


The rates there found to be reasonable for packing- 
house products in carloads, minimum 26,000 pounds, were 
applied by the defendants to lard substitutes, in so far 
as they observed the recommendation of the Commission. 
Houston was not named in that report and does not ap- 
pear to have been represented in that proceeding; it is 
to be noticed, however, that the Commission in its find- 
ing held the rates there set forth to be just and reason- 
able maximum rates to be observed for the future in the 
territory above defined; that is to say, between all points 
in Texas and points in Oklahoma. It may be stated, in 
passing, that from Houston to points in Arkansas the 
carriers applied the scale recommended in the Oklahoma 
Case and that this resulted in a general increase in those 
rates. 


In the 1915 Western Rate Advance Case, 35 I. C. C., 


497, the carriers proposed to increase the rates on pack- 
ing-house products named in the scale recommended in 
the Oklahoma Case by 20 per cent and this proposal was 
considered by the Commission in that report from page 
590 to page 603, inclusive. The Commission found, page 
603, that the proposed increases in the rates on packing- 
house products, with named exceptions, had not been 
justified. That report was adopted July 30, 1915, and the 
issues presented here are: Were these ‘rates reasonable 
from January 12, 1915; and is the complainant entitled 
to reparation? 

In November, 1915, the Commission decided the com- 
plaint of the Houston Packing Co. vs. H. E. & W. T. Ry. 
Co., 36 I. C. C., 672, in which, upon a complaint alleging 
that the rates on packing-house products from Houston to 
various interstate destinations were unreasonable and un- 
justly discriminatory in comparison with rates on like 
traffic from Fort Worth, Tex., to the same destinations, 
the Commission found that the rate on these products 
from Houston to Oklahoma City was, as compared with 
the rate scale applied from Fort Worth to that destina- 
tion, unjustly discriminatory against Houston to the ex- 
tent that it exceeded the distance scale basis of rates pre- 
scribed in*the Oklahoma Case. 


In August, 1916, the Chamber of Commerce, Houston, 
Tex., brought a complaint alleging that the rates on 
packing-house products and lard substitutes in carloads 
from Houston points in the state of Oklahoma were un- 
reasonable and unjustly discriminatory. At the hearing 
the Magnolia Cotton Oil Company attempted to intervene, 
asking for reparation. Because such intervention would 
have broadened the issues, the Commission did not permit 
it, and thereafter the present complaint was filed. The 
complaint of the Houston Chamber of Commerce was sub- 
mitted February 10, 1917, after the filing of the present 
complaint; the Commission’s report in that proceeding, 
Chamber of Commerce, Houston, Tex., vs. A., T. & S. F. 
Ry. Co., 44 I. C. C., 349, was adopted April 2, 1917; and 
the hearing in this proceeding was held July 23, 1917. In 
the Chamber of Commerce Case we held that the rates 
on packing-house products and lard substitutes from Hous- 
ton to Oklahoma points were unjustly discriminatory to 
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the extent that they exceeded the distance scale basis of 
rates approved in the Oklahoma Case, and said: 


At Houston three companies are engaged in the manufacty 
of lard substitutes, one of which produces also packing-hous 
products. In the sale of these products the Houston Shippe 
meet with competition from other points in the same state . 
well as from Kansas City, Cincinnati and other produciy 
points 2, ¥ 

* ok = 


a 

Numerous exhibits were also offered in evidence by complaiy 
ant in the endeavor to show that the rates from Houston pe 
relatively unreasonable. In view of the attitude of the defend, 
ants, however, it is not necessary to discuss those exhibits hep 
No attempt was made by the carriers to justify the mainte. 
nance of a higher basis of rates to Oklahoma points from Hous- 
ton than the rate basis contemporaneously maintained to the 
same destinations from Fort Worth and other Texas Produc. 
ing points. 


The distance scale basis of just and reasonable may, 
mum rates to be observed for the future between 4) 
points in Texas and points in Oklahoma, was served upg 
the defendants in the Oklahoma Case January 3, 19). 
thereafter it was the just and reasonable basis between 
all such points. This basis was applied by the carriers 
on traffic from Fort Worth, Dallas, Sherman, Greenville 
and San Antonio, all in the state of Texas, to points jp 
Oklahoma, and from Houston to points in Arkansas; pyt 
the application was not made from Houston to points jp 
Oklahoma until July 1, 1917. There was no request for 
reparation in the Houston Packing Co. Case and the only 
Oklahoma point named therein was Oklahoma City. There 
was no request for reparation in the complaint of the 
Chamber of Commerce, Houston, Tex., and in view of 
the attitude of the defendants in that proceeding it was 
not necessary to decide whether the rates were unreason- 
able or not. In this-proceeding, the attack is solely upo 
the reasonableness of the rates on packing-house prod- 
ucts and lard substitutes from January 12, 1915, until 
the distance scale prescribed in the Oklahoma Case be. 
came effective, July 1, 1917, in accordance with the order 
of the Commission in the Chamber of Commerce Case. 

Parts of the record in the Chamber of Commerce (Case 
are in evidence in the present proceeding; these en- 
brace the exhibits offered in the prior proceeding “in an 
endeavor to show that the rates from Houston are rela 
tively unreasonable.” No evidence was introduced in 
behalf of the defendants in this case and, for reasons 
which are apparent from what has already been said, we 
do not think it necessary to discuss the reasonableness 
of the rates in issue, further than to find as follows: 


From January 3, 1912, until July 1, 1917, the rates o 
packing-house products and lard substitutes from How: 
ton to points in Oklahoma were unreasonable, in and to 
the extent that they exceeded the distance scale basis of 
rates set forth in the Oklahoma Case as having bee 
found to be just and reasonable maximum rates to be 
observed for the future in the territory described. That 
there were no changes in the circumstances and condi 
tions of transportation sufficient to justify a higher basis 
as late as July 30, 1915, is shown by the report of the 
Commission in the 1915 Western Rate Advance Case, 
supra; and that these rates were reasonable for the trans 
portation of lard substitutes from Houston, Tex., north 
bound to Oklahoma points from January 12, 1915, to date 
is shown in this proceeding by the facts that lard substi 
tutes and packing-house products take the same rates il 
southwestern territory and that from Houston lard sub 
stitutes move in box cars and no not require the refriget 
ator equipment ordinarily necessary for the transports 
tion of packing-house products generally. This statement 
with respect to the length of time these rates were Ul 
reasonable is historical in that it extends back of Jail 
ary 12, 1915; it is a finding under the issues here ple 
sented from January 12, 1915, to July 1, 1917. 

To what has just been said it should be added that 
the only reason the rates set forth in the Oklahoma Cas 
were not the legal rates in effect from Houston to des: 
tinations in Oklahoma during all the period from early 
in 1912 to date is that the carriers were dilatory in col 
plying with the Commission’s recommendation. In the 
second supplemental report in Investigation of Alleged 
Unreasonable Rates on Meats, decided Oct. 14, 1913, 28 
I. C. C., 332, on pages 334 and 335, we said: 


Under the peculiar circumstances of this case We . 
not think the rates in effect should be declared unjust and U 


lawful until carriers were advised by the promulgation of - 
opinion of December 11, 1911, what reasonable rates fat 
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ere. We fail to find from the evidence before us that up to 
a dat. the rates charged by the defendant carriers for the 
tha “ation of live stock, fresh meats and packing-house 
products were unreasonable or unlawful, but we do find that 
‘nce then these rates have been unlawful in so far as they 
eeded and differed from the rates and relations found reason- 
oe and lawful by the Commission in its opinion of that date, 
as modificd by its subsequent opinion of May 13. 

In an order issued Jan. 30, 1915, under our reports in 
99 J, C. ©., 160, 23 1. C. C., 656; 28 I. C. C., 332, reparation 
was granted on shipments of packing-house products which 
moved in January, 1912, from Fort Worth to points in 
Qklahomia, although no order that said rates should be 
established and maintained had ever issued, and the rates 
fom Fort Worth had not been adjusted to comply with 
that recommendation atthe time the shipments moved. 

The question whether the complainant in this proceed- 
ing is barred from reparation by our rule against the trial 
of cases in piecemeal was discussed at the hearing. There 
is nothing in that suggestion. The Chamber of Commerce, 
Houston, Tex., is a corporation, separate and distinct from 
the corporation here complaining; complainant could not 
daim the date of filing of the complaint of the chamber 
of commerce, as it was not named as a party in whose 
pehalf that complaint was brought; it did not await the 
result of that proceeding before bringing its complaint; 
neither can it be prejudiced by the concurrent action of 
the chamber of commerce. It showed all due diligence 
in the bringing of its complaint after its petition of in- 
tervention was denied. 

Complainant made certain shipments of lard substitutes 
in carloads from Houston to points in Oklahoma during 
the period from Jan. 12, 1915, to July 1, 1917, upon which 
it paid and bore the freight charges and was damaged 
thereby in and to the extent that said freight charges 
exceeded those which would have accrued had the dis- 
tance scale basis of rates on packing-house products 
which was found reasonable in the Oklahoma Case and 
which was subsequently established, July 1, 1917, on pack- 
ing-house products and lard substitutes been in effect at 
the time these shipments moved. Complainant should 
prepare a statement under rule V of the Rules of Practice 
setting forth the amount of reparation claimed and submit 
it to defendants for verification. Upon receipt of such 
a statement the matter will be taken under consideration 
with a view to the issuance of an order of reparation. 

Nothing said herein is to be construed as prejudging 
the-matters involved in the Live Stock and Products Case 
to which reference was made in the Chamber of Com- 
merce Case. 

CLARK, Commissioner: 


With unimportant modifications the foregoing is the 
report proposed by the examiner and served upon the 
parties to the proceeding. No exceptions thereto were 
fled. The report and conclusions proposed by the exam- 
iner are approved and adopted as the report and conclu- 
sions of the Commission. 

By the Commission. 


COTTON FROM NEW ORLEANS 


|. AND S. No. 1108. (49 I. C. C., 751-757) 
Submitted May 1, 1918. Opinion No. 5185. 


1. Proposed cancellation of proportional rates on cotton, and 
articles taking the same rates, from New Orleans to New 
York found justified except for certain maladjustments 
which would result. Respondent directed to cancel the sus- 
pended schedules without prejudice to its right to establish 
rates on short notice, with such modifications as are indi- 

cated in the report. 

‘. Effective port-to-port rates on cotton and articles taking the 
Same rates from New Orleans to New York not shown to 
be unreasonable or otherwise unlawful. 


Division 2, Commissioners Clark, Daniels and Woolley. 
_This proceeding involves the rates on cotton and cotton 
linters, cotton grabbots, cotton motes, burnt cotton pick- 
ings and cotton pickings from New Orleans, La., to New 
York, N. Y., by way of Southern Pacific Company-Atlantic 
Steamship Lines, known as the Morgan line and herein- 
after t-- med the respondent. 


Prior to June 21, 1917, no port-to-port rates upon the 
‘mmo. ties in question via this route were on file with 
us. Th.re was on file, however, respondent’s tariff I. C. 
C. No. -9 9. S., containing a rate of 28 cents per 100 
Pounds sn cotton and cotton linters, cotton grabbots, cot- 
fn mo +s, burnt cotton pickings and cotton pickings com- 
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pressed in bales, in any quantity lots from New Orleans to 
New York when shipments were destined beyond New 
York, and from New Orleans to New York when shipments 
originated beyond New Orleans, and a rate of 38 cents 
per 100 pounds on the same commodities uncompressed. 
In S. P. Co. Ownership of Atlantic Steamship Lines, 43 
I. C. G., 168, and 45 I. C. C., 505, we directed the respond- 
ent to file with us rates between New Orleans and New 
York on traffic subject to the act on or before July 1, 1917. 
On June 21, 1917, the respondent filed tariff I. C. C. 40 S. 
S. to become effective August 1, 1917. This tariff pro- 
posed to cancel respondent’s tariff I. C. C. No. 29 S. S., 
and to establish on file with us for the first time port-to- 
port rates from New Orleans to New York of 32 cents per 
100 pounds on cotton and cotton linters, cotton grabbots, 
cotton motes, cotton pickings, burnt cotton pickings, com- 
pressed in based, and 52 cents per 100 pounds on the same 
commodities, uncompressed in bales. Thus it was pro- 
posed that the port-to-port rates should apply on all ship- 
ments of cotton from New Orleans to New York, whatever 
their origin or destination. Upon protest of the New Or- 
leans Joint Traffic Bureau, the proposed tariff I. C. C. 40 
S. S. was suspended, first until November 29, 1917, and 
subsequently until May 29, 1918, with the result that the 
situation was continued whereby no port-to-port rate was 
on file with us. Thereupon the respondent, on September 
22, 1917, filed tariff I. C. C. 43 S. S., effective October 26, 
1917. This tariff we did not suspend, and it continues in 
force. Under this tariff the port-to-port rates from New 
Orleans to New York on the commodities involved are 34% 
cents wren compressed in bales and 49% cents when un- 
compressed in balesg 

Respondent questions the authority of the Commission 
to consider in this proceeding the rates under suspension 
applicable to port-to-port traffic. It is argued that -the 
Commission’s suspension power is limited to an increase 
in rates previously on file and subject to its jurisdiction 
and, therefore, that it had no authority to suspend the 
port-to-port rates under investigation. This contention is 
without merit. Under section 15, paragraph 1, of the act 
to regulate commerce, the Commission, on its own initia- 
tive, whenever is of the opinion that any rates demanded, 
charged, or collected are in any way unlawful, may enter 
upon an investigation, hold full hearings, and determine 
and prescribe just and reasohable rates. Where new 
rates are filed, the Commission, under section 15, para- 
graph 2, is authorized by similar means to determine the 
propriety of them, and, pending such determination, to 
suspend the operation of the schedules stating such new 
rates. The local rates under suspension in this proceeding 
applicable to port-to-port traffic were new rates in the 
sense that respondent had not previously filed its port-to- 
port rates with the Commission. The Commission’s juris- 
diction over these rates in this proceeding is clearly full 
and complete. 

As the suspended rates applicable to port-to-port traffic 
are new rates, the question arises as to where, in this pro- 
ceeding, the burden of proof lies with respect to the justice 
and reasonableness of these rates. With respect to in- 
creased rates applicable to traffic originating beyond New 
Orleans or destined beyond New York, it obviously lies 
with the respondent. : 

Section 15 of the act provides: 


At any hearing involving a rate increased after July 1, 1910, 
or of a rate sought to be increased after the passage of this 
act, the burden of proof to show that the increased rate or pro- 
posed increased rate is just and reasonable shall be upon the 
common carrier. * bd 


The local rates here in issue applicable to port-to-port 
traffic are initial rates, not increased rates, and do not 
fall within the purview or intent of the aforesaid clause 
of the statute. Bay State Milling Co. vs. Transit Cor- 
poration, 43 I. C. C., 338. 

The present proportional rates of 28 cents on com- 
pressed cotton and 38 cents on uncompressed cotton apply, 
in the absence of joint through rates, and except on cot- 
ton from points in the state of Oklahoma, on shipments 
through New Orleans to New York, and on shipments 
from New Orleans to New York for beyond. Joint through 
rail-and-water rates apply to New York via respondent’s 
line from a portion of the cotton-producing territory near 
New Orleans, including certain important compress points 
in Louisiana, such as Shreveport and Alexandria. But from 
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most of this territory the through rail-and-water rates are 
made by combinations on New Orleans. On compressed 
cotton from Oklahoma, the rates from New Orleans to New 
York are 28.5 cents on shipmerts to New York proper and 
28 cents on shipments destined to points beyond New 
York; on uncompressed cotton, 41.5 cents both to New 
York and for beyond. The tariffs publishing the rates on 
Oklahoma cotton are not involved in this proceeding. Re- 
spondent stated at the hearing that it was due to an error 
that the proportional rates on Oklahma cotton had not 
been increased, and that it was its purpose to increase 
them to the level of the proportional rates herein pro- 
posed, 

The rates on cotton from New Orleans to New York 
on traffic from beyond New Orleans, and on traffic to points 
beyond New York, have been substantially increased with- 
in the past three years. For a long time prior to January 
1, 1916, respondent maintained rates on this traffic from 
New Orleans to New York of 20 cents on compressed cot- 
ton and 30 cents on uncompressed cotton. On that date 
the rates were increased to 23 cents and 33 cents, respect- 
ively; on April 29, 1916, to 25 cents and 35 cents, and on 
October 1, 1916, to 28 cents and 38 cents, the rates now 
in effect. Material increases have also been made in the 
port-to-port rates. Prior to January 1, 1916, the port-to- 
port rates were 25 cents on compressed cotton and 30 
cents on uncompressed cotton. On that date the com- 
pressed rate was reduced to 23 cents and the uncompressed 
rate increased to 33 cents. On April 29, 1916, the com- 
pressed and uncompressed rates were increased to 25 cents 
and 35 cents, respectively, and on October 26, 1917, to 34.5 
and 49.5 cents. As above stated, the port-to-port rates 
were not filed with the Commission prior to June 21, 1917. 

Most of the evidence adduced was directed to the pro- 
posed change in the rates on compressed cotton. 

As indicative of the reasonableness of the proposed rates 
respondent filed the following exhibit comparing the sus- 
pended rate on compressed cotton with rates maintained by 
coastwise steamship lines on like traffic from south Atlan- 
tic to north Atlantic ports: 


Distance, Rate. 


From— 
New Orleans, La., to New York 
Savannah, Ga., to New York 
savannah, Ge., to Boston, Mass. ......cccccccccs 
Jacksonville, Fla., to New York 
Charleston, S. C., to New York 
Brunswick, Ga., to New York 


The rates cited in comparison are on file with the Com- 
mission and apply as proportional rates, and in some in- 
stances as local rates. According te respondent there is 
a heavy movement of cotton on these rates. 

Respondent emphasizes the fact that one of the most 
important factors to be considered in fixing rates on com- 
modities moving by water is that of the space occupied. 
It is stated that the usual basis in fixing water rates is to 
assume that 40 cubic feet of space is equivalent to a ton 
of 2,240 pounds, because a ship theoretically loaded with 
cargo occupying exactly 40 cubic feet to the long ton would 
utilize both its entire cargo space and its entire cargo- 
carrying capacity. If its cargo-carrying space were com- 
pletely filled with a commodity weighing more than a long 
ton to 40 cubic feet of space occupied, the ship would be 
below its marks and unseaworthy, while, on the other hand, 
if it were loaded with a commodity weighing less than a 
long ton to 40 cubic feet its full tonnage capacity would 
not be utilized. A ton of compressed cotton requires 130 
cubic feet of space for stowage. Respondent submitted 
an exhibit showing the cubic feet of stowage required for 
other commodities constituting the principal northbound 
movement from New Orleans as contrasted with com- 
pressed cotton, the value of these commodities as com- 
pared with cotton, and also comparing the revenue per 130 
cubic feet on cotton with the revenue per 130 cubic feet 
yielded by other commodities shown as follows: 


Stowage 
perton Rate New Rev- 
of 2,240 Orleans enue 
pounds, per 130 
Commodity. : cu. ft. a cu. ft. 
Compressed cotton, in 500-pound bales 130 32 $7.17 
Alcohol, in 400-pound barrels (dena- 
tured, 50 gallons to barrel) ; mf: 9.96 
Sugar, in 400-pound barrels (yellow 
clarified) 92 é 9.20 
Sugar, in 
clarified 5 Z 14.98 
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Rice, in 100-pound bags (Honduras), 
minimum, 30,000 pounds 

Molasses, in 650-pound barrels (medium 
centrifugal, 52 gallons to barrel) 

Rosin, in 500-pound barrels............ 

Turpentine, in 420-pound barrels (50 
gallons to barrel) 

Cottonseed oil, in 450-pound barrels (52 
gallons to barrel) 


1Per 100 pounds. 
3Per barrel. 


Value 
per ton Value 
of 2,240 per 13) 
pounds, cu. ft, 
$621.60 $621.60 


229.60 354.90 


Value 
per pound 
or gallon, 
Commodity. cents. 
Compressed cotton in 500-pound bales.*7274 
Alcohol, in 400-pound barrels (dena- 
tured, 50 gallons to barrel) 4 82 
Sugar, in 400-pound barrels (yellow 
clarified) 3 
Sugar, in 
clarified) 
Rice, in 100-pound bags (Honduras), 
minimum, 30,000 pounds 2 8y 
Molasses, in 650-pound barrels (me- 
dium centrifugal, 52 gallons to barrel) 49 87.22 226,20 
Rosin, in 500-pound barrels............ = 6% 151.20 338.91 
Turpentine, in 420-pound barrels (50 
gallons to barrel) 
Cottonseed oil, in 450-pound barrels (52 
gallons to harrel) 
’Per barrel. 
*Per gallon. 


179.20 252.90 
179.20 416.00 


184.80) 429.00 


129.68 215.80 


356.64 661.70 


The movement of compressed cotton on the 28-cent pro- 
portional rate consists principally of shipments from New 
Orleans to New England spinning points. The movement 
on through bills of lading via New Orleans to New York 
appears to be negligible. Respondent shows that the 
through rail-and-water rates from New Orleans to repre- 
sentative New England spinning points, made by com- 
binations of the suspended rate of 32 cents to New York 
and the local rates beyond, would be from 3.6 cents to 94 
cents lower than the all-rail rates between the same points. 
In this connection it cites the Fifteen Per Cent Case, 45 
I. C. C., 303, wherein the Commission granted carriers in 
eastern, southern and western districts, parties thereto, 
authority to increase the then existing joint rates between 
rail-and-water carriers to a level not higher than the all- 
rail rates between the same points. While the rail-and- 
water rates here involved are not joint rates, it is argued 
that the principle is the same and that similar authority 
should be accorded here. 


A witness for the respondent testified that its New 
Orleans-New York line has not earned expenses for the 
past five or six years and that the operation for the last 
fiscal year showed a deficit of $164,604.50. Evidence was 
also offered as to the large increase in the cost of labor 
and materials. 


Protestant does not seroiusly question the reasonable 
ness per se of the suspended rates, although it argues 1D 
its brief that respondent has not sustained the burden of 
showing that the proposed rates are reasonable. Its oppo 
sition to the suspended rates is based primarily upon the 
contention that they would result in undue prejudice to 
New Qrleans and give other cotton-concentrating points in 
the same general territory an unfair advantage. In the pro 
test filed with the Commission it was urged that Galves 
ton, Texas., would be unduly preferred, but this contel- 
tion was abandoned. It was insisted at the hearing that 
undue prejudice would result from a disturbance in the 
relationship between the rail-and-water rates via New Or 
leans and the all-rail rates; that the suspended rates would 
be too high as compared with the all-rail rates; and that as 
a result cotton would be diverted from the rail-and-water 
route through New Orleans to all-rail routes, to the serious 
detriment of New Orleans. Protestant stated in its brief 
that there would be no objection to the proposed it 
creases if the all-rail rates were correspondingly increase 
so that the relationship of rates via New Orleans and Via 
interior concentrating points and gateways would be mall 
tained. Respondent can not be held responsible for the all- 
rail adjustment. It is clear that respondent may not pror 
erly be required to maintain rates that are less than rea 
sonable merely because of the alleged desirability of com 
tinuing a particular relative adjustment. On April 2, 
1918, at the request of the United States Railroad Admin: 
istration, we issued an order authorizing carriers, without 
formal hearing, to file schedules increasing joint rail 
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18.07 
8.09 


10.21 
10.60 


Value 
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cu. ft, 
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354.90 
252.20 
416.00 
429.00 


226.20 
338.9] 


215.40 
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gnd-water, water-and-rail, rail-water-and-rail rates, and all- 

yater rates for the transportation of freight, on a level not 

higher ‘han the existing all-rail rates between the same 
ints, said rates to include marine insurance. 

In addition to the question of the relation between the 
alirail rates and those via the Gulf, protestant discussed 
at some length the desirability from the standpoint of New 
(reans of having through rates via the Gulf made on 
the New Orleans combinations. If the through rates were 
jased on the local rates to and from New Orleans, and 
were low enough to attract the business from the all-rail 
routes, it would doubtless benefit New Orleans. It may be 
noted here that there is quite a diversity of opinion among 
New Orleans cotton dealers as to the effect the proposed 
changes will have on New Orleans. Some testified in a 
gneral way that the territory from which New Orleans 
nw draws cotton would be greatly circumscribed, while 
others testified that New Orleans would not be injuriously 
affected. There is no testimony by any shipper of cotton 
that his business would be curtailed or otherwise affected if 
the suspended rates become effective. 

Little evidence was adduced with respect to the rates 
on uncompressed cotton. In its brief protestant argues 
that 10 cents per 100 pounds “is the generally accepted dif- 
ferential in rates on uncompressed cotton over compressed 
cotton by rail routes * * * and whatever rate is found 
to be proper on compressed cotton should * * * estab- 
lish aS & proper rate on uncompressed cotton, a figure 10 
cents per 100 pounds higher.” Obviously the rates on un- 
compressed cotton may properly be considerably higher 
than on compressed cotton. The former takes approxi- 
mately twice the space necessary for the latter, and the 
desirability of utilizing the space of vessels to the fullest 
extent, especially at the present time, is well recognized. 
The record in this case affords little basis for determining 
exactly what relationship should obtain between the rates 
of water carriers on compressed and uncompressed cotton. 

Certain maladjustments would result from the entry of 
an order vacating the suspension. The suspended rate on 
ucompressed cotton is 52 cents, while the present port- 
to-port rate from New Orleans to New York is 49.5 cents, 
or 2.5 cents lower. Again, joint through rail-and-water 
rates apply on compressed cotton by way of respondent’s 
line from Alexandria, and other Louisiana points, which 
are lower than the rates now in effect on like traffic from 
intermediate points made on the New Orleans combina- 
tions. If the suspended rate on uncompressed cotton is 
made effective, the extent of the fourth section departures 
will be increased. It appears that the present departures 
are protected by appropriate applications which have not 


been heard. 

DANIELS, Chairman: 
The findings of the examiner’s proposed report substan- 
tially to the effect above indicated are adopted and ap- 
proved; and we are of opinion and find that the proposed 
cancellation of the 28-cent rate, and of the 38-cent rate 
contained in respondent’s tariff, I. C. C., 29 S. S., has been 
justified; that the suspended 32-cent rate on cotton and 
cotton linters, cotton grabbots, cotton motes, cotton pick- 
ings and burnt cotton pickings, compressed in bales, from 


















New Orleans to New York when applied to shipments 
originating at points beyond New Orleans, or destined to 
Points beyond New York, has been justified; and that the 
suspended 52-cent rate on the same commodities. uncom- 
pressed from New Orleans to New York, when applied to 
shipments originating at points beyond New Orleans, or 
destined to New York, has not been justified in so far as 


it exceeds the port-to-port rate of 4914 cents. The sched- 
ules under suspension must be canceled. Respondent may, 
* not less than five days’ notice, file rates in accordance 
with the findings herein. The measure of discrimination 
existing under the fourth section applications above re- 
ferred io shall not be augmented. 


Although this investigation. was instituted by reason of 
the suspension of the proposed rates, it of necessity cov- 
ered the question of reasonable rates, both for proportional 
and for port-to-port application between New Orleans and 
New York. We are of opinion and find that the evidence 
does not establish that the effective port-to-port rates from 

tw Orleans to New York of 34% cents on cotton and 
cotton iinters, cotton grabbots, cotton motes, cotton pick- 
ngs, and burnt cotton pickings, compressed in bales, or 
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the effective rate of 49144 cents on the same commodities, 
uncompressed in bales, whether applied to traffic originat- 
ing at points beyond New Orleans or destined to points 
beyond New York or for port-to-port application, are un- 
reasonable or otherwise unlawful. An appropriate order 
will be entered. 


TEAM TRACKS AT TULSA 


CASE NO. 9641 (49 I. C. C., 644-648) 
TULSA TRAFFIC ASSOCIATION VS. ST. LOUIS-SAN 
FRANCISCO RAILWAY COMPANY. 


Submitted Oct. 25, 1917. Opinion No. 5163. 


1. The regulating statute lays a duty upon the carriers to fur- 
nish team-track and other terminal services only to an ex- 
tent that is fully responsive to the reasonable requirements 
of the public; and this duty is neither subordinate to nor 
modified by the closing clause of section 3, which protects 
the carriers against the use of their terminals by others 
engaged in like business. 

2. At Tulsa, Okla., the location of commercial industries, the 
physical layout of the terminal tracks, the area of the 
terminal service, the volume of traffic, and the reasonable 
requirements of the public are not at this time such as will 
justify compelling the defendant to open its team tracks 
to traffic brought to and taken from that point by other lines 
of railway. 


{ 
Division 2—COMMISSIONERS CLARK, DANIELS AND 

WOOLLEY. 

The issue raised upon the record here is the right of the 
defendant carrier to deny to certain shippers the use of 
its team tracks at Tulsa, Okla., as a place for receiving 
and delivering carload traffic brought to and taken from 
that point by other carriers. 

Tulsa is served by four railroads, namely: The St. 
Louis-San Francisco; the Missouri, Kansas & Texas; the 
Atchison, Topeka & Santa Fe, and the Midland Valley. 
Each of these carriers restricts the use of its team tracks 
to its own traffic. Shippers are not allowed, even for a 
reasonable charge, to use the team tracks of one railroad 
as a place for receiving or delivering carload traffic that 
is brought to or taken from Tulsa by one of the other 
railroads. A like restriction, however, is not placed on 
the use of industry tracks and private sidings, which, not 
being accessible for team-track purposes, are generally 
used to accommodate the traffic of individual shippers to 
the exclusion of the shipping public as a whole. For a 
charge of $3 a car each of the railroads will deliver or 
receive at industry tracks on its terminals, both com- 
petitive and non-competitive traffic brought to or taken 
from Tulsa by other lines. As a rule, the charge of the 
switching line on competitive traffic is borne by the 
road-haul carrier, while on non-competitive traffic it is 
borne by the shipper. Although not definitely defined 
of record, the principal industrial area, in which lie 
the main terminals of all these railroads, appears to be 
less than 2 square miles. Some shippers are located 
either on industry tracks or private sidings, and there- 
fore have rail service to the very doors of their busi- 
ness establishments; while others, being more or less 
distant from any of the railroads, are compelled to 
haul their traffic to and from the team tracks. 


As a class, the shippers located off track are not com- 
plaining of the services they receive. The complaint comes 
from comparatively few shippers who recently have had 
taken from them the industry-track or “store-door” serv- 
ices formerly furnished on carload traffic brought to and 
sent from Tulsa over the lines of other railroads. The 
business places of these shippers abut the defendant’s 
right-of-way, where, from tfacks laid along the extreme 
edges, freight may be unloaded directly from cars to the 
shippers’ warerooms, and vice versa. Between the outer 
edges of these tracks and the shippers’ buildings there is 
practically no space. The inner edges, however, for the 
most part are bounded by paved wagon roads, which make 
them accessible to teams, and to that extent they have 
been and still are used in common for both team-track 
and industry-track services. The twofold use of these 
particular tracks for all traffic was continued until March 
9, 1917. Since then the use for both classes of service has 
been restricted to traffic brought to or taken from Tulsa 
by the defendant. In other words, while the parts of these 
facilities which are bounded by wagon roads are closed 
to foreign line traffic, the use of them as formerly for its 
own traffic is still permitted by the defendant. 

The few shippers affected, who appear not to be more 
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than 15 in number, are not asking for a team-track service 
on foreign line traffic; but in respect to that traffic they 
object to the defendant closing its facilities to industry- 
track service. They show, and the defendant admits, that 
for several years prior to March 9, 1917, these facilities 
have been used for industry-track services on all traffic; 
and they seek the continuation of this unrestricted use 
so they may have “store-door” service not only on traffic 
brought in and taken from Tulsa over the defendant’s 
rails, but also that hauled in and out over the rails of the 
other carriers, irrespective of whether the traffic is com- 
petitive or non-competitive. 

The business establishments of a few other shippers are 
located along parts of the same tracks which abut the 
complaining shippers’ property; but because at these 
points the inner edges of the tracks are not bounded by 
wagon roads, and therefore are inaccessible to teams, the 
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Tulsa by other railroads. This is too strict an 
tion of the closing clause of section 3, which 
mean that a carrier, if adequately paid ther: for, may 
deny to the shipping public the use of its team ‘racks on 
strictly non-competitive traffic to be received from or de. 
livered to a connecting line at its terminals. To deny 
such service would, against public convenience, \caye j,i 
communication between widely separated secticrs of th 
same industrial centers within reach of only suc’. shippey 
as are fortunate enough to secure exclusive coi:trol oye 
industry tracks or private sidifigs. 

The statute, however, vesting the administra‘ive hog 
with power to determine the question of reascnablenes 
lays a duty upon the carriers to furnish team- rack anj 
other terminal services only to an extent thai is fyy 
responsive to the reasonable requirements of tle public: 
and this duty is neither subordinate to nor modified by the 


iterpreta. 
oes not 


denefdant continues to give to the shippers there located 
an industry-track service on all traffic, including that 
transported by foreign lines. And for the same reason 
this same unrestricted service also is given to a few ship- 
pers who, occupying property leased to them by the de- 
fendants, are located directly upon its right of way. 

Alleging unjust discrimination, the complaining shippers 
insist that they ought to be given the same class of serv- 
ice, since the doors of their buildings are reached by the 
defendant’s rails, in exactly the same manner and to the 
same extent as are the business places of the other ship- 
pers. The mere fact that parts of the tracks are accessi- 
ble and other parts inaccessible, to teams, is not 
regarded by complainants as a just reason _ for 
renying to the complaining shippers, and giving to 
other shippers, the ‘“store-doors” service on foreign 
line traffic. The volume of traffic brought to and taken 
from Tulsa by foreign lines for the complaining shippers 
does not exceed 15 or 20 cars a month, and part of that 
could be transported by the defendant. 

Very strong reasons, in the interest of Tulsa shippers 
as a whole, are urged by the defendant for eliminating the 
industry-track service to the extent here shown. Through 
the development of oil lands in that section, Tulsa, within 
the past 10 years, has grown from a small country town 
to a busy city of approximately 60,000 inhabitants. When 
first laid, the tracks under discussion served few, if any, 
industries, and were primarily used for team-track pur- 
poses; now they are lined with industries, and what at one 
time were adequate team-track facilities are no longer of 
sufficient capacity to accommodate the traffic that is trans- 
ported over the defendant’s line. Within the current year 
there have been times when from 50 to more than 100 
cars were held waiting for team-track space. To remedy 
the present.situation and to reasonably provide for an in- 
crease in the volume of traffic, the defendant recently ar- 
ranged to invest approximately $300,000 at Tulsa in ex- 
tending its terminal facilities and enlarging its present 
team-track space. Not a few shippers, now on the de- 
fendant’s right-of-way, whose business places are reached 
by industry tracks, have been asked to vacate. *The prop- 
erties of others, which abut the particular tracks here 
under consideration, have been purchased and will be 
made available for the use of shippers generally. In the 
light of these conditions the defendant does not feel that 
it should leave open any of its available team-track space 
for the accommodation of traffic that is brought to and 
taken from Tulsa by other railroads. 


As before explained, on traffic transported by the de- 


closing clause of section 3, which is intended only to pr. 
tect the carriers against the use of their terminals }y 
others engaged in like business. 

Unquestionably, as between comparatively few shippers, 
there is a discrimination in the class of service given 
under the defendant’s practice at Tulsa. To remove it by 
taking the industry-track or “store-door” service from the 
shippers who now receive it would not add to the cop. 
venience of the complaining shippers; on the other hand, 
to give to the complaining shippers the service they seek 
would lessen to some extent the team-track space now 
available to the off-track shippers who find it convenient 
to use the defendant’s line. To adopt a third course, by 
requiring the defendant to open all its available team 
tracks and industry tracks as depots for the receipt and 
delivery of non-competitive traffic transported by other 
lines, would result only in giving to a small number of 
shippers advantages even greater than they now have over 
the ordinary team-track shipper. 

In a different degree and under different circumstances 
the same character of discrimination herein found to er 
ist might be held unjust. The facts of record here, hov- 
ever, do not warrant such a conclusion in respect to the 
practice at Tulsa, where the location of commercial in- 
dustries, the physical layout of the terminal tracks, the 
area of the terminal service, the volume of traffic, and the 
reasonable requirements of the shipping public, are not 
at this time such as will justify compelling the defendant 
to open its team tracks to traffic: brought to and taken 
from that point by other lines of railway. The complaint 
should be dismissed. 
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WOOLLEY, Commissioner: 


The foregoing proposed report of the examiner was 
filed in the record and served upon the parties under rules 
of procedure providing for the filing of exceptions within 
20 days thereafter. No exceptions were filed. 

In our opinion the report is based upon sound interpre 
tations of law, for whether the question be of the reason- 
ableness of the action of a carrier in refusing to extend 
to the shipping public the use of its team tracks on cer 
tain designated traffic, or the substantial equality of treat 
ment of shippers required by the statute, it can be de 
termined only after consideration of all of the circum 
stances and conditions surrounding the _ transportation 
from which the complaint arises, and what under the col 
ditions at one point constitutes neither unreasonableness 
nor unjust discrimination might fall within the prohibi 
tion of the statute against either unreasonableness or ul 
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fendant, the complaining shippers now receive, and will 
continue to receive, the industry-track’ or ‘“store-door” 
service on tracks that also are accessible to teams; but 
along with most other shippers they have been deprived 
of that service and also team-track service on foreign 
line traffic. The few shippers who retain an advantage in 
that particular are only those located exclusively on in- 
dustry tracks, and they, too, would have their service like- 
wise restricted if, from a physical standpoint, it was found 
practicable to use for team-track purposes the industry 
tracks which serve them. ‘While these few shippers now 
receive “store-door” service on foreign line traffic, they pay 
a charge of $3 per car for it, excepting when that charge, 
for competitive reasons, is borne by the foreign line. 
Relying upon section 3 of the regulating statute the 
defendant insists upon its right, as a matter of law, to 
deny the use of its team tracks as depots for the receipt 
and delivery of carload freight brought to and taken from 


just discrimination, or both, under somewhat differeml 
conditions at another point or in connection wit! traffic 
of a different character. An examination of th: record 
verifies the accuracy of the facts stated, and consideration 
of those facts is convincing of the justness of the concl 
sions proposed. We therefore adopt the report as the 
report of the Commission, and an order of dismissal will 
be entered. 


TOLEDO SWITCHING ABSORPTION 


In a report by Commissioner Anderson on I. & S. 1110, 
Toledo Switching Absorption, Opinion No. 5189, 5" I. C.¢: 
18-21, the Commission said that the tariff provision unde 
suspension in the form that the New York Cen'ral Pre 
posed to publish it is merely a more definite e° pressiol 
of the transit rule now in force, and that that ‘ule We 
neither unreasonable nor unduly prejudicial. The »rovisi 
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., question, authorizing the absorption of foreign line Boston and New York to La Porte, Ind., have been found 
= ‘or switching transit grain and grain products to’ to be unreasonable in a report on No. 9356, Samuel Fox’s 


for, m , elevators and mills at the transit point, the Com- Sons vs. Boston & Albany et al... opinion No. 5165, 49 
‘racks 7 mission holds, cannot be interpreted as meaning that any I. C. Ri 656-60, because in excess of fourth class, 32,000 
. art of ‘he charges contemporaneously maintained for minimum, in a 36-foot car. The wool moved over differ- 
To deny Mm intra-city switching between elevators and mills at the ential routes on second class rates. At thre hearing the 
Ma came poiit Should be also absorbed. There is a situation carriers attempted to justify third class with a minimum 
18 of theffM gt Toledo where grain is brought by the Clover Leaf to an of 16,000. Reparation is to be made down to the basis of 
shipper Jevator and later taken to a mill and the product for- fourth class, which is to be established by appropriate 
trol over yarded over the New York Central. The question was as. tariffs on or before July 15. 
io whether the foreign line switching absorption covered 































































ive body movement from the elevator to the mill. The New 

rablenen a Central contended that it did not, and the suspended RATES ON GUM LUMBER 

rack and riff was filed to make sure that that movement would The Commission has dismissed No. 9722, Kentucky Lum- 
is fully MM pot be covered by the absorption rule. ber Co., Inc., vs, St. Louis-San Fran. et al., opinion No. 


5190, 50 I. C. C., 22-3, holding that rates on gum lumber 


2 public: : ee . : : 
Pi, from Sulligent, Ala., to destinations in Indiana, Michigan 
o hein. EXPRESS CHARGES ON EMPTY FISH sana Wisconsin, had not been shown to be unreasonable. 
‘inals by : CARS The complaint also alleged undue prejudice and unjust dis- 
i crimination. The changes in rates made since the filing of 
shippers In I. and S. No. 1114, Express Charges on Empty Fish the complaint, the Commission said, had removed what 
ce given Cars, opinion No. 5191, 50 I. C. C. 248, the Commission was alleged to be an unjust discrimination. It held that 


Ve it by held that the proposed increased rates for the interstate the complainant had not been damaged by the discrimina- 
from the gg movement of empty fish cars and the withdrawal of free tion. 

the con- agree <n eee oe fish = — ; —_—__—_——————- 

er been justified. is decision is in accordance wi e 

or al tentative report submitted by the examiner. Both sides TRANSIT ON CROSSTIES ; ; 
ace now MM fled exceptions but Commissioner Meyer, in his report, _An order of dismissal has been entered in No. 9573, 
nvenient (MM suid that the Commission had carefully examined the rec- Van Benthuysen Lumber & Tie Co. vs. Gulf & Ship Island, 
urse, by Mord in the light of the exceptions and corrected it where opinion No. 5151, 49 I. C. C., 611-12, the Commission hold- 


le team If it needed changes. ing that a transit charge of three cents on crossties was 
eipt pee Fig cas legally assessed, because, while the complainant contended 
: that the inbound shipment was an intrastate movement, 
a RATES ON BRICK the facts showed that it was really interstate. 


AVe over In a report on No. 8735, Sunderland Bros. Co. vs. A. T. 

&S. F. et al., and parts of fourth section applications Nos. g - 
stances MR 1950, 2659, 4218, 4219 and 4220, opinion No. 5167, 49 I. C. C. | 
“ 


d to ex @ 665-7, the Commission held that the present rates on brick 


| - Com 2son brick | SUpreme Court Decisions 
re, how- @@ from points in the Kansas gas belt to destinations in 


a 
t to the MM lowa had not been shown to be unreasonable. It found 
= in: # the rate on brick from Buffville, Kan., to Glenwood, Ia., to SHREVEPORT ORDER ENFORCEMENT 
cks, the #% be unreasonable because in excess of the aggregate of a: 
and the @ intermediates and ordered reparation down to the aggre- No. 756.—October “2 vn aii 
are No! MM gate. In fourth section order No. 7301 the Commission ppeai [ro e Dis- 
fendant # directed the carriers to observe the aggregate of inter- B. F. Looney, Attorney-General, et trict Court of the 


1 tak cee, z al., Appellants, vs. Eastern Texas United States for 
taken mediates as maxima for the through rate. Railroad Company et al. ian” Wheaten | ie 


mplaint 
4 trict of Texas. 
N.C. & ST. L. BOATS AND BARGES [May 20, 1918.] 
In a report on No. 10130, N. C. & St. L. Ry. Boats and Mr. Justice Clarke delivered the opinion of the court. 
er was Ig Barges, opinion No. 5182, 49 I. C. C. 737-8, the Commission This case presents for decision a motion by appellees 
oy rules MM held that within the meaning of the Panama Canal act the [0 dismiss the appeal for want of jurisdiction, and it in- 


within J Proprietary company neither does nor may compete for V0lves the consideration of the latest chapter in a litiga- 

trafic with the boats and barges that it operates between tion which was commenced in 1911, when the railroad com- 
iterpre J Hobbs Island and Guntersville. The railroad company Mission of Louisiana filed with the Interstate Commerce 
reason OWNS a passenger steamer, a freight steamer, two ten-car Commission a complaint charging various railroad com- 
extend # barges. These boats and barges are used in transporting Panies with maintaining unreasonable rates on traffic from 
on cer J Passengers and passenger cars, and the distance between ‘Shreveport, La., to points in Texas, and with maintaining 


f treat: { Hobbs Island and Guntersville is treated as a part of the ates which unjustly discriminated in favor of traffic mov- 
be de rail line. The water line is really in the nature of a in8& wholly within the state of Texas as against that be- 
circum: J bridge. It is obviously so akin to a bridge that the rail. tween Louisiana and Texas. 

rtation # toad company never even ask permission to continue the A hearing resulted in an order by the Commission, which 


he con: operation of the boats, the investigation in this matter Was assailed by the railroad companies as invalid, but 
nleness having been initiated by the Commission. If the railroad Which this court sustained in Houston, East & West 
yrohibi- company were denied the use of the boats, it would be as Texas Ry. Co. vs. United States, 234 U. S. 342, in a deci- 
or ul #@ disjointei as if the Commissiion destroyed one of its sion rendered in 1913, which has come to be widely re- 


fferent bridges. ferred to as the “Shreveport case.” 
traffic After this decision there were further proceedings be- 
record aR GEOL tin apaeiensi-e fore the Interstate Commerce Commission, which resulted, 
oration RATES ON SALT on July 7, 1916, in the order out of which this litigation 
eonclu: arose, which required many railroad companies, among 
as the _In $467, Cooper Grocery Co. vs. Morgan’s L. & T. R. R. other things, 
al will & 8. S. Co. et al., and related cases, opinion No. 5162, 49 “To establish, on or before Nov. 1, 1916, . . . and 
Le. €. 161-3, the Commission held rates on salt from thereafter to maintain and apply to transportation of prop- 
Avery, S:lt Mine and Weeks, La., to Waco, Texas, to be _ erty between Shreveport, La., and points in the state of 
ON imreason: ble. The rates condemned are 17.5 cents from Texas, class rates and rates on the above named (in the 
. tach of ‘he points of origin mentioned on a minimum of order) commodities not in excess of those contempo- 
. 1110, 000 Ibs The case has been held open for further with raneously applied by them for the transportation of like 
, Coe 4 View t the issuance of orders for reparation. property for like distances between points in the state 
under ——_—_—_—_—————— of Texas, except in those instances where the rates be- 


i] pro- R ATES ON WOOL ‘tween Texas points have been depressed by reason of 


essiol water competition along the Gulf of Mexico, or waters 


e was _ Rates » South American and Australian wool imported contiguous thereto.” 
vision i the © -ase in machine pressed bales, carloads, from Immediately after this order was entered the Attorney- 
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General of Texas declared that it was void and that he 
would institute suits under the Texas laws for damages 
and penalties against any carrier which should comply 
with it. Thereupon the carriers filed a bill in the United 
States District Court for the Western District of Texas, 
in which they averred the validity of the order, the neces- 
sity for their obeying it, their intention to obey it, the 
threat of suits by the Attorney-General, and, attaching a 
copy of the tariff they had compiled to comply with the 
order (designated as Texas Lines’ Tariff 2-B), they prayed 
for an injunction restraining the Attorney-General from 
executing the threat which he had made. A temporary 
restraining order was granted and on Nov. 1, 1916, the 
tariffs weer duly filed. 

Issue was joined on this bill, and elaborate pleadings 
were filed by both parties, such that there can be no 
doubt that the Attorney-General challenged the validity of 
the order as arbitrary, unreasonable, unsupported by the 
evidence and void, and especially as being inapplicable, 
in terms and for want of power, to the western part of 
Texas, which, for rate-making purposes, is designated 
“differential territory.” — 

An application for a temporary injunction, on the is- 
sues thus joined, was heard on April 4, 1917, by three 
judges, and resulted in an order as prayed for. The court, 
in arriving at its announced conclusion, expressly dis- 
claimed passing on the merits of the controversy and 
granted the injunction because, as is variously stated 
in the opinions rendered, it deemed it necessary to pre- 
vent a multiplicity of destructive suits against the car- 
riers; because the order of the Commission could not be 
held void on a preliminary hearing; and because the 
Texas rate situation involved was at the time in process 
of re-examination by the Interstate Commerce Commis- 
sion. No appeal was taken from this order. 

Between the time of the filing of the bill for the in- 
junction and the hearing on April 4th, the Interstate Com- 
merce Commission had entered two orders in the proceed- 
ing in which the order of July 7, 1916, had been granted, 
one that the-tariff filed by the carriers on November 1, 
Texas Lines, Tariff 2-B, slightly modified, should be per- 
mitted to remain effective until further order; and an- 
other reopening the proceeding to give to the Texas au- 
thorities an opportunity to introduce new and material 
evidence, which they asserted should lead to a modifica- 
tion or vacating of the order and might bring about a 
just and reasonable settlement of the controversy. 

Immediately after the granting of the preliminary in- 
junction the taking of testimony in the reopened inquiry 
was commenced by the Interstate Commerce Commission, 
the Attorney-General participating, and went forward un- 
til in May, when it was continued to the following Octo- 
ber for the filing of briefs and for oral argument. 

And now, notwithstanding the temporary injunction and 
notwithstanding the pendency of the reopened hearing 
before the Interstate Commerce Commission, the Attorn- 
ney-General on July 20, instituted suit in a Texas state 
court, in which he prayed for an injunction restraining 
the carriers from giving the effect which they had been 
giving to the Texas Lines Tariff 2-B, since November 1 
of the preceding year, as applied to intrastate traffic mov- 
ing less 351 miles within, to and from “diffefertial terri- 
tory” in Texas. Before the date set for this application 
by the Attorney-General for an injunction, the carriers 
filed a second supplemental bill in their suit in the United 
States court, detailing the facts with respect to the vari- 
ous proceedings and hearings which had been had therein, 
and with respect to the injunction, not appealed from, 
granted in the preceding April, and prayed that the At- 
torney-General be enjoined from prosecuting the _ suit 
commenced by him in the state court or any other suit 
of like character, for the reason, among others, that “It 
is necessary to protect the jurisdiction of this court al- 
ready acquired over the subject-matter and in order to 
afford these plaintiffs (the carriers) full and complete 
relief.” 

The Attorney-General answered this bill, denying that 
the rates complained of in the state court were warranted 
by the order of July 7, 1916, or by the proper construction 
of the Texas Lines Tariff 2-B and then went forward 
and again assailed the validity of the order of July 7, 
1916, on substantially the same grounds stated in an- 
swers filed’ by him in the case prior to the granting of 
the injunction in the preceding April, and he prayed that 
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the order be declared to be null and void, in who'e or j 
part. 

On this supplemental bill an injunction was granted, to 
continue until final hearing or until further orde~ of th 
court, enjoining the Attorney-General and his assistant 
from prosecuting the suit thus commenced by hin: in the 
Texas court, and from instituting or prosecui 
similar suits in any court other than the Unite: 
District Court for the Western District of Texas a» 
in any way interfering with the carriers in charci 
rates published in Texas Lines Tariff 2-B and 
ments thereto. 

From this temporary injunction the Attorney-Generg 
appeals to this court, and the case has been heard oy 
the motion of the appellees to dismiss the appeal fo 
want of jurisdiction. One ground, among others, urgej 
for sustaining this motion is that the Federal Distri¢ 
Court having acquired, and having entered upon the ey. 
ercise of jurisdiction over the parties to and the subject. 
matter of the suit in that court, prior to the commence. 
ment of the suit in the state court, the injunction issued 
against the Attorney-General was granted in aid of and 
was necessary to protect that jurisdiction until a conch. 
sion should be reached completely disposing of the case 
and controversy, and is therefore not an appealable order 
within Sec. 266 of the Judicial Code. 

The theory upon which the Attorney-General seeks to 
sustain his appeal is, that the injunction of September 
22 is one restraining him in his capacity as a state off- 
cer from enforcing statutes of the State of Texas and 
orders by the Railroad Commission of that State entered 
pursuant thereto, on the ground that the statutes are uw. 
constitutional and that the orders are unlawful, and there. 
fore, it is claimed, an appeal direct to this court is war. 
ranted under Section 266 of the Judicial Code. 

With this contention of the Attorney-General we can- 
not agree. There is no claim in the second supplemental 
bill, on which this injunction was granted, that any state 
statute is unconstitutional or that the execution of any 
order of the Railroad Commission of Texas should be 
suspended because invalid. The bill is very voluminous, 
but as we interpret its allegations it simply sets out in 
detail the history of the suit in which it was filed, for the 
purpose of showing: that by the pleadings of the parties— 
by those of the carriers not more than by those of the 
Attorney-General—every phase of the controversy, and 
definitely the aspect of it involved in the petition filed 
in the state court by the Attorney-General on July 20, 
1917, had been submitted to and was considered by the 
court when the application for a temporary injunction 
was heard in the preceding April, and also what the facts 
were with respect to the reopened inquiry before the 
Interstate Commerce Commission, so that it should appear 
to the court that the Texas rate situation, again involving 
the phase of it presented by the Attorney-General in the 
state suit, was pending, undisposed of before the Com- 
mission when his petition was filed. The specific ground 
of the prayer for the injunction is, “Because the state 
court is without jurisdiction of the subject-matter and 
because it is necessary to protect the jurisdiction of this 
court already acquired over the subject-matter and in 
order to afford these plaintiffs the full and complete 
relief contemplated by the opinions of the Circuit Judges 
and in the order made by them granting the injunction 
herein.” 

The opinion of the court in granting the injunction ap- 
pealed from is satisfactory and sufficient statement of 
what this record discloses had been done in the case prior 
to the application for the injunction and amply justifies 
the granting of it. This statement is as follows: 

“The subject-matter of the State suit is a part of thal 
involved in this case. The jurisdiction of this Court with 
reference thereto has been invoked by the parties plaintiff 
and defendant and by interveners; the jurisdiction has 
been exercised by this Court in granting an injunction @ 
the prayer of plaintiffs, and refusing one asked by de 
fendants, and by considering and determining an applica 
tion for a continuance, * #* Jurisdiction having heel 
conferred by law, having been invoked by all the parties, 
and having been exercised by the Court, its protection is 
a right and duty not limited by Section 266, Judicial Code. 
The injunction prayed for by complainants is granted. 

2s But, waiving all questions as to the legality 
or propriety of modifying their action (that of the Judges 
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in April preceding), our conclusion is that the present 
satus should be maintained until such time as this Court 
may consider all of the grave questions of law and all 
the great mass of facts connected with this complicated 
and important litigation. The fact that the matters in- 
yolved are again before the Interstate Commerce Com- 
mission, and that their action may affect the rates at- 
tacked, furnishes an additional reason for our conclu: 
sion. The relief asked my defendants is refused.” 

The use of the writ of injunction, by Federal courts 
frst acquiring jurisdiction over the parties or the subject- 
matter of a suit, for the purpose of protecting and pre- 
serving that jurisdiction until the object of the suit is 
accomplished and complete justice done between the par- 
ties is familiar and long established practice, Freeman 
ys. Howe, 24, How. 450; Harkrader vs. Wadley, 172 U. S. 
148, 163, 164, in a rate case, Missouri vs. Chi., Bur. & 
Quincy R. R. Co., 241 U. S. 533, 543. So important is it 
that unseemly conflict of authority between state and 
federal courts should be avoided by maintaining the juris- 
diction of each free from the encroachments of the other, 
that Sec. 265 of the Judicial Code, Revised Statutes Sec. 
720, Act of March 2, 1793, Ch. 22, I Stat. L., 334, has re- 
peatedly been held not applicable to such an injunction. 
Julian vs. Central Trust Co., 193 U. S. 93, 113; Simon vs. 
Southern Ry. Co., 236 U. S. 115. 

The motion to dismiss is granted. 
















































































RATE ADVANCES ORDERED 


(Continued from page 1168) 


4rate fifteen, Class 5 rate eleven, Class 6 rate twelve and 
one-half, Class 7 rate nine, Class 8 rate seven and one-half, 
Class 9 rate six and one-half, Class 10 rate five. 


Section 2. Commodity Rates, Domestic. 


(A) Interstate commodity rates on the following arti- 
cles in carloads shall be increased by the amounts set 
opposite each: 

Coal: Where rate is 0 to 49 cents per ton increase 15 
cents per net ton of 2,000 pounds. 

Where rate is 50 to 99 cents per ton increase 20 cents 
per net ton of 2,000 pounds. 

Where rate is $1.00 to $1.99 per ton increase 30 cents 
per net ton of 2,000 pounds. 

Where rate is $2.00 to $2.99 per ton increase 40 cents 
per net ton of 2,000 pounds. 

Where rate is $3.00 or higher per ton increase 50 cents 
per net ton of 2,000 pounds. 

Where rates have not been increased since June 1, 1917, 
the increase to be made now shall be determined by first 
adding to the present rate fifteen (15) cents per ton, net 
or gross, as rated, or, if an increase of less than fifteen 
(15) cents per ton, net or gross, as rated has been made 
since that date, then by first adding to the present rates 
the difference between the amount of that increase and 
fifteen (15) cents per ton, net or gross, as rated, and to 
ae _ so constructed the above increase shall now be 
added. 

Where rates from producing points or to destinations 
have been based on fixed differentials in cents per ton, 
such differentials to be maintained, the increase to be fig- 
ured on the highest rated point or group. 

Coke: Where rate is 0 to 49 cents per ton increase 
fifteen (15) cents per net ton of 2,000 pounds. 

Where rate is 50 to 99 cents per ton increase twenty-five 
(25) cents per net ton of 2,000 pounds. 

Where rate is $1.00 to $1.99 per ton increase forty (40) 
cents per net ton of 2,000 pounds. 

Where rate is $2.00 to $2.99 per ton increase sixty (60) 
cents per net ton of 2,000 pounds. 

Where rate is $3.00 or higher per ton increase seventy- 
five (75) cents per net ton of 2,000 pounds. 

Where rates have not been increased since June 1, 1917, 
the Increase to be made now shall be determined by first 
adding to the present rate fifteen (15) cents per ton, net 
or gross, as rated, or, if'an increase of less than fifteen 
(15) cents per ton, net or gross, as rated, has been made 
— that date, then by first adding to the present rate 
on diffe: ence between the amount of that increase and 

teen (15) cents per ton, net or gross, as rated, and to 


» ine sO constructed thé above increase shall now be 
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Where rates from producing points or to destinations 
have been based on fixed differentials in cents per ton, 
such differentials to be maintained, the increase to be fig- 
ured on the highest rated point or group. 

Ores, Iron: .Thirty (80) cents per net ton of 2,000 
pounds, except that no increase shall be made in rates on 
ex-lake ore that has paid one increased rail rate before 
reaching lake vessel. 

Stone: Artificial and natural, building and monumental, 
except carved, lettered, polished or traced, two (2) cents 
per 100 pounds. 

Broken, crushed and ground, one (1) cent per 
pounds. 

Sand and Gravel: One (1) cent per 100 pounds. 

Brick: Except enameled or glazed, two (2) cents per 
100 pounds. 

Cement, Cement Plasters and Plaster: 
per 100 pounds. 

Lime: One and one-half (11%) cents per 100 pounds. 

Lumber: Lumber and articles taking same rates or 
arbitraries over lumber rates also other forest products, 
rates on which are not higher than on lumber, twenty-five 
(25) per cent, but not exceeding an increase of five (5) 
cents per 100 pounds. 

Grain: Wheat, twenty-five (25) per cent, but not ex- 
ceeding an increase of six (6) cents per 100 pounds. 

Other grain: New wheat rates. 

Flour: Flour and other mill products, twenty-five (25) 
per cent, butsnot exceeding an increase of six (6) cents 
per 100 pounds, and increased rates shall not be less than 
new rates on wheat. 

Cotton: Fifteen (15) cents per 100 pounds. 
linters, new cotton rates. 

Live Stock: Twenty-five (25) per cent, but not ex- 
ceeding an increase of seven (7) cents per 100 pounds 
where rates are published per 100 pounds, or $15.00 per 
standard 36-foot car where rates are published per car. 

Packing House Products: Packing house products and 
fresh meats twenty-five (25) per cent, except that the rates 
from all Missouri River points to Mississippi River terri- 
tory and east thereof shall be the same as the new rates 
from St. Joseph, Mo. 

Bullion: Base bullion (copper or lead), pig or slab and 
other smelter products twenty-five (25) per cent except: 
(1) That rates from producing points in the states of 
Arizona, California, Idaho, Montana, Nevada, New Mexico, 
Oregon and Washington, to New York, N. Y., shall be six- 
teen dollars and fifty cents ($16.50) per net ton with estab- 
lished differentials to other Atlantic seaboard points, and, 
(2) rates from points in Colorado and from El Paso, Tex., 
to Atlantic seaboard points shall be increased six dollars 
and fifty cents ($6.50) per net ton. 

Separately established rates used as factors in making 
through rates to the Atlantic seaboard shall be increased 
in amounts sufficient to protect the through rates as above 
increased. 

Sugar: Sugar, including syrup and molasses; where 
sugar rates apply thereon twenty-five (25) per cent except: 

(1) Where the Official Classification applies, 5th class 
rates as increased will apply. 

(2) From points east of the Indiana-Illinois state line 
to points west of the Mississippi River, rates will con- 
tinue to be made on combination of local rates or of pro- 
portional rates if published to and from the Mississippi 
River, except that from points on the Atlantic seaboard 
to the Missouri River, Kansas City, Mo., to Sioux City, 
Ia., inclusive, established differentials over the increased 
rates from New Orleans, La., shall be maintained. 

(3) From points in the states south of the Ohio River 
and east of the Mississippi River; also from points in the 
states of Louisiana and Texas, rates shall be increased 
to Chicago, Ill., twenty-one (22) cents per 100 pounds. To 
St. Louis, Mo., twenty-seven and one-half (27%) cents per 
100 pounds. To other points west of the Indiana-Illinois 
state line and west of the Mississippi River, except points 
in Arkansas, Louisiana and Texas, twenty-two (22) cents 
per 100 pounds. To points on and north of the Ohio River 
and east of the Indiana-Illinois state line rates shall be 
increased to maintain the former established relation to 
the rates to such points from producing points on Atlantic 
seaboard. 

(4) From producing points in Colorado, Wyoming, 
Montana, Kansas and Nebraska to Missouri River terri- 
tory and points in Arkansas, Oklahoma, Louisiana and 
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Texas, and points east thereof, twenty-two (22) cents per 
100 pounds. 

(5) From points in Idaho and Utah to points named in 
paragraph 3, rates shall be fifteen (15) cents above the 
rates from eastern Colorado. é 

(6) From points in California to points taking Missouri 
River rates and points related thereto under the Commis- 
sion’s Fourth Section Orders, and to points east of the 
Missouri River, twenty-two (22) cents per 100 pounds. 

(B) Interstate commodity rates not included in the 
foregoing list shall be increased twenty-five (25) per cent. 

(C) Intrastate commodity rates shall be increased as 
when in paragraphs A and B of this section where there 
are no interstate commodity rates published on substan- 
tially the same commodities between the same points, and 
shall be subject to the minimum weights applicable on in- 
terstate traffic in the same territory. 

(D) Intrastate commodity rates shall be canceled where 
interstate commodity rates are published on substantially 
the same commodities between the same points and the 
interstate rates as increased by paragraphs A and B of this 
section shall apply. 

(E) In applying the increases prescribed in this sec- 
tion the increased class rates applicable to like commodity 
descriptions and minimum weight between the same points 
are not to be exceeded, except that the increases in rates 
on sugar in carloads shall be made as expressly provided 
in paragraph A of this section. 


Section 3. Export and Import Rates. 
All export and import rates shall be cancelled and 
domestic rates applied to and from the ports. 


Section 4. Filing Intrastate Tariffs with Interstate Com- 
merce Commission. 


(A) All intrastate rates and all rates for transportation 
by. water, which are to be increased under this order, if 
not now on file, except rates cancelled under paragraph 
C of Section 1 and paragraph D of Section 2, shall be 
immediately filed with the Interstate Commerce Commis- 
sion. 

(B) All items which are confined in their application to 
intrastate traffic but are now carried in traiffs on file with 
the Interstate Commerce Commission, if not cancelled 
under paragraph C of Section 1 and paragraph D of Sec- 
tion 2, shall be made applicable to all traffic. 

Section 5. Minimum Charges. 

(A) The minimum charge on less than carload ship- 
ments shall be as provided in the classification governing, 
but in no case shall the charge on a single shipment be 
less than fifty (50) cents. 

(B) The minimum charge for carload shipments shall 
be fifteen dollars ($15.00) per car. Does not apply to 
charges for switching service. 

Section 6. Disposition of Fractions. 

In applying rates, fractions shall be disposed of as fol- 
lows: : 

(A) Rates in cents or in dollars and cents per 100 Ibs., 
or per package, fractions of less than 44 or .25 to be 
omitted; fractions of 4 or .25 or greater, but less than 
% or .75 to be shown as one-half (%); fractions of % 
or .75 or greater to be increased to the next whole figure. 

(B) Rates per ton. Amounts of less han five (5) cents 
to be omitted; amounts of five cents or greater, but less 
than ten (10) cents to be increased to ten cents. 

(C) Rates per car. Amounts of less than twenty-five 
(25) cents to be omitted; amounts of twenty-five cents or 
greater, but less than seventy-five cents to be shown as 
fifty (50) cents; amounts of seventy-five cents or greater, 
but less than one dollar to be increased to one dollar 
($1.00). 


Section 7. Observance of Differentials. 

In establishing the freight rates herein ordered, while 
established rate groupings and fixed differentials are not 
required to be used, their use is desirable if found prac- 
ticable even though certain rates may result which are 
lower or higher than would otherwise obtain. 


Passenger Fares and Baggage Charges. 
Section 8. 

This order shall apply to all the passenger fares, both 
interstate and intrastate, of the railroads under Federal 
control. 

No existing fare equal to or in excess of three (3) cents 
per mile shall be reduced. All fares now constructed on a 
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lower basis than three (3) cents per mile shall be 
to the basis of three (3) cents per mile. All far 
are on a lower basis than the said existing or 

fares, as the case may be, such as mileage or 

tickets, shall be discontinued. 

These requirements are subject to the follow); 
tions: 

(a) The provisions of Sections 11 and 22 of {} 
regulate commerce which authorize free or redu:ed fares 
or transportation may be observed except, first; that no 
mileage tickets shall be issued at a rate that will affor 
a lower fare than the regular one way tariff ‘are ang 
except, second; that excursion tickets may be iss:ied only 
to the extent and on the terms set forth in paragraphs 
(b) and (c) below. 

(b) Round-trip tourist fares shall be establisied on q 
just and reasonable basis, bearing proper relation to the 
one-way fares authorized by this order and tariffs govern. 
ing same shall be filed as promptly as possible with the 
Interstate Commerce Commission. 

(c) For the National Encampment of the Graid Army 
of the Republic and auxiliary and allied organizations at 
Portland, Ore., in 1918 and for the United Confederate 
Veterans’ Reunion, auxiliary and allied organizations at 
Tulsa, Okla., in 1918, a rate of one (1) cent per mile jp 
each direction via direct routes shall be authorized and 
confined by certificate of identification to the membership 
of these organizations and members of their immediate 
family. 

For the various state meetings of these organizations 
held during the year 1918, fares shall be authorized w- 
der like conditions on basis of two (2) cents per mile in 
each direction and confined to the limits of the state in 
which the meeting is held. 

(d) Where public convenience will be served thereby, 
subject to the approval of the Director-General, fares de 
termined by the short line may be applied over longer 
practicable routes. 

(e) Officers, enlisted men and nurses of the United 
States Army, Navy and Marine Corps when traveling in 
uniform at their own expense shall be granted the priv: 
ilege of purchasing passage tickets at one-third (1-3) the 
regular one-way fare via route of ticket, applicable in 
coach, parlor or sleeping car, as the case may be, when on 
furlough or official leave of absence, except that this 
reduced fare shall not be granted on short term passes 
from camps or when on liberty from ships or stations, to 
nearby cities. Applicants for such tickets shall be required 
to submit for inspection of ticket agent, military furlough 
or other official form of leave of absence and to sur 
render to ticket agent a “furlough fare certificate” signed 
by a commanding officer. 

(f) Children under five years of age, when accompa 
nied by parent or guardian, shall be carried free. Chil 
dren five years and under twelve years of age shall be 
charged half fare. 

Section 9. Commutation fares shall be advanced ten 
(10) per cent. Communtation fares shall be construed to il 
clude all forms of transportation designed for suburbal 
travel and for the use of those who have daily or fre 
quent occ&sion to travel between their homes and places 
of employment or educational institutions. ; 

Section 10. Passengers traveling in standard sleepins 
cars and parlor cars shall be required to pay an addi: 
tional passage charge of sixteen and two-thirds (162%) 
per cent of the normal one-way fare, and passengers trav: 
eling in tourist sleeping cars, an additional passage 
charge of eight and one-third (8 1-3) per cent of the nor 
mal one-way fare. ; 

The foregoing charges are in addition to those required 
for the occupancy of berths in sleeping cars or seats 1 
parlor cars. 

Section 11. The following minimum number of tickets 
of the class good for passage in sleeping or parlor cals 
shall be required for occupancy of drawing rooms, coll 
partments or sections in parlor or sleeping cars: 

Two full tickets for a drawing-room in a sleeping Cal. 

Two full tickets for a compartment. 

One and one-half adult tickets for a section. : 

Five adult tickets for exclusive occupancy of a drawiD& 
room in a parlor car. . 

Section 12. Passenger fares or charges for accommoda 
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iransportation of passengers entirely by water, 
or partly by water and partly by rail, shall be increased 
roportion: iely with fares and charges for the transporta- 
~ of pas-engers by rail. ; 

Section 13. The basis for computing charges for ex- 
cess baggsace transported under lawfully effective tariffs, 
shall be sixteen and twe-thirds (16 2-3) per cent of the 
normal one-way passenger fare, with minimum of fifteen 
(15) cents per 100 pounds and minimum collection of 
twenty-five (25) cents per shipment. 

Section 14. Tickets purchased prior to June 10, 1918, 
will not be honored for passage on and after that date, 


except: 

(a) Passengers en route on June 10, 1918, on one-way 
tickets will be carried to destination by continuous pas- 
sage Without additional charge. 

(b) Round trip tickets, portions of which have been 
ysed prior to June 10, 1918, or held by passengers en route 
on June 10, 1918, shall be honored in accordance with orig- 
inal tariff conditions under which sold without additional 
payment, except that they shall be subject to the same 
requirements as one-way tickets in respect of additional 
payment for passage in sleeping or parlor cars as pre- 
scribed in section ten. 

Tickets made invalid for passage by this order will be 
redeemed for original purchaser as follows: Unused tick- 
ets will be redeemed at amount paid therefor; partially 
ysed one-way tickets will be redeemed by charging tariff 
fare at time of journey for portion used and passengers 
refunded difference between such amount and fares at 
which sold. \ ‘ 

In redemption of mileage, scrip, or credential forms, the 
purchaser shall be given the benefit for the distance trav- 
eled of a net basis proportional to that which would have 
applied had the entire book been used according to its 
contract. 

Section 15. All passenger fares, lower than these here- 
inbefore prescribed, such as mileage, party, second class, 
immigrant, convention, excursion and. tourist fares, shall 
be discontinued until further notice, except that tourist 
fares shall be re-established as prescribed in Section 8, 
paragraph (b) hereof. 

Section 16. Tariff provisions intended to assure the long 
haul to carriers and which prevent the free interchange 
of traffic shall be eliminated. 


Section 17. Stop-overs on one-way tickets, side trips at 
free or reduced fares, discounts by use of excess baggage 
permits or excess money coupon books and the sale of 
one-way tickets bearing limit in excess of time necessary 
to make trip by continuous passage, shall be discontinued. 

Section 18. Optional routes may be used only when 
specified in tariffs. 

Section 19. In publishing fares and charges under this 
order, tariffs may be used which increase the present 
fares by fixed percentage, to bring them to the basis au- 
thorized herein, even though the actual fares so constructed 
be fractionally less than three (3) cents per mile. 


tion and 


General 


Section 20. Where the Interstate Commerce Commis- 


sion prior to the date hereof has authorized or prescribed 
tates, fares and charges, which have not been published 
at the date of this order, the rates, fares or charges 
initially established hereunder by applying the increases 
herein prescribed to the existing or published rates, fares 


or charges, may be subsequently revised by applying the 
lcreases prescribed herein to the rate, fares and charges 
80 authorized or prescribed by the Interstate Commerce 
Commission. 

Section 21. All schedules, viz., tariffs and supplements 
published under the provisions of this order shall bear on 
the title sage the following in bold face type: 

“The rales made effective by this schedule are initiated 

by the P+ sident of the United States through the director- 
Seneral, !'nited States Railroad Administration, and apply 
'o both interstate and intrastate traffic. 
This ‘hedule is published and filed on one day’s no- 
lice with ‘he Interstate Commerce Commission under Gen- 
“ae Ord: y No, 28 of the Director-General, United States 

dilroad Administration, dated May 25, 1918.” 

On pe senger tariffs use word “fares.” 


On baggage 
lariffs usc word “charges.” 


THE TRAFFIC WORLD 


1185 


Statement by Director-General 


Director-General McAdoo made the following statement: 

The United States has taken over the railroads as a 
war emergency measure. They must be operated effi- 
ciently if the war is to be carried to a successful conclu- 
sion and they must be operated under the high cost condi- 
tions the war has created. 

These conditions are strikingly illustrated by the steady 
increase in the cost of railroad coal, as indicated by the 
following table: 
1915—122,000,000 tons at $1.13.............02. $137,860,000 
1916—136,000,000 tons at 1.82........sccccees 179,520,000 
1917—154,570,000 tons at 2.12........ccccccees 329,000,000 
1918—166,000,000 tons at 2.95................ 489,700,000 

The increases in the cost of fuel oil consumed by the 
railroads and in the cost of other railroad materials and 
supplies have likewise been enormous. 

These increases have contributed inevitably to the in- 
creased cost of living, which in turn has created a demand 
for increased wages for railroad employes. This subject 
was exhaustively considered recently by the Railway Wage 
Commission, consisting of Messrs. Franklin K. Lane, 
Charles C. McChord, J. Harry Covington and William R. 
Willcox, who have unanimously recommended increases 
in wages which they estimate will add to railroad ,oper- 
ating costs not less than $300,000,000 in the year 1918: The 
Director-General has put the recommendation of the Wage 
Commission into effect, making at the same time certain 
additional increases for some classes of employes in order 
to meet practical necessities which cannot be escaped or 
postponed. 

On account of these extraordinary increases in operating 
costs, which have come about as a consequence of the 
war, it is estimated that for the same aggregate business 
as last year, and under the same conditions except as to 
prices and wages, the operating expenses for the calendar 
year 1918 will be from $830,000,000 to $860,000,000 more 
than for the calendar year 1917. 

While these increased operating costs will be subject to 
readjustments and may be somewhat diminished, yet on 
the other hand, because of the abnormal methods by which 
business must be conducted to serve the needs of the war, 
they may be substantially increased. It seems clear that 
the railroads should be made self-sustaining and that suf- 
ficient revenues should be provided to prevent them from 
becoming a burden on the Federal Treasury. The imme- 
diate practical necessity is that, without delay, increases 
in rates should be made to provide for these increased 
costs of operation. At best, practically half of the year 
1918 must elapse before such increases in rates can be 
made effective, although increases in operating expenses 
have been steadily effective since January 1, 1918. 

Therefore, by virtue of the power, during Federal con- 
trol of the railroads, which the act of Congress has con- 
ferred upon the President to initiate rates whenever the 
public interest requires, which power, as provided in that 
act, the President by proclamation has devolved upon the 
Director-General, the latter has been compelled, for the 
reasons stated, to initiate substantial increases in freight 
and passenger rates for practically all transportation serv- 
ices performed by the railroads under Federal control, in- 
cluding, of course, transportation services within the sev- 
eral states as well as transportation service across state 
lines. These increases are made with the approval of the 
President and are explained in detail in-the copy of order 
accompanying this announcement. 

The increases in passenger rates will become effective 
on the 10th day of June, 1918, and the increases in freight 
rates will become effective on the 25th day of June, 1918. 

In making the advance effective on the dates specified 
a simple form of tariff authorized by the Interstate Com- 
merce Commission must be used and this will lead to the 
temporary disregard, to some extent, of established group- 
ings and differentials. But it is the intention to observe 
such groupings and differentials as far as practicable, and 
thereafter, with as much dispatch as possible, restore any - 
important relationships which may be for the time being 
disturbed, and concurrently therewith endeavor to remove 
any existing discrimination and bring about uniformity of 
rate adjustment throughout sections where conditions are 
similar. f 

The Act of Congress provides that the reasonableness 
and justness of such rates may be dealt with by the Inter- 


1186 


state Commerce Commission, so that no interests affected 
will be deprived of the opportunity for full hearing and 
consideration. The Act of Congress provides that the 
Commission, in passing upon these questions, shall take 
into consideration the President’s finding and certificate 
that in order to defray the expenses of Federal control 
and operation it is necessary to increase the railway op- 
erating revenues. In this connection, it is important to 
make clear that no part of the increase in rates now 
initiated is on account of the making of additions and bet- 
terments or the purchase of new equipment or other 
expenditures chargeable to investment account. The in- 
creases initiated are solely on account of increased burdens 
tending to diminish railway operating income. 

In the nature of things no such far-reaching step can 
accomplish ideal equalization as between the numerous 
interests necessarily affected and doubtless the Commis- 
sion will find it proper to make readjustments to attain 
a nearer approach to such equalization. While as far as 
practicable, the rates as initiated are designed to avoid 
unnecessary disturbance of relative rate bases, the Direc- 
tor General will cooperate heartily with the Commission in 
any readjustments needed to accomplish still further the 
object of avoiding undue preferences which, nevertheless, 
may develop upon detailed consideration by the Commis- 
sion. 

It is earnestly hoped that all citizens affected directly 
or indirectly by this increase of rates will support the 
general principle of such increase as an unavoidable war 
measure and accept the additional burden in the same 
spirit of self sacrifice in which they have accepted other 
inconveniences and burdens and the grievous personal 
losses which are parts of the price that the Nation is 
patriotically paying for world Liberty. 

In considering these increases, one vital distinction 
which makes them fundamentally different from any rate 
increases ‘ever proposed or allowed when the railroads 
were under private contro] should be understood. This 
distinction is that there is no way in which the present 
increases will inure to private profit. If they turn out 
to be more than are needed to meet the grave public exi- 
gency, they will promptly be readjusted so as to prevent 
any unnecessary burden upon the public; but pending such 
readjustment the excess, if any, will be for the benefit of 
the people of the United States as a whole and not for 
the benefit of the private railroad owners or any of them. 


To the extent that savings can be effected and to the 
extent that reduced prices for the things the railroads 
must buy can be realized, it will be the purpose of the 
Director General to make from time to time appropriate 
reductions. 

Commission Helps McAdoo. 

The Interstate Commerce Commission May 27 issued 
three general orders, which permit the Director-General 
to do what he desires in the way of raising rates. The 
first is fifteenth section order No. 666; the second is gen- 
eral fourth section order No. 17, serial number 7316; and 
the third is a general order, without number, under the 
caption, “In the Matter of Modification of Outstanding Or- 
* which might be called a blanket absolution, re- 
lieving all the carriers from the duty of the Commission’s 
outstanding orders, so as to allow the Director-General’s 
rates to be made effective. The three orders are as fol- 
lows: 


ders,’ 


Fifteenth Section Order No. 666. 


JOINT RATES, FARES, CHARGES AND CLASSIFICA- 
TIONS APPLICABLE TO JOINT FREIGHT AND 
PASSENGER TRAFFIC. 

Whereas, The President of the United States, through 
the Director-General, United States Railroad Administra- 
tion, has initiated and prescribed rates, fares, charges and 
classifications to be applied on all traffic carried by rail- 
road and steamship lines under federal control, except 
traffic carried entirely by water to and from foreign coun- 
tries, as set forth in general order No. 28, dated May 25, 
1918, of said Director-General; 

And whereas, The said Director-General has requested 
approval for filing, under section 15 of the act to regulate 
commerce, of joint rates, fares, charges and classifica- 
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tions, on basis of the rates, fares, charges ani Classificg. 
tions set forth in said general order, applicable jointly 
between points on the lines of carriers under {edera] Con. 
trol and points on the lines of other carriers. 

It is ordered, That the presently effective joint rate, 
fares, charges and classifications, applicable tv the joint 
transportation of freight and passengers, between poinis 
on the lines of carriers under federal contol, on the 
one hand, and points on limes of carriers noi under fe. 
eral control, on the other hand, may be increased to the 
bases set forth in the said general order No. 28, of May 
25, 1918, and that such joint rates, fares, charges anj 
classifications so increased, be, and they are hereby, ap. 
proved for filing, without formal hearing, which approval 
shall not affect any subsequent proceeding relative thereto: 


It is further ordered, That schedules containing gy¢ 
increased joint rates, fares, charges, and classifications 
may be filed in manner and form authorized by special 
permission No. 45950 (freight) and No. 45951 (passenger), 
effective upon not less than one (1) day’s notice to the 
Commission and to the general public in the manner per. 
scribed in section 6 of the act to regulate commerce; 

And it is further ordered, That joint schedules filed yp. 
der authority of this order shall bear on title pages thereof 
the following notation: 

Increased *joint rates and charges contained in this 
schedule are filed on one day’s notice under authority of 
Interstate Commerce Commission’s fifteenth section order 
No. 666 of May 27, 1918, without formal hearing, which 
approval shall not affect any subsequent proceeding rela. 
tive thereto. 

The approval herein given is void if the schedule issued 
hereunder is not filed with the Commission within thirty 
(30) days from the date hereof, unless extension is 
granted by the Commission. 


*(If a passenger schedule substitute ‘‘joint fares and charges,” 
or if a classification substitute ‘‘classifications’’ for joint rates 


and charges.) 
| 


Fourth Section Order No. 7316. General No. 17. 


Whereas, The President of the United States, through 
the Director-General, United States Railroad Administra 
tion, has initiated and prescribed rates, fares, charges 
and classifications to be applied on all traffic carried by 
railroad and steamship lines under federal control, except 
traffic carried entirely by water to and from foreign cour 
tries, as set forth in general order No. 28, dated May 2), 
1918, of said Director-General; 


And whereas, The said Director-General has requested 
such relief from the long-and-short-haul and aggregate: 
the-intermediates provision of section 4 of the act to reg 
ulate commerce as will permit said carriers under federal 
control to file schedules containing rates, fares, charges 
or classifications containing departures from the aforesaid 
provisions of section 4, enabling carriers under federal col 
trol, in the present emergency, to secure increased revenues 
to be derived from increases in rates, fares, charges ani 
classifications initiated and prescribed by said general 
order No. 28 of May 25, 1918; 


It is ordered, That in those instances in which carriers 
under federal control are required by general order No. 
28 of the Director-General, United States Railroad Admil 
istration, to apply to the movement of traffic locally @ 
jointly, or jointly with carriers not under federal control, 
higher rates, fares, charges and classifications for shorte! 
than for longer distances over the same line or route ll 
the same direction, the shorter being included within the 
longer distance, or rates, fares, charges and classifications 
which exceed the aggregate of the intermediate rates 
fares, charges and classifications, as set forth in genetl 
order No. 28 of the Director-General, the said carriers bé 
and they are hereby, authorized to establish such rates 
fares, charges and classifications prescribed in said géh 
eral order No. 28 of the Director-General without obser 
ing the provisions of the fourth section of the act \ 
regulate commerce, 


And it is further ordered, That carriers noi under fet: 
eral control maintaining joint rates, fares, charges alt 
classifications with carriers under federal control may 
establish such joint rates, fares, charges and classifice 
tions as are necessary to comply with the terms of said 
general order No. 28 of the Director-General, without ob 
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‘lassific. JB gerving the provisions of the fourth section of the act bill in 1917. The chances are also that there will be as 
€ jointly to regulate commerce. much traveling as there was in 1917. If the advances in 


eral cop. js furiher ordered, That this order shall supersede : : 
be lake tle place of any provision or provisions of any state and interstate rates amounts to forty per cent, as 


nt rates, MM jourth section order or orders heretofore issued that may it is believed they do, the increase would therefore be 
the joint ie in conflict herewith. $247,648,909. On the basis of 1917 business done by the 
N points the Commission does not hereby approve any rates, parlor and sleeping cars, the increase on that account 
» ON the HM fares, charges and classifications that may be filed under would be about $31,000,000 : 

nder fed. this permission, all such rates, fares, charges and classi- : . ‘ 
































































-d to the fications being subject to complaint, investigation, and View of State Commissions. 

So = correction if in conflict with any provisions of the act. As to what the state commissions will do as to the 
reby, ap- [General Order—In the Matter of Modification of Outstand- Director-General's assumption of authority over state rates, 
approval ing Orders. E. C. Elmquist, their representative in Washington, has no 
thereto; carina, That on May %% 1950, the Prect&nt idea. He has no doubt that the Director-General has ex- 
dew sie the Director-General of Railroads, initiated certain Ceeded his authority. That opinion he expressed in a let- 


speci) (Mates, fares and charges as specified in general order No. ter to Mr. McAdoo May 16, when he asked the Director- 
ssenger), cs and ; . General, before making the increases then reported as 
e to the Mg It appearing, That certain of the present freight rates, }eing probable, to consult with the state commissions and 


enger fares and baggage charges of the carriers are 3 3 : it : : 
iner per- ose na the future by outstanding orders of this Com- file tariffs making increases in state rates in accordance 


re un My uission, Which were made for the most part under normal with the laws. Mr. McAdoo did not answer that letter, 
s thereof conditions of traffic = without consideration of the pres- but on May 27 sent a telegram to the state commissions, 
ent war emergency, an direct, expressing the hope that they would understand 

: 4 earing, That the carriers have heretofore 5 : : 
in. this It further app S the necessity for the increase and regretting that he had 


a fled certain increases in said rates and fares, which said 
Lority of increases have been suspended by this Commission in not been able to consult with them beforehand. 


ae various proceedings: Mr. Elmquist immediately called a meeting of the ex- 
It is ordered, That all orders upon formal complaint eytive committee and the special war service committee 


ling rela. : F 
heretofore entered and unexpired, in so far as they pre- : Kare é pags enews 
sribe specific maximum freight rates, passenger fares and of the National Association of Railway and Public Utility 


le issued baggage charges for the future, be, and they are hereby, Commissioners to be held in Washington June 4 and 5. He 
in thirty HM modified to the extent of permitting the defendants in also made an engagement for the committees to see Mr. 
nsion is Msaid cases to make effective passenger fares and baggage yeadoo on the last mentioned day. 


charges on June 10, 1918, and freight rates on June 25, 1918, f é i . 
not in excess of those prescribed in general order No. 28. The letter in which Mr. Elmquist expressed the belief 


charges’ @ it is further ordered, That all outstanding orders of that Mr. McAdoo would be exceeding his powers if he 
) “Bihis Commission heretofore entered and unexpired which undertook to raise state rates is as follows: 

' Mprescribe a fixed differential, arbitrary or other difference 
as We as between points and localities, be, and they are hereby, 
modified so as to permit the carriers defendant in said 
cases to make effective passenger fares and baggage 
charges on June 10, 1918, and freight rates on June 25, 


A local newspaper in the clipping attached states that 
your advisers have recommended an increase of at least 
25 per cent in freight and passenger rates, which it is 
estimated will yield about $900,000,000, seven hundred mil- 


through 
ministra- 


a 1918, not in excess of those specified in said general order — od eee re: hundred Ber yrange pot cgi ood 
1. excep AN°:,28 With the understanding that the relationship pre- aan rire si a Se ae ae ee ee 
ign coun scribed in said orders will be promptly restored. These are stupendous figures, and, before a general in- 


And it is further ordered, That all orders heretofore en- 
tered in investigation and suspension proceedings which 
have not been decided, in so far as they require that the 
equested existing rates and fares be not increased during the pend- 
‘egate-ot ency of said proceedings, be, and they are hereby, modi- 
t to res MBfied so as to permit the carriers respondent in said pro- 
r federal ceedings to establish rates not in excess of those specified 

charges Min said general order No. 28. 


crease of rates is agreed to or initiated, the state com- 
missions, as well as the shippers of the country, should 
have a right to be heard. As you know, I am the Wash- 
ington representative of the state commissions, and as 
such I ask for an opportunity to examine these proposed 
tariffs, or any memoranda outlining the proposed increase. 

I wish to repeat what I have heretofore stated to you 


May 23, 


iforesaid and to other members of your official family that state 
eral col: Revenue From Increased Rates. commissions are loyal and will back up the government 
revenuesm™® Director-C , is in- i everything that is necessary to win this war. The 
rges and General McAdoo’s statement says that his in government is operating the railroads as a war measure. 


general creases in rates are devised to meet increased expenses jt should freely consult with and seek the advice of state 
amounting to between $830,000,000 and $850,000,000. commissions, and a substantial rate increase should not 

carriers @ Jf the same number of tons and kinds of freight move be initiated ag government without eo with 
No. Mthe sam F — them. Proposed increases in intrastate rates should con- 
ae 1918 , Catenpes Ser the yoer beglaning Suse mo ‘form to the laws of the several states, thereby submitting 
ea » 4 in the calendar year 1917, and the average in- the yltimate question to local tribunals. The government 
contri, Mc’ @Pplied in state and interstate rates amounts to should place its cards on the table face up, so that the 
: shorter thirty per cent, as it is generally believed it will, and — eye oo pe sie ener oan My _ 
te in M™if the same : _ examined. the Railroa ministration is right in its 
me te number of passengers ride for the same num contention for increased rates, it can depend on the sup- 


ithin the Mber of miles, and occupy Pullman and parlor cars for the port of the state commissions. If it is mistaken, it should 


fications : é 

- poree same distances, the increase in the country’s transporta- not expect that support. : 

“ general ion bill will amount to $1,127,429,939.50. I therefore request that, before any action is taken by 
riers be, But it is the experience of traffic men that an increase the Director-General, I may be permitted to examine the 


in rates is usuall 1 : 7 proposed increases. : 
aid gel Boe 1s usually fo lowed by a reduction in the volume Clearly, under the federal control act, the President can- 
| obser' certain kinds and an increase in other kinds of freight not initiate intrastate rates except in accordance with the 
> act t0 ftom different shipping points. In other words, the con- laws of the several states. I therefore suggest that you 

signees busy the : : consult state commissions about the proposed increase 
, mselves hunting for substitutes so as to and the effect which it will have upon the public and 


» fed: HP avoi sas : 
rt 7 d the payment of the higher rates. the revenues of the carriers within the several states, and 


rol may 


sh rates, 


The chances are, it is believed, that the country will that you comply with the local laws by filing intrastate 
lassifica *ontinue to have an-enormous volume of freight and that. tariffs. 

of said me mcrease in the freight will be greater than $848,- There has been some talk of calling a meeting of the 
hout o 9774030, which ig exactly thirty per cent of the freight National Association of Railway and Public Utility 
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Commissioners, with a view to having it take up 
the question of what to do with that part of the Director- 
General’s order No. 28 in which he seeks to exercise au- 
thority over rates for movements wholly within a state. 

The question, without doubt, will be considered by the 
executive and special war service committees, due to meet 
in Washington June 4 and 5. Most of the commissioners 
in Washington at the time the suggestion was made op- 
posed the suggestion on the ground that it would afford 
the railroad men, who have been fighting for years to get 
rid of state commission and state legislature rates, an 
opportunity to play politics by asserting that the state 
commissioners were disloyal to the government in time 
of war. The question as to whether the Director-eGneral 
has such authority turns on the question as to what Con- 
gress meant when it authorized the President to initiate 
“rates” and make them effective, by filing with the Inter- 
state Commerce Commission, and the fifteenth section of 
the control act saying that nothing in the act should be 
construed to amend, repeal, impair or affect the “existing 
laws or powers of the states in relation to taxation or 
the lawful police regulations of the several states, except 
wherein such laws, powers or regulations may affect the 
transportation of troops, war materials, government sup- 
plies, or the issue of stock and bonds.” 

The chances are against the state commissioners un- 
dertaking anything. “Disloyalty” is the word that shields 
the official who does anything that challenges the judg- 
ment of a citizen not in public office and often shuts the 
mouths of men who could help officials inaugurate poli- 
cies that would be better for the country than the ones 
the officials propose. 

The state commissioners, in their talks among them- 
selves, do not hesitate to denounce what has been done 
as a usurpation of the rights of state regulating bodies. 
They have no particular sympathy for the federal regu- 
lating body. They know that in the matter of railroad 
rates the decisions of the courts put them. in a greatly 
restricted area, but they would like to find some way of 
going to court about the matter without the risk of having 
themselves denounced as “traitors” or “disloyal” simply 
because they have an honest doubt whether Congress 
intended to empower the President to wipe out the work 
they have done in the last twenty-five years. Much of 
that work was done long before the federal commission 
had any real power of regulation. 

On the merits of the proposition, they think the ship- 
pers of the country should have had the same opportunity 
given those on whom Congress intends imposing taxes 
of knowing what is proposed in time, at least, to say what 
they think about the rates, before the effective day comes. 
In this matter they learned the effective date and the 
rates for an imposition of taxes amounting to perhaps 
$1,500,000,000 on the same day, without one of them hav- 
ing had an oppoftunity to suggest anything in the alter- 
native. The state commissions, as a rule, think that an 
unfair way, even in time of war. 

Max Thelen, chairman of the California commission and 
also the head of the war service committee of the Na- 
tional Association of Railway and Public Utility Commis- 
sioners, sent a message to the Director-General assuring 
him of the support of the California commission. His 
message was not made public, but it was highly appre- 
ciated. Expressions of confidence, it was said, were also 
received from other state commissioners, whether as a 
result of the publication of abstracts of general order No. 
28 or the telegram of regret that the Director-General 
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could not consult him before announcing the 
not appear. 

Minnesota has a scale of class rates which has Caused 
less dissatisfaction, it is believed, than the scile of any 
other state. In other words, it has been neither high yoy 
low. Yet increases of more than 100 per cent will take 
place in that state. The Minnesota scale, for the mijj. 
mum distance, run as follows: 12, 10, 8, 6, 4.5, 5.4, 49 
3.6, 3, 2.4. The scale prescribed in No. 28 will run 9 
21, 17.5, 15, 11, 12.5, 9, 7.5, 6.5 and 5. The rate on eyery 
class will be more than doubled. On fifth th: increase 
will be from 4.8 to 11 cents and on class A from 54 tg 
12.5 cents per 100 pounds. 


Coarse grain rates, both state and interstate, are lowe 
than on wheat. Under the McAdoo scale the coarse grain 
rates will be as high as on wheat. The wheit rate js 
to be held down by the maximum of six cents. No such 
restraining hand will be laid on the coarse grain rates, 
They go up twenty-five per cent. In Minnesota on a 10. 
mile haul for corn, the increase will be about thirty-four 
per cent, as against an increase of twenty-five per cent 
on wheat, not exceeding the maximum of six cents. The 
basic brick rate in Minnesota is two cents. No. 28 doubles 
that by the addition of two cents. At twenty-five miles 
the rate becomes 4.6 cents per 100 miles, an _ increase 
of about 77 per cent. At 85 miles the increase on cement 
becomes 43 per cent. 


ates, dig 


All iron ore rates have been based on the long ton. 
The McAdoo rates are stated on the short ton. The iron 
and steel industry will probably have an attack of cholera 
morbus when it discovers that fact. 

The increase in passenger fares will be about 60 per 
cent. That is expected to cause about as much trouble 
as any other feature of the matter, especially for the 
Minnesota commissioners, who are elective officers and 
who have constituents who do not always discriminate 
between what their state and their federal servants do. 
According to the testimony in a number of passenger fare 
cases, a majority of commercial trayelers work on the 
basis of commissions on goods sold and pay their own 
fare and other expenses. All use mileage books for in 
terstate business and the state fares for journeys in the 
state. Under the McAdoo order the contracts between 
themselves and the carrier companies, represented in the 
mileage books they carry, come to an end on June 1), to 
be superseded by the three cents a mile basis. It is 
suspected there are many plans based on the assumption 
that state rates would continue, hence the suspicion that 
when the traveling men realize what has happened to 
them they will give voice to their thoughts. They are 
patriotic, but they will probably suggest that they should 
be allowed to turn round without so much financial cost 


“to themselves. 


Although there have been no formal conferences among 
state commissioners on the subject of General Order No. 
28 of the Director-General, the conviction is forming that 
no serious effort will be made by any of them to resist 
their abolition as railroad rate-making agencies. A nul 
ber were in Washington at the time the order was issued. 
Allison Mayfield, chairman of the Texas commission, the 
body that has taken the most pronounced position 0 
this subject, was among those in Washington at ‘he time. 
Neither he nor any other state commissioner has yet gone 
on record as suggesting that the courts might have a 
idea that the Director-General exceeded his pow:'s in 
dering the cancellation of state rates. 
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June 1, 1018 


Position of Farmer and Stock Raiser 

More is expected from other sources than from anything 
state offi: ials or courts may do. Samuel H. Cowan of 
texas, one Of the veterans in rate regulation matters, 
in discussing the subject, avoided any reference to what 
might be called its legal phase. He suggested that the 
farmer and stock-raiser cannot “pass the buck.” If that 
is a fact, il will probably be a large factor in the contro- 
versy. If the farmer cannot bear the load imposed, the 
pusiness of the country will lag, it is suggested, and the 
facts, rather than the courts, will adjust the controversy. 

‘That a large advance in rates to increase the net 
operating income to meet the deficit which must occur 
during this calendar year of federal control was a fore- 
gone conclusion when the standard return of the aver- 
age of three years next previous to June 30, 1917, was 
established, no one doubted except some apologists for 
this maximum guarantee,” said Mr. Cowan. “I do not 
think it was necessary to have presently increased the 
rates to the extent contained in General Order No. 28, for 
the reason that, if the standard return is paid, the rail- 
roads would not be permitted to expend it except for in- 
terest and customary dividends, without the consent of 
the President. 

“There was embraced within the $950,000,000 average 
return the surplus over and above interest and dividends 
which were’ paid, which might remain in the treasury 
of the railroads, unless its expenditure should be author- 
ized by the President. Assuming it to be a fact, as ap- 
pears from the present conditions, that economies of 
operation resulting from federal control will not be re- 
flected in the accounts to any considerable extent before 
next year, it would seem not to be unreasonable or unduly 
burdensome if such surplus should not be paid into the 
treasuries of the railroads until after those economies 
and the normal condition of operation under federal con- 
trol shall have been established. 


“It is certainly a great burden on the business of the 
country to make this enormous increase in freight rates, 
so that the surplus can be accumulated before we know 
how much it will have to be under the law. 

“The five hundred million revolving fumd, it would 
seem, might well be brought into use partially to avoid 
this enormous increase in freight rates. Increase in 
rates does not always mean an increase in revenue. There 
is a limitation beyond which it cannot go. Millions of 
lons of freight will be hauled by automobile truck and 
otherwise and passenger traffic will be greatly reduced by 
the increased passenger fares, compared with what it 
would otherwise be. — 

“Perhaps the most far-reaching and important feature 
of the order is the complete taking over of the making 
of all state rates. In order to avoid conflicts between 
state and federal requirements, state commissions will be 
called on to give application to and put into effect the 
increased rates and conform their schedules, as nearly 
aS May le, to the interstate rates into and out of such 
states, under similar conditions. Considering the enor- 
Mous increase this will require, and taking into consider- 
ation the extent that freight rates must be absorbed out 
of the profits of manufacture and commerce, as well as 
the production of commodities, nothing short of experi- 
‘nce can determine the effect of this apparent horizontal 
advance, 

“It has therefore been the opinion and desire of the 
organiza‘’ons of _producers and shippers, manufacturers, 
and mer\ants, that the Director-General should afford 
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ample opportunity for hearings and conferences with 
respect to these very important matters before establish- 
ing such enormous advances, never experienced in the 
history of transportation, rather than to afford hearings 
before the Interstate Commerce Commission thereafter. 
But it is too late for that now, and it is gratifying to 
know that the disposition of the Railroad Administration 
is to afford the fullest and freest opportunity for hear- 
ings on complaint before the Interstate Commerce Com- 
mission to correct inequalities and rectify any wrongs or 
avoidable serious injury to the country’s business or that 
of any locality. 

“Doubtless the state commissions will prove to be of the 
greatest efficacy in bringing forward the situation in the 
various states with reasonable and acceptable plans and 
suggestions to secure to the Director-General, through 
railroad operation, the funds necessary to meet its reason- 
able requirements, with the least injury to the business 
and production of the country. 

“The great controversy that will arise, commercially, 
will be over the question of ‘passing the buck.’ It is 
perfectly plain that the farmer and the stock-raiser can- 
not do it. When that is demonstrated it should be 
equally plain to the administration that the least possible 
tax should be levied on the meat and bread of the coun- 
try. As a matter of public policy, and general political 
economy, under the present world necessities, it is to be 
hoped that that policy will be adopted in the final adjust- 
ment under General Order No. 28.” 

Effect of Rate increases. 

Adjectives, objurgations, and expletives may relieve the 
pressure aman may feel within him on account of what Gen- 
eral Order No. 28 will do to his business, but they will 
not give him any real relief. Relief must be had, if any 
is forthcoming, by persuasive talking to Director-General 
McAdoo. He must be made to see that he has been advised 
and has acted unwisely in certain respects if that be pos- 
sible. It is a waste of time to appeal to the Interstate 
Commerce Commission. It can do nothing. Its members 
might call on the Director-General and point out to him 
errors of judgment, but that would hardly be considered 
seemly. In theory the Commission, on complaint, has the 
power to set aside the judgment of the Director-General. 
As a matter of fact the men who are commissioners now 
may not have the functions of commissioners when the 
time comes for making a decision on the formal complaints 
that are going to be filed, it is now believed, in large 
numbers. The Overman law hangs over their heads for 
instant use if they become at all “unreasonable.” 

After the new tariffs are filed and have become effective, 
there will be two ways to proceed. One is by formal 
complaint to the Commission. The other is by continuing 
the pleading with the Director-General. Those who are 
about to be subjected to unusual hardship might profitably 
remember the Biblical injunction to “pray without ceasing” 
to both the Director-General and the Commission. 

It might be well, at this point, to consider the damage ° 
that is in prospect for the man who has only one shipping 
point. Shippers with many plants can avoid unusual dam- 
age. 

Percentage increases will run from twenty-five to 300 
per cent; specific from fifteen to 75 cents per unit. Unless 
there is a marked decrease in the volume of freight and 
passenger business, the total ascertainable money burden 
will run well over $1,250,000,000. On the basis of just as 
many tons of freight and just as many passengers, moving 
between exactly the same points as,in 1917, the increase 
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will be $1,127,000,000 if it be estimated that the increase 
in freight rates will figure 30 per cent and in passenger 
40 per cent. 

Thirty and forty per cent were the estimated percentages 
on the day the general order became public. A revision 
two days thereafter indicated that thirty and forty are 
too conservative. For instance, a man traveling from 
Washington to Chicago via the B. & O., n a Pullman npw 
pays $24.39. He will pay about $35.82, or, roughly speak- 
ing, 47 per cent more. 

Inasmuch as minimum class rates and a minimum per 
car charge of $15 have been ordered, it is obvious that the 
increase in class rates will be more than twenty-five per 


cent—unless the rates are so high as to force more ~ 


merchandise than ever to the parcels post. In Georgia 
the railroads have been hauling sand and gravel for short 
distances for $5 per car. That is where the 300 per cent 
increase will take place. There are probably other parts 
of the country where facts like that will come to the 
attention of those interested. 

In England the travel increased instead of decreased 
when the rates went up. Such a development of that 
kind in this country would not be at all surprising. Cen- 
tralization means relaxation of service away from-the 
central authority. Relaxation at any point means travel 
to that point or to the central point by those who are dam- 
aged thereby. To illustrate that point: The assistant to 
a traffic vice-president of one of the eastern trunk lines, 
said, the other day, that four of the largest shippers on 
that line had made figures tending to show that the cost 
to the shipper, entailed by the abolition of off-line agencies, 
would run between twenty-five and thirty per cent of the 
freight bills. They have to send their own men to look 
after their shipments and the expenses entailed, as before 
stated, have been estimated as having been increased, 
since the abolition, by the percentages mentioned. 

How are petitions to be placed before the Director-Gen- 
eral? By sending them to Director Prouty. An administra- 
tive order, issued May 29, directed that all such things 
be sent to the division of Public Service and Accounting. 

Among the first protests was from Clifford Thorne. He 
wired the Commission asking for a hearing on the sub- 
ject of oil rates, basing his request on the declaration 
that the industry represented by him will be disrupted by 
percentage increases in rates. The Commission had to 
inform him that it could do nothing in advance of a formal 
complaint, and formal complaints are usually not filed until 
after the effective date of the tariffs. His request or 
memorial was sent to Director Prouty. The latter notified 
Mr. Thorne that he would gladly see him on Monday, June 
2, to talk over the matter, because the Director-General’s 
sole thought was to make the railroads self-supporting, 
without doing any one an injustice. He said that the in- 
tention of the Railroad Administration is to straighten out 
all angles that bear too hard on a particular industry or 
on a particular shipper. So-called independent oil people, 
however, are recognized as being in a hard situation. 
They have the disadvantage of being more largely depend- 
ent on the railroads for transportation than their big 
competitor. Pipe line rates do not go up im sympathy with 
rail rates. Even if they did, the pipe line companies are 
so closely affiliated in interest with the companies they 
serve that, to a certain extent, notwithstanding the dis- 
solution of the Standard into its components the burdens 
do not fall as hard on them as on the refiners having only 
one or at most three shipping points. 

On recommendation from Director Prouty the Direc- 
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tor-General could easily re-arrange any of the rates ordered 
to go into effeet June 25, simply by ordering the filing of 
tariffs naming different rates. The routine of makin~ such 
adjustments or changes would be much simpler then the 
one to be observed in compliance with orders fro the 
Interstate Commerce Commission. 

Other possible helps would be senators and representa. 
tives. They are supposed to represent the interests of 
their states as well as the interest of the United States. 
The Georgia senators, for instance, might plead for q 
continuance of Georgia rates or their extension to adjoin. 
ing territory. In the same way Texas congressmen and 
the Minnesota delegation could intervene in behalf of the 
rates established in those states, after laborious investiga. 
tions by their state commissions. State commissions, dis. 
tinctly, would not be aids except as petitioners jo the 
Director-General. 


CLIFFORD THORNE PROTESTS 


Clifford Thorne, May 25, sent to the Director-General of 
Railroads the following memorial: 


The press of the country contains uncontradicted dis 
patches from Washington, D. C., stating your advisers have 
recommended that an immediate advance in the freight 
rates of the United States will be necessary aggregating 
25 per cent, or approximately seven hundred million dol- 
lars annually. This is in addition to three hundred million 
dollars to be derived fgom increased passenger fares, mak- 
ing a total of a billion dollars. 

This is not just one payment of that sum, for it is a 
notorious fact that any general advance ever granted the 
railroads has never been withdrawn. It means one billion 
dollars annually. This one increase is equivalent to more 
than 6 per cent on the par value of all railroad securities 
outstanding in. the hands of the public, securities 
which represent the money invested during almost a cen- 
tury of railroad development. It is hard to believe that 
even railroad men should advise placing such a heavy bur- 
den upon the shippers of the country at the present crucial 
period, when American industry is confronted with so 
many new and unprecedented hazards and problems of the 
most perplexing character. 


An advance of 20 per cent in passenger fares and 5 per 
cent in freight rates would take care of the highest esti- 
mate placed ofthe proposed wage increase. 


Under the provisions of the railroad control, law re- 
cently enacted by Congress, the President has the power 
of initiating rates, which shall become effective immedi- 
ately on the date prescribed by him, without any sus- 
pension or investigation, if he so determines. Presumably 
this power, if exercised, will be made effective through 
your action or advice as the Director-General of Americal 
Railroads. 

You have surrounded yourself with a staff composed ex: 
clusively, with a few rare exceptions, of former railroad 
officials. This is said without the slightest reflection on 
their ability or integrity. On questions of service their 
advice of course would be invaluable; but on questions 
of revenue there are reasons why gentlemen of thei! 
training and associations would be unconsciously biased. 

Even though the railroads have a guaranteed income 
while the war lasts, yet there are two powerful incentives 
which cause railroad companies to seek general advances, 
as well as increases on specific commodities, wherever 
possible. First, if government ownership shall follow the 
war, they will want the net income as large as possible 
at the very time of purchase, because in other countries 
where the government has acquired the railroads the cap 
italization of the net income at the time of acquisition 
has been one of the chief factors in determining the pur 
chase price. Second, if private ownership and operation 
follow the war, the railroads will be doubly anxious t0 
have the rates on just as high a plane as possible. | 

This combination of circumstances renders it imperative 
that you shall not follow the recommendations reported 
to have been made by your staff of advisers or assistants 
until you shall have first heard from the shippers of the 
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June 7. 1918 


country. Otherwise you will be denying the right of both 
sides to be heard on one of the most stupendous issues 
of fact and public policy which has ever been presented 
to a human tribunal for determination. That action would 
pe unjust and unfair to the shippers of this nation. 

At the present moment a general increase in wages is 
under consideration. You have granted to labor a full 
hearing before a disinterested tribunal, a body of men 
whose interest in the result was not under the faintest 
shadow of suspicion from any source whaisoever. 

Regardless of the comprehensive authority embraced nu- 
der the War Power, you advocated, and Congress enacted, 
jegislation which guarantees to the railroads a full hear- 
jing before a board of referees and a court of claims, on all 
matters of controversy relative to money compensation. 

The rights of the shipper are just as sacred as are those 
of labor and those of the railroad stockholder. 

It is our firm belief that if you knew the actual effect 
which would follow a general increase of the character 
described in the foregoing paragraphs, how some indus- 
tries can readily pass the advance on to the consumer, 
while other industries cannot possibly do so, you would 
hesitate before starting upon any such course of action 
as that alleged to have been recommended by your ad- 
visers. There are a few large industries which will be 
compelled to absorb any advance that is made, industries 
the representatives of whom believe they are already pay- 
ing more than their fair share of the transportation burden 
of the country. These gentlemen are entitled to a hearing, 
pefore any conclusions adverse to their just rights shall 
be reached by those in power. 

It is not sufficient to say that we may file a complaint 
and have a hearing before the Interstate Commerce Com- 
mission after you have acted. We should have the hear- 
ing before you or before a disinterested tribunal upon 
whose conclusions you will rely, before any action what- 
ever is taken by any party that may tend to embarrass a 
fair decision upon the merits of the case. 


It is entirely optional with you whether any hearing 
shall be granted to the shippers in any proceeding involv- 
ing an order by you affecting them. In reliance upon 
your own high sense of honor and fair play, we respect- 
fully petition that before you take any action raising the 
level of freight. rates throughout any substantial portion 
of the United States, you shall give the shippers an op- 
portunity to present their side of the case to you. 

Some of the propositions which we desire to submit to 
you are as follows: 


I. It is impossible to state at the present time what 
economies may be effected by the unification of our rail- 
road systems under government control. During January 
and February federal operation was embarrassed by the 
inevitable uncertainties and confusion of a transition pe- 
riod, and by the most severe weather conditions known 
for many years. In March the operating income of 191 
railroads, including the bulk of the mileage of the country, 
amounted to $67,351,000, which is estimated to be within 
approximately 6 per cent of the amount guaranteed by 
the government, judging by the same month of previous 
years. This remarkable recovery during the month of 
March plainly indicates that were it not for the proposed 
wage advance the income of American railroads for the 
year 1918 would exceed the amount guaranteed by the gov- 
ernment. This is without considering the economies since 
March and those contemplated for the immediate future, 
which will in a measure offset the wage advance. 

Il. The falling off of net income for one or a few 
months is of little significance. Notwithstanding the heavy 
Shrinkage in the net income of American railroads during 
the months of February (declining 40 per cent), March, 
November and December of 1917, yet their net income as 
finally totaled for the entire year was greater than dur- 
ing any year since the steam engine was invented with 
only one exception, the year 1916. This fact can and will 
be proved to you beyond the possibility of a doubt by the 
Sworn reports of the railroads themselves. 
ten Interstate Commerce Commission has correctly 
Stated 

“It is urged that the seven months beginning April 1, 
1910, ¢o not show as favorable net results as the corre- 
ponding period in 1909, after all allowance has been made 
for increase of wages, but if an examination of the figures 
Presented in this proceeding demonstrates anything, it is 
that no reliable inference can be drawn even from a sin- 
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gle year, much less from only a few months.” 
Advanced Rate Case—1910, 20 I. C. C. 243, 290.) 

A compromise was suggested before one of the congres- 
sional committees, while the Railroad Control bill was 
pending, to the effect that any deficit in the government 
guaranty should be made up by an advance in freight 
rates; in other words, that the shippers and not the gov- 
ernment should pay the penalty. This proposition was de- . 
feated; and, instead, it was enacted, in subastance, that 
this was one of the factors to be considered. At the time 
this measure was pending certain suggestions were sub- 
mitted by the shippers which are entitled to your respectful 
consideration. These are contained, in substance, in the 
following paragraphs. 

III. Wages and the cost of railroad supplies will prob- 
ably increase as the war continues. 

The government has undertaken to shield the railroads 
from all future increases in the cost of labor and sup- 
plies. Wages may increase fifty or five hundred per cent, 
materials and fuel may quadruple in price, and yet the 
net income guaranteed to the railroads goes on just the 
same as before. That guaranty is a war measure, and 
should be borne by the people as a whole. 

You deny the shipper any protection from the increased 
costs in his business; and these gentlemen now propose 
that you shall make the shipper absorb all the increased 
costs in the railroad business. 

The railroad fs shielded and protected, and the burden 
is to be doubled on the shipper. What a travesty on jus- 
tice! 

-IV. The special expedited services required for the 
movement of government troops, munitions and war sup- 
plies, the congestion of terminals, confusion, embargoes, 
the side-tracking of other trains, etc., etc., are producing 
to-day, and will cause in the future many additional ex- 
penses of an extraordinary and unprecedented character. 
These extra costs constitute a part of the ‘war program; 
they should be borne by the government, by the people 
as a whole, and not by a fractional part of the shippers 
of the country. 

The shippers of the United States are already subject 
to many costly delays and hardships in their transporta- 
tion growing out of constant embargoes, congestion, etc., 
directly resulting from war conditions, without adding 
this other additional burden of relieving the railroads 
from the effects of the war. 

V. If all increased freight rates could be passed on 
by the shipper there might be an equitable distribution 
of this extra cost amongst the people as a whole; but it 
is a fact in actual practical experience, as previously 
stated, that some shippers can, and other shippers can 
not, pass on this burden. Some shippers are able readily 
to increase the price of the article they sell provided 
their competitor is compelled to meet a like additional 
expense. These gentlemen are only interested in the 
maintenance of equality with competitors. On the other 
hand, many shippers are forced to absorb increases in 
freight rates. As an example of this latter class consider 
those engaged in the oil industry independent of the 
Standard. Their competitor is able to transport the larger 
portion of its oil by pipe line and to that extent the in- 
dependent man will have to absorb all of the freight ad- 
vance that may be levied upon his industry or else be 
unable to meet the prices of his competitor. The live 
stock shipper and the grain shipper are forced to pay an 
advance in freight rates because the prices of their com- 
modities ordinarily are the prices at the primary market 
less the freight rate. 

If these extra costs occasioned by the war are taken 
care of by an advance in freight rates some shippers will 
pay the bill and others will pass it on, resulting in the 
gravest kind of discrimination not only between the pub- 
lic generally and the shipping body, but between shippers 
themselves. A sweeping advance in freight rates like that 
which has been proposed will inevitably disrupt rate re- 
lationships, and cause unending confusion, disturbances 
and hardships among the varied business enterprises of 
the nation. And all this will occur at a time when the 
uncertainties; the hazards and the burdens of a great war 
are resting heavily upon American industry. 


(Eastern 


Course Pursued by the British Government 
VI. The British government has adopted the policy of 
shielding the railroads from further increases in the cost 
of labor and supplies by virtue of a guaranty of the net 
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income to railroad stockholders and bondholders. This 
is analogous to the policy adopted by the United States. 
But the British government has not forced the shippers 
to absorb this burden. The British government has prop- 
erly considered that to be a governmental task, to be 
borne by the people as a whole. In addition to the costs 
occasioned by special expedited services rendered in the 
movement of troops and munitions, there has been a large 
number of increases in wages to labor since the war com- 
menced in Great Britain. These advances in wages have 
been taken care of in that country as follows:- One-fourth 
of the first advance was assumed by the railroads reducing 
their guaranteed return by that amount; three-fourths of 
this first advance was borne by the government; and all 
Subsequent increases in labor costs have been borne by 
the government. In Great Britain there has been no gen- 
eral advance in freight rates since the beginning of the 
war. 

The policy adopted of shielding American railroads from 
the effects of the war by protecting them from advances 
in the cost of labor and supplies, and from the increased 
costs occasioned by the special services rendered govern- 
ment transportation, may be entirely just. This is one 
phase of the great war emergency that confronts us. 

We want our government to have every’ dollar neces- 
sary to the successful prosecution of the war. That cause 
comes first. The shippers of the United States are will- 
ing and glad to bear their fair share of the burdens cast 
upon the American people by reason of this great task 
our nation has undertaken for the sake of a world democ- 
racy. But it is absolutely unreasonable, unfair and unjust 
to compel the shippers to pay their own increased costs, 
and in addition thereto to bear the entire burden of shield- 
ing the railroads from any increased costs. Such a pol- 
icy cannot be forced upon the American people in the name 
of patriotism. 

The memorial was signed as follows: National Federa- 
tion of Shippers, by Henry C. Wallace (of Des Moines, Ia.), 
president; M. R. Myers (of Chicago, Ill.), secretary. Amer- 
ican Petroleum League, by C. L. Maguire (Minneapolis, 
Minn.), president; John D. Reynolds (Chicago, IIl.), sec- 
retary. Western Petroleum Refiners’ Association, by Rob- 
ert L. Weich (Kansas City, Mo.), general counsel; W. E. 
MacEwen (Kansas City, Mo.), chairman transportation 
committee. National Petroleum Association, by C. D. Cham- 
berlain (Cleveland, Ohio), general counsel; F. W. Boltz 
(Cleveland, Ohio), traffic manager. National Live Stock 
Shippers’ Protective League, by J. H. Mercer (Topeka, 
Kan.), president; Edward F. Keefer (Chicago, IIl.), secre- 
tary; S. H. Cowan (Ft. Worth, Tex.), general counsel; 
Graddy Cary (Louisville, Ky.), assistant counsel. State 
Live Stock Association of Illinois, by Jay R. Brown, secre- 
tary. The Corn Belt Meat Producers’ Association, by A. 
Sykes (Ida Grove, Iowa), president. National Counsel of 
Farmers’ Co-Operative Associations, by H. W. Danforth 
(St. Louis, Mo.), president; J. W. Shorthill (York, Neb.), 
secretary. Clifford Thorne, of Counsel. Chicago, IIl., May 
25, 1918. 

Mr. Thorne says the associations’ signature to the me- 
morial have a combined membership of more than a mil- 
lion shippers and that in the twenty-four hours prior to 
May 28 he received letters and telegrams from 200 firms 
and associations authorizing their signatures in aduition to 
those appended. 


RAILWAY CLAIMS VINDICATED 


(Bulletin of Bureau of Railway News and Statistics) 
Apropos of Director-General McAdoo’s order providing 
for a record raise in railway wages with a record raise 
in freight and passenger rates, it is interesting to note 
that it merely follows the forecast of the Bureau of Rail- 
way News & Statistics’s Bulletin of January 17 last, which 
said: 
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“When it comes to meeting an advance of anyth ig ap 
proaching 40 per cent on a payroll of over a billi n anq 
a half dollars per annum, there can be no alternati\ - from 
an advance of an average of at least 20 per cent on reight 
rates, unless the railways are to become a charge on the 
national treasury during the war.” 

How the appeals of the railways to the Interstai. Com. 
merce Commission to grant rate advances to mct the 
rising cost of operation have been justified by ev ntg js 
thus told in the Railway Gazette (London, May 3): 

“A year ago the Interstate Commerce Commission was 
considering an application from the railways of the United 
States for an all-round advance of 15 per cent in their 
rates, but, as related on page 3 of our issue of July 6 last, 
this was only in part granted. Some advances in tiie east- 
ern states were conceded, but those, except for ‘uel, in 
the southern and western states, were declined. Tlic argu. 
ment put forward by the companies was based mainly on 
the results of February, 1917, but the Commission was able 
to show that, judging by the results of March and April, 
the fears of the companies were ill founded. Permission 
was, however, given the companies to raise the question 
again the following October. On page 498 of our issue of 
November 9 last we related how, on the previous Monday, 
the companies renewed their application, and that the 
Comptroller of the Currency had declared that the then 
rates were insufficient to maintain the credit of the com- 
panies. In passing, it may be remarked that what has 
made this declaration of special interest is that Mr. J. S. 
Williams, the gentleman in question, has since been made 
Director for the Division of Purchases and Supplies under 
the Director-Gencral of Railways. At the time the rail- 
roads were taken over by President Wilson the decision 
of the Commission had not been given, and it was not until 
March 15, the day after the bill for the contro! of the 
railroads by the government was passed, that judgment 
was handed down. This was, however, in favor of the 
railroads, too late, though, to do more than to vindicate 
their action a year ago.” 


FORMS FOR SUPPLEMENTS 
The Trafic World Washington Bureau. 
The Interstate Commerce Commission May 29 issued 
two special permissions, No. 45950 and No. 45951, for the use 
of common carriers under federal control, without specify- 






















ing what ones are and what ones are not under such con- | 


trol, in filing supplements to make effective the rates oF 
dered by the President, in Director-General McAdoo’s get 
eral order No. 28. The first mentioned pertains to the form 
of suppplments to freight tariffs and the second to tariffs 
pertaining to passenger tariffs: The freight permission 
and form are as follows: : 


Whereas, The President of the United States throug! 
the Director-General, United States Railroad Administra 
tion, has initiated and prescribed freight rates to be ap 
plied on all freight traffic carried by railroad and steal 
ship lines under federal control, except traffic carried el 
tirely by water to and from foreign countries, as set forth 
in General Order No. 28, dated May 25, 1918, of said 
Director-General: 

And whereas, The Director-General, United States Rail- 
road Administration, has requested such modification of 
the tariff rules of the Commission as will permit said cat 
riers under federal control to file special supplements 10 
freight tariffs in abbreviated form and to permit filing with 
this Commission by such carriers freight tariffs and ef 
fective supplements which have not been heretofore filed, 
thereby enabling carriers under federal control, in the 
present emergency, to secure in an economical and ex 
peditious manner increased revenues to be derived from 
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increases in freight rates initiated and prescribed, in said 
General ‘rder No. 28, of May 25, 1918; and 

It app ring, That the Commission’s rules and regula- 
tions, Ta iff Circular 18-A, in section (i) of Rule 4 require 
an explic’. statement of the rates, in cents or in dollars and 
cents, per 100 pounds, per barrel or other package, per 
ion or per car, together with the name or designation of 
the places from and to which they apply; in section (e) 
o- Rule § limit the number of and the volume of effective 
supplements to any tariff and forbid supplements to tar- 
ifs issued in loose-leaf form; in section (k) of Rule 9 
prohibit @ change in any rate sought to be increased by a 
rate which is under suspension by order of the Commis- 
sion; and in section (a) of Rule 54 provide that rates filed 
must be allowed to go into effect, and cannot be changed 
for at least 30 days after the date when the rates have 
hecome effective; 

It is ordered, That the provisions of Tariff Circular 18-A 
in Rules 4 (i), 9 (e), 9 (kK) and 54 (a), be, and they are 
hereby, temporarily waived in the particulars hereinafter 
set forth, but not otherwise, as to, and confined to, spe- 
cial supplements filed under authority hereof by com- 
mon carriers under federal control; provided, that there 
shall not be in effect at any time more than one such 
special supplement to the same tariff; and 

It is further ordered, That said carriers under federal 
control be, and they are hereby, permitted to file special 
supplements to freight tariffs to provide for cancellations, 
ninmum weights, minimum charges, and increases in 
rates and charges by the percentages or amounts set forth 
in said general order of the Director-General; and such 
special supplements shall be in form as follows: 

(Title, page.) 
Special Supplement to I. C. C. Nos. 
shown herein. 
SPECIAL SUPPLEMENT TO TARIFFS 
Issued by 
{Name of Carrier, Carriers, or Agent.] 
Applying in connection with participating carriers shown 
in tariffs and supplements thereto enumerated herein. 
Increase in Freight Rates 

Freight rates named in tariffs and supplements thereto, 
listed on pages .... to ...., inclusive, are hereby increased 
to the rates shown in Column B or rate table on pages 

, 10 ., inclusive. 


(See application of rates, page 2. 


[Insert here notation required by 15th Section Order 
No. 666, of May 27, 1918, in instances where that order is 
used as authority for changes, cancellations, etc.] 

This schedule contains rates that are departures from 
the terms of the amended fourth section of the act to 
regulate commerce under authority of Interstate Commerce 
Commis:’ 1, Fourth Section Order No. 7316 of May 27, 
1918, . 

The form 
of Interstate Commerce Commission Special 
No. 45950 of >..y 27, 1918. 

, 1918. Effective 1918. 
Insert hcre legend required by the Director- 
General of Railroads’ General Order No. 28. 


Permission 


(Pages 2 and 3.) 
Application of Rates 


_ Effective June 25, 1918, all rates then in effect named 
i tariffs enumerated herein and in prior supplements 
thereto, as indicated, to each of which tariffs this is a 
special supplement, are increased to the rates shown in 
Column B in Table of Rates on pages .... to ...., in- 
clusive ‘ereof, 

If a prior supplement thereto contains rates to bec me 
effectiv: upon a later date as indicated hereon, such rates 
Will, on such later effective date, be increased to the rates 
shown |, Column B in the Table of Rates. 


Exceptions 


This -applement DOES NOT increase 
, Char 3 for terminal or transit services or facilities, 
switchi <, weighing, demurrage, car service, transfer, di- 
version. reconsignment, refrigeration, icing, storage, eleva- 
lion, or other -special services. 


f this supplement is permitted by authority | 
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RULES 
Rates in Cents (Except Cents Per Car) 


1. Where rates named in tariffs or prior supplements 
thereto, as enumerated herein, in cents per hundred 
pounds, per package, per ton, per shipment, or other unit 
(except rates in cents per car—see Rule 6) are included 
in the figures shown in Column A, the rates shown oppo- 
site thereto in Column B will apply. 


Rates in Dollars Per Hundred Pounds 

2. Where tariff or prior supplements thereto, as enum- 
erated herein, name rates in dollars, or dollars and cents, 
per hundred pounds, use the equivalent in cents per hun- 
dred pounds and apply figures shown in Column B oppo- 
site figures shown in Column A. 

Rates in Dollars (Except Per Hundred Pounds, Per Ton, 
or Per Car) 

3. Where tariff or prior supplements thereto, as enum- 
erated herein, name rates in dollars, or dollars and cents, 
per unit (other than per hundred pounds, per ton, or per 
car—see Rules 2, 4 and 5, respectively), use the figures in 
Column A as expressing dollars and fractions thereof, and 
apply figures shown in Column B opposite figures shown 
in Column A. 


Rates in Dollars Per Ton 


4. Where tariff or pricr supplements thereto, as enum- 
erated herein, name rates in dollars, or dollars and cents, 
per net or gross ton, use the equivalent in cents per net 
or gross ton and apply rate in Column B opposite such fig- 
ure, subject to Rule 8 (b). 

Example: Where rate in tariff is $1.25, the equivalent 
is 125 cents; 125 in included between 124.99 and 125.39 in 
Column A; the rate in Column B opposite thereto is 156% 
cents, or $1.56%4, and under Rule 8 (b) the rate to apply 
is $1.60 per ton. 


Rates in Dollars Per Car 

5. (a) Where tariff or prior supplements thereto, as 
enumerated herein, name rates in dollars, or dollars and 
cents, per car regardless of weight, use the figures in 
Column A as expressing dollars and cents, and apply fig- 
ures shown in Column B opposite figures shown in Col- 
umn A. 

Example: Where rate in tariff is $125.00 per car, the 
equivalent is 125; 125 is included between 124.99 and 125.39 
in Column A; the rate in Column B opposite thereto is 
15614, or $156.50 per car, regardless of weight. 

(b) Where tariff or prior supplements thereto, as enum- 
erated herein, name rates in dollars, or dollars and cents, 
per car of a specified weight and provide that excess weight 
will be charged for in proportion, first determine the per 
car charge by the method shown in Rule 5 (a), and then 
determine the charge on the actual weight of the car by 
the following method: 

If a new rate of $38.00 applies per car of 20,000 pounds, 

26000 
the charge for a car of 26,000 pounds will be of 
20000 
the rate for 20,000 pounds, thus $38.00 x 26/20 equals 
$49.40, and under Rule 8 (c) the charge for a car of 26,000 
pounds is $49.50. ‘ 
Rates in Cents Per Car 

6. (a) Where tariff or prior supplements thereto, as 
enumerated herein, name rates in cents per car regard- 
less of weight, use the equivalent in dollars, or dollars and 
cents, taking the figures in Column A as expressing dollars 
and cents, and apply figures shown in Column B opposite 
figures shown in Column A. 

Example: Where rate in tariff is 5,140 cents per car, the 
equivalent is $51.40; 5,140 is included between 51.39 and 
51.79 in Column A; the rate in Column B opposite thereto 
is 6414, or $64.50 per car, regardless of weight. 

(b) Where tariff or prior supplements thereto, as enum- 
erated herein, name rates in cents per car of a specified 
weight and provide that excess weight will be charged for 
in proportion, first determine the per car charge by the 
method shown in Rule 6 (a), and then determine the charge 
on the actual weight of the car by the following method: 

If a new rate of $64.50 applies per car of eee” yea 

0 
the charge for a car of 26,000 pound swill be of 
20000 

. 26 

the rate for 20,000 pounds, thus $64.50 x — $83.85, 
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and under Rule 8 (c) the charge for a car of 26,000 pounds 

is $84.00. 

Rule for Arriving at Rates Higher Than Shown in Rate 
Table. 


7. Where rates in tariff or prior supplements thereto, 
as enumerated herein, are higher than found in column 
A, such rates will be increased 25 per cent, observing the 
following rules for the disposition of fractions in obtain- 
ing the increased rates: 

Rules for Disposition of Fractions. 

8. In computing or applying increased rates fractions 
will be disposed of as follows: 

-(a) Rates per 100 pounds or per package. 

Fractions of less than 4, or .25, omit. ; 

Fractions of 4, or .25, or greater, but less than %, or 
.75, state as one-half (1%), or as fifty one-hundredths (.50). 

Fractions of %, or .75, or greater, increase to the next 
whole figure. 

(b) Rates per ton. 

Amounts of less than five (5) cents, drop the odd cents; 
thus—$1.13 when the odd 3 cents are dropped will be 
$1.10 per ton. 

Amounts of five (5) cents or more, but less than ten 
(10) cents, convert to ten (10) cents; thus—$1.18 when 
the odd 8 cents are converted to 10 cents will be $1.20 
per ton. 

(c) Rates per car. 

Amounts or less than twenty-five (25) cents, omit or 
drop; thus—$25.24 will be converted to $25 per car. 

Amounts of twenty-five (25) cents or more, but less 
than seventy-five (75) cents, to be converted to fifty (50) 
cents; thus—$25.65 will be converted to $25.50 per car. 

Amounts of seventy-five (75) cents or more, but less 
than one (1) dollar, to be converted to one (1) dollar; 
thus—$25.75 will be converted to $26 per car. 

9. Minimum rates and charges. 

(Insert here the minimum class rates, minimum carload 
charges, and L. C. L. minimum charge rule prescribed in 
the Director-General’s General Order No. 28.) 

(Page 4 and subsequent pages.) 


Table of Rates. 


Subject to application of rates and to rules, pages — 


and —. (For minimum rates and charges see rule 9.) 
r® B 

Over 0 but not over SE eee eee Te re 1 

Over . ff eee Serre rrr ier cece Te rT ee 1 

Over 1.39 but not over OS See ree rarer Perrier ree 2 

Over 67.79 but NOt OVEF. BB.19..... 06 vccccccccsessccvcoccesses 72 

re: rr re Oe Ce od. ccccaeeeeeiee caanee oeneene 73 

Over 58.59 but not over 5 

Over 114.19 but not 

Over 114.59 but not over 114.99 

Over 114.99 but not over 115.39 


[When tariff supplemented contains both class and com- 
modity rates which are increased by percentage, and 
commodity rates which are increased by specific amounts 
by General Order No. 28 of the Director-General, such 
increases by specific amounts may be, where practicable, 
provided for here under head of “Exceptions to Table of 
Rates” in clear and definite form both as to the rates so 
increased and the tariff and prior supplements in which 
the rates to be thus increased will be found. In such 
instances the application of rates on page 2 of special 
supplement must be modified by adding at the end of 
both first and second paragraphs thereof the following: 
“Except as otherwise provided in ‘Exceptions to Table of 
Rates’ on pages — to — hereof,” and Rule 7 must be 
modified in similar manner.] 

[Add lists of tariffs by I. C. C. numbers to which this 
is a special supplement, followed by the special supple- 
ment numbers, and the numbers of supplements subject 
to the special supplement. Other Commission and car- 
riers’ serial numbers may be shown.] 

It is further ordered, That when tariffs contain both 
class and commodity rates or commodity rates increased 
by percentage, and commodity rates increased by specific 
amounts by said General Order No. 28 of the Director- 
General, increases by such’specific amounts may be, when 
practicable, included in special supplements as exceptions 
to the rate table in manner indicated in the form of spe- 
cial supplement herein set forth; and that when com- 
modity rates increased by specific amounts by said gen- 
eral order are separately published, said carriers under 
federal control be, and they are hereby, permitted to file 
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special supplements to such commodity tariffs to 

for increases in freight rates by a specific and UNifory 
amount without specifically publishing the exact rates pet 
100 pounds, per package, per ton, or per Car, or tie Dames 
or designations of the places from and to which Such 
rates apply; 

It is further ordered, That said carriers under fede 
control be, and they are hereby, permitted to file regular 
supplements to freight tariffs, which shall explicitly Dub. 
lish the said increased freight rates in manner 1nd for 
required by section (i) of Rule 4, Tariff Circular 194 
without regard to the number of or volume of the effective 
supplements to the tariff thus supplemented; 

It is further ordered, That freight tariffs and effectiy, 
supplements not heretofore filed with this Commission may 
be filed by carriers under federal control, by forwarding 
two (2) copies of such tariffs and effective supplements 
together with two copies of a special supplement therets 
in the form herein authorized; provided, that should any 
such tariff contain joint rates the necessary participating 
carriers shall be added thereto by supplements unless they 
are already named in the tariff or previous supplements 
thereto. Such tariff shall be given a consecutive I. ¢, ¢ 
number by writing or stamping such I. C. C. number 
upon title page of copies of tariff filed with the Commis. 
sion, and by numbering each effective supplement as aq 
supplement thereto by its current supplement number, 
Such special supplement will be given the next higher 
supplement number and must list the numbers of all 
effective supplements in the usual manner. 

It is further ordered, First, that any such special sup- 
plement herein authorized may be designated as supple. 
ment to one or more tariffs, including tariffs of less than 
five (5) pages when desirable, and may be filed without 
regard to the number of or the volume of the effective 
supplements to the tariff thus supplemented; provided, 
that no such special supplement shall consist of more 
than twelve (12) pages; 

Second—That such special supplement shall be posted 
with the tariff to which it is a supplement, and that tariffs 
and effective supplements not hitherto filed with this Com. 
mission by carriers under federal control, which are filed 
under authority of this special permission, together with 
special supplements thereto, shall be posted as required 
by the Commission’s order of Oct. 12, 1915; 

Third—That such special supplement may not contain 
any matter other than the necessary provisions for in- 
creasing freight rates and charges as set forth in said 
general order of the Director-General; or such as may be 
required by this. special permission; 

Fourth—That no special supplement issued in the form 
herein authorized to be filed shall at any time be reissued 
in like form unless authorized by special permission of 
the Commission; 

Fifth—That, unless otherwise authorized by the Com 
mission, no subsequently filed supplement to a tariff may 
be made subject to the rules or rates contained in the 
special supplement herein authorized to be filed; and that 
each subsequent supplement shall bear at top of its title 
page the following notice in bold type, viz.: ‘Rates and 
charges named in this supplement are not subject to in 
creases shown in Special Supplement No. —”; 


Sixth—That, except as otherwise provided, tariffs or 
supplements to tariffs issued and filed subsequent to the 
filing of the special supplement herein authorized shall 
conform, in all particulars, with the Commission’s rules 
and regulations, Tariff Circular 18-A; provided, that 4 
rate or rates reissued from a previous effective supple 
ment, if the increased rate or rates and charges will com 
tinue to apply, shall be revised so as not to increase such 
rate, rates, or charges above the rate or rates applicable 
under the special supplement hereby permitted to be filed, 
and shall be shown as reissued items in the customary 
manner, the effective date of such reissued item or items 
to be that date upon which the change was effected by 
the special supplement; - 

It is further ordered, That all items in freight tariffs 
of carriers under federal control, which are confined 1 
their application to intrastate traffic, if not canceled under 
authority of said General Order No. 28 of May 25, 1918 
may be amended by the elimination of the provisions 
which confine such rates to intrastate traffic; , 

And it is further ordered, That the provisions of this 
special permission be, and they are hereby, limited t 
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‘der No. 27, fixing the wages of railroad employes. 


.the list, 
‘now being considered, will also be added if decision shall 
ibe reached to retain the Pullman Company under federal 


and covfined to, freight tariffs containing freigh# ates in 
which one or more carriers under federal control par- 
ticipate as initial, intermediate or terminal carriers, un* 
less otherwise authorized by the Commission. 

This special permission is void if schedules issued here- 
under are not filed with the Commission prior to June 
95, 1918, unless extension is granted by the Commission. 

By the Commission, Division 2. 


ORDER FOR PAY INCREASES 


The Traffic World Washington Bureau. 
Director-General McAdoo issued May 26 his General Or- 
The 
order applies to the employes of 164 railroads named in 
the order, and in addition to such roads, “all terminal, 
‘mion station and switching companies, all or a majority 
of whose stock is owned by railroads named.” The order 
states further that such other railroads as may be re- 
tained in federal control on July 1, 1918, will be added to 
and that the Pullman Company, whose status is 


control. The increases aggregate something like $300,000,- 
(#00 for nearly 2,000,000 employes. 

‘The wage increases are included in article 2, and are 
subdivided as follows: 

Section (a)—Rates of wages of railroad employes paid 
upon monthly basis. 

Section. (b)—Rates of wages of railroad employes paid 
upon daily basis. 

Section (¢)—Rates of wages of railroad employes paid 
upon hourly basis. 

Section (d)—Rates of wages of railroad employes paid 
upon piece work basis. 

Section (e)—Rates of wages of railroad employes paid 
upon mileage basis. 

The rates named in the order do not substantially vary 
from those recommended by the Railroad Wage Commis- 
sion, but certain modifications are made which grant to 
common labor increase of 21%4 cents per hour in excess of 
wages paid on December 31, 1917, when increase recom- 
mended by Wage Commission is less than that amount 
and which establish a minimum rate of 55 cents per hour 
for such shop trade as machinists, boiler makers, black- 
smiths and other mechanics who receive same basis of 
rates, 


The original recommendation of the Wage Commission, 
which has been substantially adopted in the Director-Gen- 
eral’s order for wage increases, appears to have been based 
upon the “average monthly earnings” for each class of 
service for the month of December, 1915. In the tabular 
Statement of monthly rates recommended by the Railroad 
Wage Commission, the percentages of increase are as high 
as 43 per cent for employes receiving under $46 per month, 
the percentage gradually decreasing in what appears to be 
4 constant ratio, leaving no increase to employes whose 
Wages were $250 in December, 1915. 

While this ratio of percentages appears to be uniform, 
the actual amount of increases are shown to extend from 
$20 per month to the lowest paid men up to $33.60 for 
those who were receiving $32 in December, 1915, and then 
— decreasing to no increase for those who received 

0 

Other tables of rates of wages for men paid on daily 
basis, hourly basis, piece work basis and mileage basis 
apparently were prepared by the Wage Commission upon 
the same progressive theory. 


THE TRAFFIC WORLD 


1195 


Examples or illustrations are given after each table 
showing how the wage rates will be applied. 

Under Section (F), General Rules for Application of 
Wake Increases, it is, shown that the new wage is based 
upon thé rate covering ‘the, position and not upon the in- 
dividual eniploye who may, be filling such position and 
that the wage in¢érease named in the order shall be based 
upon the rate of wages in effect, in December, 1915, and 
that if since December, 1915; employes have received in- 
creases in wages, such increases are charged against the 
employes and only the additional increase granted aa the 
wage order is now to be added. ; 

WherefYer wages or rates of overtime are now higher’ 
than those fixed by the order, they will remain undisturbed, 
and no adjustment of hours of work will be permitted 
which will serve to deprive any employe of the full amount 
of the increase compensation to which he is now entitled 
under the order. 

The order is made effective as of January 1, 1918, and 
back payments will be made to employes as promptly as 
possible, separate from the current wage payment and for 
each month ag rapidly as the computations are made for 
such months. 

Colored firemen, trainmen and switchmen, in addition 
to securing the increase recommended by the Wage Com- 
mission, will have their wages advanced to the same as 
white men employed on the same roads and for the same 
work on June 1, 1918, but back payments will not apply to 
this increase, which is made effective as of June 1, 1918. 

A marked deviation from the recommendation of the 
Railroad Wage Commission is found in article 3, Rules Gov- 
erning Conditions of Employment, wherein the basic eight- 
hour day is established. This deviation, however, does not 
reduce the hours of employment at present worked, nor 
does it increase the total compensation fixed in the order 
for the number of hours now worked in excess of eight 
hours. The following examples illustrate the method of 
applying the wage increase to the basic eight-hour day: 


Position which in December, 1915, paid $2 per 9-hour day: 

Old rate, $2 per day. 

New rate, $2.51 for 8-hour basic day. 

Overtime, 31.4 cents per hour. 

New rate, $2.83 for 9-hour service; 83 cents’ increase. 

Position which in December, 1915, paid $100 per month, 
working 11 hours per day for 31 working days: 

Old rate, $100 per month. 

New rate, $95.82 per month, basic 8-hour day. 

Overtime, $35.93—93 hours at 38.64 cents per hour. 

New rate, $131.75 for same service; increase $31.75. 

An employe who earned $100 a month in December, 1915, 
is given by the order an increase of $31.75 per month, 
making his present rate $131.75 per month. In the appli- 
eation of this increase, $95.92 is apportioned to the basic 
8-hour day, and $35.93 is apportioned to the overtime. 

While this does not actually reduce the hours of employ- 
ment now in effect, or increase the compensation recom- 
mended by the Wage Commission, it does establish the 
basic 8-hour day upon which further wage adjustment will 
be based. 

The Director-General states in his order that “when 
women are employed their working conditions must be 
healthful and fitted to. their needs. The laws enacted for 
the government of their employment must be observed, and 
their pay, when they do the same class of work as men, 
shall be the same as that of men.” 

The order also creates a Board of Railroad Wages and 
Working Conditions and appoints as members of such 
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board J. J. Dermody, F. F. Gaines, C. E, Lindsey, W. E. 
Morse, G. H. Sines and A. O. Wharton. The duties of this 
board will be to hear and investigate matters presented by 
railway employes or their representatives affecting— 

1. Inequalities as to wages and working conditions, 
whether as to individual employes or classes of employes. 

2. Conditions arising from competition with employes 
in other industries. ; 

3. Rules and working conditions for the several classes 
of employes, either for the country as a whole or for dif- 
ferent parts of the country. 

The board will also hear and investigate other matters 
affecting wages and working conditions referred to it by 
the Director-General. The board is solely an advisory 
board and will submit its recommendations to the Director- 
General for his determination. 

Questions arising as to the intent of the order are to be 
referred to Railway Board of Adjustment No. 1 and other 
similar boards when created, who will investigate and 
report recommendation to the Director-General, but no 
decision will be rendered by such boards until after ap- 
proval of the Diréctor-General of such interpretations. 

Where employes of any class are not covered by any 
board of adjustment so far created, questions arising as to 
the intent of the order concerning such employes shall be 
submitted to the Director of the Division of Labor, United 
States Railroad Administration, Washington, D. C. 


TIME FOR PAYING FREIGHT BILLS 


The Traffic World Washington Bureau. 
A delegation of commercial traffic managers under the 
leadership of G. M. Freer and W. H. Chandler, of the Na- 
tfonal Industrial Traffic League, protested vigorously May 
27 against the reduction of credit on freight bills to forty- 
eight hours ordered to go into effect July 1. Others in 
the delegation were Harry W. Glover, Southern Cotton 
Oil and Virginia Chemical Co.; J. M. Belleville, Pittsburgh 
Plate Glass Co.; W. W. Manker, Armour.& Co.; F. H. 
Frederick, Swift & Co.; Assistant Traffic Manager Rad- 
cliffe, Procter & Gamble; Assistant Traffic Manager Wilch, 
Youngstown Sheet and Tube Co.; H. D. Rhodehouse, 
Youngstown Chamber of Commerce; Assistant Traffic 
Manager Lucas, American Tobacco Co.; H. D. Baldwin, 
United Shoe Machinery Co.; C. W. Nash, Albany Chamber 
of Commerce, speaking for a group of paper manufac- 
turers, and C. S. Bellsterling, U. S. Steel Corporation and 
subsidiaries. They told C. A. Prouty that payment within 
forty-eight hours meant duplication of work through claims 
for overcharges, and that both shippers and carriers would 
have to increase their clerical forces to carry out the 
cash plan because the railroads no Jonger attempt to re- 
vise freight bills before presentation to shippers. 


Mr. Prouty seems to have a sympathetic ear for the 
shippers. They suggested one week. He did not resist 
that, admitting that it was not desirable to force an in- 
crease in clerical work if correct bills could not be pre- 
sented in forty-eight hours. - 

The chief objection urged by the traffic managers who 
called on Director Prouty was that correct freight bills 
cannot be rendered within forty-eight hours, let alone 
checked by the shipper; that when an incorrect or unre- 
vised bill is paid it means the creation of claims for over 
or undercharges, the settlement of which will require more 
time than would have been used in revising and correcting 
the bills before payment. 

It was asserted that since the government took over 
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the railroads the carriers have abolished their fre ght pjy 
revision forces. Since the abolition of the off-line age) 
cies, the local agents at places even as big as Chicago 
have been at a loss for information as to the prope 
charges’ to be assessed on freight sent to Chicagu on ¢y). 
lect bills. 

One of the traffic managers in the party told M: Prouty 
that since the dismissal of the off-line agents tie loca 
agents in Chicago have called up his tariff clerk: on ap 
average of six times a day asking to be told the tate, fo 
instance, on marble from Georgia points to Chicagy. They 
excused themselves on the ground that they had not time 
to look up the tariffs and they knew that his force had the 
tariffs at their finger ends and would be glad to accom 
modate the inquirers. 

The inquiries were as to commodities the traffic mana. 
ger’s force would never have to use. The railroad me 
asked for the quotation of rates simply because they knew 
that that traffic manager had hired the best of rate clerks, 
and had a clerical force big enough and intelligent enough 
to be able, in a jiffy, to quote a rate on anything from 
anywhere to any other place. The railroads now have no 
such information, except after laborious research. The 
off-line agents had such organizations but in the interest 
of “economy” for the railroad or United States treasury, 
offices of that kind have been eliminated and much of the 
expense placed upon the shippers who have obliging 
forces that will work for a government institution that 
cannot possibly reciprocate, even if it has the desire. 

The Director-General’s justification for cutting down the 
credit limit to forty-eight hours-is that thereby he re. 
moves discriminations between shippers. But it is argued 
that this argument would not hold before the Interstate 
Commerce Commission. Every shipper, big or little, who 
obtains credit, now has on file a bond for the payment 
of freight bills within the time named therein and every 
shipper has had the opportunity to file such a bond. If 
the commercial rating of some shipper is not so good as 
that of another, that is a misfortune, not created by the 
carrier, and one which the carrier nor the Commission is 
authorized by law to undertake to remove. Any discrim- 
ination that may result is a discrimination arising from 
the fact that one man has six dollars while the other 
may have no dollar at all. 


Those interested in having Director-General McAdoo re- 
vise his order reducing the credit period to forty-eight 
hours feel some hope that the order will be modified so 
as to provide for four settlements each month, freight 
bills to be rendered on the 7th, 15th, 22d and the last 
days of the month. The thought is that time and clerical 
work will be saved if there are weekly settlements. 


In their talk with Director Prouty, the men representing 
the National Industrial Traffic League frankly admitted 
that there have been abuses of the credit extended dur- 
ing the existence of the competitive system. They told 
Director Prouty that they were astonished that 2 man 
so well informed as he should take any stock in the talk 
from the Director-General’s office about discrimination. 
They suggested that such talk might well be expected 
from a branch of the government service that has its eyé 
out, more or less, for political effect, but they thought 
he had had experience enough to know that discrimina- 
tion meant a difference in treatment under like circum 
stances and conditions; that there is always discrimina 
tion between the man who does a retail and a ma: wh0 
does a wholesale business simply because the operations 
of the latter are so large that he cannot be trea‘ed iD 
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the sal way that the man who does a smaller volume 


of business. 

The whole subject will be discussed in a conference of 
accounting officers on one side and representatives of 
shippers on the other. There will be two committees rep- 
resentine the shippers. One, selected by Guy M. Freer, 
will represent shippers generally, and the other, selected 
py C. S. Belsterling, will speak for the iron and steel in- 
dustry. Both committees, however, will be composed of 
men whose organizations are represented in the league. 
The general committee consists of H. W. B. Glover of 
the Virsinia Chemical Company; IF. H. Frederick, Swift 
& Co.; W. H. Chandler, Boston Chamber of Commerce; 
T. T. Harkrader, American Tobacco Company; and J. M. 
Belleville, Pittsburgh Plate Glass Company. 

The iron and steel committee is composed of J. J. Camp- 
pell, comptroller of the Carnegie Steel Company; B. C. 
Moise, National Tube Company; J. L. Mullin, Oliver Iron 
Mining Company; and A. C. Graham, Youngstown Sheet 
and Tube Company. 


PAYMENT OF FREIGHT BILLS 


The Traffic World Washington Bureau. 

The formal general order No. 25, of the Director-General, 

and circular No. 4, signed by C. A. Prouty, establishing 

the forty-eight hour credit basis for the payment of freight 
charges, effective On July 1, are as follows: 


General Order No. 25. 


Effective July 1, 1918, the collection of transportation 
charges, by carriers under federal control, for services 
rendered, shall be on a cash basis, and, effective as of that 
date, credit accommodations then in existence which may 
be in conflict with the following regulations shall be can- 
celled. 

(1) Tickets shall be sold only for cash in advance of 
service, Baggage charges are subject to the same rule as 
tickets, except C. O. D. baggage and storage charges, which 
must be paid in cash before delivery. 


(2) In eases where the enforcement of this rule, with 
respect to freight, will retard prompt forwarding or de- 
livery of the freight or the prompt release of equipment 
or station facilities, carriers will be permitted to extend 
credit for a period of not exceeding forty-eight (48) hours 
after receipt for shipment of a consignment if it be pre- 
paid, or after delivery at destination if it be a collect 
consignment, provided the consignor if it be a prepaid 
consignment, or the consignee if it be collect, file a surety 
bond, either individual or corporate, in an amount satis- 
factory to the treasurer of the carrier. The form of such 
bond shall be prescribed by the chief legal officer of the 
individual carrier, conditioned upon and providing for pay- 
ment of all charges within forty-eight (48) hours after for- 
warding or delivery of the freight. Upon receipt and ac- 
ceptance of such bond a carrier may accept and forward 
prepaid consignments or may deliver collect consignments 
in advance of payment of all charges thereon to the amount 
covered by the bond. Failure to pay such charges within 
the time prescribed will automatically cancel such credit. 


(3) ‘Treasurers of individual carriers are required to 
arrange and conduct all matters relating to such credits. 
They siiall designate the amount, and accept or reject the 
surety offered. Bonds may be required and accepted for 
individual consignments or blanket bonds may be accepted 
from individual shippers or consignees to cover all of their 
consigniuents for a given period; the period of the credit 
in such cases shall, however, be limited to forty-eight (48) 
hours .» each shipment as prescribed in the preceding 
paragrash, 

(4) %n case of any question as to the accuracy of 
charges, bills must be paid as rendered and claims pre- 
Sented ‘or alleged errors. This will not prevent adjust- 
ments |v agents of obvious errors. 

(5) Treight consigned to “order” or to “order notify” 
shall b- delivered only upon surrender to the agent of the 
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carrier of the original bills of lading for such freight, and 
the payment of the freight charges thereon as herein pro- 
vided. Provided, however, if such bill of lading be lost 
or delayed the freight may be delivered in advance of 
surrender of the bill of lading upon receipt by the car- 
rier’s agent of a certified check for an amount equal to 
one hundred and ten (110) per cent of the invoice, or upon 
receipt of a surety bond, either individual or corporate, 
acceptable to the treasurer of the carrier in an amount 
for twice the amount of the invoice. 

(6) The extension or creation or local collection bu- 
reaus or agencies will be authorized by the director of 
public service and accounting, as and when such bureaus 
may be found to be necessary or expedient. 

(7) Bonding or underwriting arrangements with re- 
spect to credits extended, now in effect by individual car- 
riers, shall be discontinued as of July 1, 1918, or as soon 
thereafter as existing contracts are terminable. 

(8) Advice of the foregoing regulations shall be prompt- 
ly given to all to whom credit accommodations are now 
given to the end that the regulations may be put into effect 
at the time specified with as little inconvenience as possible. 

(9) Payment of transportation charges by check will 
be considered as a payment in cash if the person, firm or 
company signing or endorsing it is known to the agent to 
be fully reliable. Checks are not to be taken or cashed by 
agents under any circumstances, except for transportation 
charges. 

(10) Until otherwise ordered, the foregoing rules will 
not apply to transportation service rendered other depart- 
ments of the federal government. 


Circular No. 4. 
The Director-General is about issuing an order putting 


‘the payment of all transportation charges upon a cash 


basis, and is especially desirous that this shall result in 
as little inconvenience as possible to the public. The rule 
should be interpreted in a practical business Way. If, for 
example, the consignee who is financially responsible is 
accustomed to send for his freight in the morning and the 
collection of the freight charge is effected in the afternoon, 
that should be treated as a cash transaction so long as the 
consignee continues to pay its freight charge promptly 
upon presentation of the freight bill. Similar application 
of the rule should be made in the collection of a prepaid 
charge from a shipper. That is to say, payment of such a 
charge, if made on the day the shipment is forwarded, 
will be treated as a cash transaction. 

The enforcement of the cash rule will require payment 
by the shipper and consignee, for the most part, without 
opportunity for the correction of errors in the freight bill, 
but in all cases where a mistake is obvious or where it is 
plainly indicated upon the face of the bill, the agent should 
make the correction before exacting payment. 


The Director-General is also anxious that the public shall 
understand that the reason for the promulgation of this 
order is to prevent discrimination between shippers and 
consignees. The extending of credit in the payment of 
transportation charges to one person while it is denied to 
another results in a preference in favor of the person to 
whom credit is given. While repeated attempts have been 
made in the past to check this evil, competitive conditions 
have rendered it impossible to do so. At the present time 
many shippers and consignees, especially large ones, enjoy 
with respect to many of their freight bills, a credit not 
only of days but of weeks and sometimes of months. There 
seems to be no way of dealing with this except to enforce 
the cash rule. 

The Director-General further instructs me to say that 
he has under consideration rules, which will be promul- 
gated in the near future, touching upon the settlement of 
overcharges and claims for loss and damage which he be- 
lieves will result in the prompt and fair disposition of 
such matters with a minimum of inconvenience to the 
public. 


McADOO APPOINTMENTS. 


Director-General McAdoo May 31 issued circulars Nos. 
28, 29 and 30, under date of June 1, creating the Allegheny 
region, with C. H. Markham as director, with office at 
Philadelphia; appointing B. L. Winchell director of the 
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southern region; and creating the Pocahontas region, with 
N. D. Maher as director, with office at Roanoke. 


EXPRESS COMPANIES MERGED 


The Trafic World Washington inioeos. 

Director-General McAdoo late May 28 announced the 
formation of a consolidated express company. He ap- 
proved the agreement among the merged companies and 
the contract between himself and the new company ne- 
gotiated in C. A. Prouty’s office. 

The contract as sent to Director-General McAdoo was 
in two parts, the first being the terms of merger and the 
second the agreement to be made between the consolidated 
express company and the Director-General as the head of 
all the railroad companies in the United States. 

Full responsibility for the consolidation is placed on the 
Director-General, presumably so as to have a defense in 
the event that some attorney-general initiates an anti- 
trust suit or even suggests a proceeding under that part 
of the law forbidding the consolidation of parallel and 
competing common carriers. The essential parts of the 
contract providing for the consolidation, including the 
defense in an anti-trust suit, are as follows: 


Whereas the Director General is of the opinion that 
the express transportation business upon the railroads and 
systems of transportation under Federal control can be 
most efficiently carried on through the agency of a single 
corporation, which shall act as the sole agent of the Gov- 
ernment in conducting said business: 

Now, therefore, in consideration of the promises and of 
the covenants herein contained, the said parties have made 
the following agreement: 


First. That the Express Companies, as soon as may be 
after the date hereof, shall cause to be organized a cor- 
poration for the purpose of carrying on for the Director 
General the express transportation business upon the rail- 
roads and systems of transportation under Federal con- 
trol, and elsewhere as may be determined by the Director 
General, in connection with the express transportation busi- 
ness thereupon. Said corporation shall have a capital 
stock not exceeding forty million dollars ($40,000,000.00), 
and the shares shall be subscribed and purchased at par 
by the Express Companies before named. 


Second. The Express Companies shall sell, convey, set 
over, and transfer to the said new corporation all prop- 
erty owned and used by them, respectively, in carrying 
on their express transportation business in the United 
States, including supplies and materials on hand in the 
supply departments and at the various offices of said com- 
panies, but not including cash or treasury assets, the 
aggregate value of which property is estimated to be, as 
of November 30, 1917, Thirty Million ($30,000,000.00) 
Dollars. 


If during the period intervening between said date, No- 
vember 30, 1917, and the taking over of the property of 
the said respective companies on July 1, 1918, any prop- 
erty or equipment shall have been purchased by any of the 
said Express Companies for use in their domestic express 
transportation business, said property shall be turned over 
to the said new corporation at cost less accrued deprecia- 
tion. It is understood that said Express Companies are 
to transfer to the said new corporation as aforesaid all 
of their property aforesaid used and usable in the con- 
duct of the express transportation business to be carried 
on as provided in this contract: Provided, however, That 
the said property to be turned over to the said new cor- 
poration of the value stated above does not include the 
office building of the American Express Company at 65 
Broadway, New York, the office building of the American 
Express Company at 23-29 West .Monroe Street, Chicago, 
or the office building of the Wells, Fargo Company on 
Sixth Street at Portland, Oregon. 


The new corporation shall be furnished cash by the 
Express Companies in a sufficient amount to constitute 
reasonable working capital. No shares of capital stock 
shall be issued except on payment therefor at par in cash, 





THE TRAFFIC WORLD 


Vol. XXI, No. 99 


or its equivalent in property at the fair market valve 
thereof. No evidences of indebtedness except ordinary 
bank or commercial loans for current purposes shall be 
made or issued by the new corporation without the prior 
approval in writing of the Director General; nor shail any 
lien of any kind be placed by it upon any property of the 
new corporation without the prior approval in writing of 
the Director General. All loans shal] be reported jo the 
Director General as soon as made. 

Third. Within the limit herein fixed the stock issued by 
said new corporation shall be sufficient to pay at par for the 
property so transferred to it and to provide the cash 
necessary for working capital. The initial issue of the 
stock of said new corporation shall not be made until! such 
issue shall have been approved in writing by the Director 
General. From time to time thereafter as additional funds 
may be necessary to purchase additional properiy or 
reimburse the company for additional property purchased 
or for working capital, additional stock may be issued by 
said new corporation, but no issue shall be made without 
the approval in writing of the Director General. 

Four. The Express Companies further agree that they 
will without additional compensation assign, transfer, and 
turn over to the said new corporation as of July 1, 1918, 
any and all leases, contracts, or agreements relating to 
their express transportation business in the United States, 
except contracts for express privileges with railroads or 
systems of transportation now under Federal control. 

As a condition of this agreement the Director General 
requires and the Express Companies consent that the sev- 
eral contracts of the Express Companies with the railroads 
and systems of transportation taken over by the Govern- 
ment under the President’s proclamation ef December 26, 
1917, shall be canceled and annulled from and after July 
1, 1918, and the parties hereby agree to take all neces- 
sary and proper steps in due time to bring about such 
cancellation and annullment of such contracts, which 
cancellation and annullment shall not affect rights at that 
time accrued and unsatisfied. 

The Express Companies shall assign as far as possible 
all contracts with any rail, water, or electric lines not 
taken over by the Government to said new corporation 
and’ shall not engage in the express transportation busi- 
ness in the United States during the period of contract 
between the Director General and said new corporation, 
except upon the approval of the Director General or when 
necessary to carry out a contract with a line not taken 
over by the Government and which they are unable to 
assign or cancel. 

The Express Companies agree that they will cause the 
new corporation to conduct after the termination of Fed- 
eral control, the express transportation upon the lines of 
individual railroads released from Federal control upon 
such reasonable terms as may be agreed upon between 
the new corporation and the individual railroad company. 
Failing to agree upon such reasonable terms, the matters 
in dispute shall be submitted to the Interstate Commerce 
Commission, whose decision, after full hearing thereon, 
shall be final. 

The said Express Companies severally agree that they 
will make no claim for damages against the Government 
or any railroad company on account of the cancellation of 
any contract with any railroad or system of transporta- 
tion taken under Federal control. 

Fifth. Said Express Companies also agree that they will 
assent to, and, so far as they can, promote the employ- 
ment by said new corporation of such of their officers, 
agents, and employees as may be necessary to the carry- 
ing on by it of said express transportation business afore- 
said. 


Sixth. The Director General agrees that upon the organ- 
jzation of the said new corporation he will enter into a 
contract with said new corporation upon the terms and 
conditions set forth in Exhibit “A” attached hereto and 
made a part hereof. 


Seventh. The said Express Companies may employ the 
said mew corporation during the period of said contract 
as the agent of said Express Companies in their foreign 
business and for the handling of money orders and other 
financial paper and for such other purposes as may be de- 
sired, unless in the judgment of the Director .Genera! the 
express transportation business conducted by said new 
corporation will be prejudiced thereby. Said Express Com- 
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panies shall pay to said new corporation such compensa- 
tion for its services as shall be agreed upon between the 
parties from time to time as fair and reasonable, which 
compensation shall be considered as a part of the gross 
contrac! income of said new corporation. The Director 
General, however, may require said contracts to be sub- 
mitted io him for his approval, and no contract disapproved 
by him shall thereafter be effective between the parties. 

Eighth. The Express Companies shall have the right 
to employ the new. corporation as their agent to close 
out all unfinished express transportation business of such 
Express Companies transacted prior to July 1, 1918, upon 
such reimbursement of said new corporation of any out- 
of-pocket cost, as may be agreed upon between the parties, 
subject to the approval of the Director General, and the 
new corporation shall until March 31, 1919, take charge 
of and from time to time, as requested by said Express 
Companies, deliver to them: at such points as may be 
designated by the Express Companies such of their books, 
records, and papers aS may not be necessary for the 
business of the new corporation. 

Ninth. Any controversy which may arise as to the per- 
formance of any part of this contract shall be submitted 
to and determined by the Interstate Commerce Commis- 
sion, and its decision thereon shall be final. 


The agreement between the Director-General and the 
consolidated express company, the name of which does not 
appear in the document, is to begin July 1 and run during 
the full period of federal control as that is limited by 
the fourteeth section of the act of March 21. The parties 
to it, the unnamed express company and the Director- 
General, declare that they make the agreement in the 
“interest of greater efficiency in express service and 
effecting economies in the operating expenses of both the 
railroads under federal control and the express company.” 
It is said in the same section of the agreement that un- 
less and until otherwise determined by the Director-Gen- 
eral this contract shall not apply to lines of railroad on 
which the express transportation business is exclusively 
conducted by the Northern, Great Northern and Western 
Express companies. 

The contract, in a general way, is the same as that 
now existing between the express companies and the rail- 
road companies, except that it did not, at the time of 
its submission to the Director-General, set forth the 
terms of the division of rates to be made between the ex- 
press company and the railroads. The understanding at 
the time of submission was that the percentage should 
be the average of compensation paid by the express com- 
panies during the ten years preceding the taking over of 
the railroads by the government. The essential parts 
of the agreement concerning divisions are as follows: 


From the gross revenue earned on the transportation 
by the express company of all the express traffic on all 
lines under federal control covered by this contract, under 
such rates, charges and classifications as shall be in force, 
it shall pay to the Director-General .... per cent. 

To the balance of the revenues thus remaining there 
Shall be added the following: 

Gross revenue derived from express transportation op- 
erations over any lines not under federal control, less 
Payments to such lines under contracts in force with 
them; all miscellaneous income derived from express op- 
erations, including rentals, compensation received for the 
sales of money orders or other financial paper, charges 
assessed in addition to transportation charges, such as 
value charges, and income from money or securities in- 
vested in the dividend guaranty fund as described in para- 
graph 4 of this section. The resulting total shall be known 
as “Gross Contract Income.” 


From) the gross contract income as here defined, the 
express company shall defray the operating expenses, 
rentals, taxes, except war taxes, and any other proper 
€xpeniitures not disapproved by the Director-General in- 
curred in express operations, the remainder being termed 
Contract Income for Division.” The term “Operating 
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expenses,” as herein used, shall embrace all items pre- 
scribed by the Interstate Commerce Commission’s classi- 
fication of express accounts as operating expenses for 
express companies. 

From the contract income for division, an amount equal 
to 5 per cent of the total par value of the outstanding 
capital stock of the express company shall first be set 
apart for the payment of dividends or general corporate 
purposes, herein termed “Primary Allowance,” which shall 
be cumulative. Any excess of contract income for division 
over said primary allowance, up to 2 per cent of the par 
value of the capital stock of the express company, shall 
be divided one-half to the said company to be set apart 
for dividends or general corporate purposes, and one-half 
to the Director-General. The remainder to the extent 
necessary shall be paid into a guaranty fund, which fund 
shall not at any time exceed an amount equivalent to 10 
per cent of the total par value of the outstanding capital 
stock. This fund shall be held by the express company 
to insure its ability to pay for each year during the life 
of this contract an amount equal to 5 per cent upon the 
total par value of its capital stock from July 1, 1918. 
Any earnings from such fund shall be considered as con- 
tract income for division. 


If the contract income for division in any year shall 
not be equal to five per cent of the capital stock as 
herein provided, any amount lacking shall be withdrawn 
from said guaranty fund to supply such deficiency to the 
extent that said fund is sufficient for that purpose, and 
the said fund shall thereafter be restored from the con- 
tract income for division after deducting the five per cent 
primary allowances and the next two (2) per cent as here- 
inbefore provided, in the same manner as the fund was 
originally created. Provided, that should there not be 
a sufficient sum in said guaranty fund to furnish the 
amount necessary to pay said primary allowance at any 
time, the said deficiency shall be paid from said fund 
when there shall be sufficient money therein. 


Any amount in said guaranty fund at the termination 
of this contract, or that may be due thereto and not re- 
quired for the purpose for which the fund was established, 
shall be divided between the express company and the 
Director-General in the proportion of forty per cent to 
said express company and sixty per cent to the Director- 
General. 

After the accumulation of the guaranty fund, any con- 
tract income for division in excess of the said five per 
cent primary allowance and the said two (2) per cent 
hereinbefore provided shall be divided as follows: 


The next three (3) per cent upon the total par value 
of said capital stock in the proportion of one-third to said 
company and two-thirds to the Director-General; and any 
sum beyond that amount in proportion of one-fourth to 
said company and three-fourths to the Director-General. 


It is the understanding and agreement of the parties 
that the “contract income for division” is not the income 
or property of the express company, but is a fund result- 
ing from the terms of this agreément in which the Di- 
rector-General and the express company have a mutual in- 
terest. The express company has no right to any portion 
of this fund except that which it finally retains under 
the terms of this agreement and which is the compensa- 
tion paid it by the Director-General for the performance 
of its service as the agent of the Director-General in the 
transaction of this express business. Only that portion 
of the fund belonging to the express company shall be 
included in the net income of the express company for 
taxation under titles 1 and 2 of an act entitled “An act 
to provide revenue to defray war expenses, and for other 
purposes,” approved Oct. 3, 1917, or any act in addition 
thereto or any amendment thereof or any supplements 
thereto. If the express company shall be required to pay 
said war taxes upon any part of the contract income for 
division belonging to the Director-General, the Director- 
General shall and does hereby indemnify and save harm- 
less the express company against any payments that may 
hereafter be demanded of or imposed upon said express 
company on account of taxes that may be levied under 
titles 1 and 2 of said act upon that part of the said con- 
tract income for division paid or credited to the Director- 
General hereunder. 

The term “Revenues Earned,” as used ‘herein, is in- 
tended to mean the amount of revenue earned for the 
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service performed, less any sums subsequently determined 
to be uncollectible. 

The express company shall, within sixty (60) days after 
the end of each calendar month, pay to the Director-Gen- 
eral a sum of money equivalent as nearly as may be to 
the percentage of gross revenues earned in such month 
provided for in the first paragraph of Section VIII; within 
sixty (60) days after June 30 and December 31 of each 
year, the express company shall render to the Director- 
General a statement in such form and detail as he shall 
require, showing the gross revenues earned in said six (6) 
months’ period ending with June 30 and December 31, and 
within ten (10) days thereafter it shall pay to the Director- 
General the balance, if-any, due to the Director-General 
under the first paragraph of Section VIII. 

Within ninety (90) days after the end of each calendar 
year or the termination of federal control said express 
company shall render to the Director-General a statement 
in such form and detail as he shall require, showing 
the results of operation of said express company under 
this contract in a year, or part thereof, determined as 
hereinbefore provided, and within ten (10) days after the 
rendition of said statement, shall pay to the Director-Gen- 
eral whatever sum shall be due to him under this contract. 

The salaries paid by the express company to its officers 
shall be reasonable. All salaries in excess of $10,000 a 
year shall be reported to the Director-General. If he 
shall determine that any such salary is unreasonable and 
shall notify the express company in writing the maximum 
salary which he regards as reasonable, any amount in 
excess of such maximum salary so fixed which shall be 
paid to such officer for salary after the giving of such 
notice shall be excluded from any accounts of the said 
express company used in determining the contract income 
for division. 

The accounts of the express company shall be kept in 
form and manner prescribed by the Interstate Commerce 
Commission and the government shall have the right to 
inspect such accounts at any and all reasonable times 
through its duly authorized agents; but the express com- 
pany shall not be required to apportion its earnings among 
the various individual railroad lines and systems or to 
ascertain the earnings accruing on any individual railroad 
line under federal control, and the Director-General may 
from time to time require the express company to furnish 
such statistics or special statements as may be reasonably 
necessary in connection with the operations under this 
contract. 

The contract requires the express company to continue 
pensions that are now being paid, not in excess of $125 
a month to any one person. An indirect method for keep- 
ing salaries at or below a maximum of $10,000 a year is 
carried in the contract. It provides that all salaries in 
excess of $10,000 shall be reported to the Director-General 
and, if he disapproves, in writing, then, if anything in 
excess of $10,000 is paid, the excess shall be taken from 
the share of the division to be paid to the express com- 


pany. 

At present joint employes of the railroad and express 
companies, at many points, make a good thing for them- 
selves out of commissions paid by the express company 
for getting business for the express company. When the 
contract between the Director-General and the new express 
company goes into effect, the express companies will pay 
no part of the compensation of the joint agent. He will 
be paid by the Director-General in accordance with the 
terms agreed on. The express company, instead of pay- 
ing its share to the joint agent, will hand that sum to the 
Director-General. It will also hand to him the amount, of 
the commissions it has heretofore been paying to the 
railroad man who solicited express business. 

The foreign business of the express companies is not 
to be included in the terms of the contract. The new 
company, however, may have the foreign branches as its 
agents and it for them, on contracts which the Director- 
General may require to be submitted to him for his ap- 
proval. 
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Director-General McAdoo is to keep control oy r the 
new express company because no stock is .to be ssued 
in excess of the initial issue of $30,000,000, whic!: is to 
pay for the property of the companies and provi.ie the 
necessary working capital, without his approve’. No 
issues of stock nor evidences of debt, other than o: jinary 
bank or commercial loans for current purposes, ar: to be 
made or issued by the express company, without hi- prior 
approval. 

Articles 25 and 26 of the agreement seem to project 
the new company into the future beyond the period of 
federal control by a method for which warrant is not 
easily perceptible in either the federal control law or jp 
the act to regulate commerce. The two provisions are as 
follows: 

The express company agrees that it will, after the ter. 
mination of federal control of railroads covered iy this 
contract, conduct the express transportation busines:, upon 
request of individual railroad companies released from 
federal control, upon such reasonable terms as may be 
agreed upon. Failing to agree upon such reasonable terms, 
the matters in dispute shall be submitted to the Inicrstate 
Commerce Commission, whose decision, after full hearing 
thereon, shall be final. 

Any controversy which may arise as to the performance 
of any part of this contract shall be submitted to and 
determined by the Interstate Commerce Commission after 
full hearing, and its decision thereon shall be final 


The agreement includes the Adams, American, Wells- 
Fargo and Southern companies. The merged company will 
probably be known as the Federal Express Company. 
George C. Taylor, formerly of Chicago, now president of 
the American, will be head of the new company. 

After July 1, when the combination becomes effective, 
shippers will direct shipments “by express” without re- 
gard to company, and soon thereafter the individual names 
of the separate companies will begin to disappear from 
wagons, stations and cars. 

More than 100,000 employes of the four companies are 
to be retained under the new corporation, and their wages 
will be raised, in many cases, according to Mr. Taylor. 
The amount will be determined after the scale of wage 
advances ordered for railroad employes is examined care- 
fully. 

Through economies by the common se of wagons, 
trucks, distributing stations, city offices, warehouses, rail- 
road cars and other equipment, and the simplification of 
accounting, the merged companies hope to save many mil- 
lions of dollars and to render better service. 

B. D. Caldwell, president of the Wells-Fargo, will be 
chairman of the board of directors of the corporation, and 
W. M. Barrett, president of the Adams, will be a director. 

The following have been selected as vice-presidents: 
R. FE. M. Cowie of the American company, Atlantic de- 
partments; E. A. Stedman, now general manager of the 
Wells-Fargo, Chicago, central departments; C. D. Summy, 
general manager of the American at Chicago, southwestern 
departments; A. Christesen, general manager of the \ells- 
Fargo, San Francisco, Pacific departments; E. M. Williams, 
vice-president Adams company, southeastern departments; 
F. M. Holbrook, vice-president of the Wells-Fargo, New 
York, will be located at Washington as assistant to the 
president. 

Mr. Taylor will make New York his headquarters. Ger- 
eral counsel is to be T. B. Harrison, now counsel for the 
Adams and American, and C. W. Stockton, vice-president 
of the Walls-Fargo. 

Mr. Taylor issued a statement outlining the development 
he expects under the new system. 

“The consolidation now under way,” he said, “merely 
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reflects the trend of the times. It is to secure economy 
of operation and to render a more efficient service that 
this step is undertaken. 

“Ajready the vast terminals now maintained by the 
yarious companies are being unified for a practical saving 
of time and transfer. The street equipment of between 
99,000 «nd 30,000 motor and horse vehicles is undergoing 
4 redisiribution to avoid duplication of routes. Branch 
agencies and multiple offices in many cities will be sub- 
jected {o an economical readjustment.” 


POSITION OF SHORT LINES 


The Trafic World Washington Bureau, 

The state railroad commissioners of Georgia, Alabama, 
the Carolinas, Tennessee and the other states that con- 
ferred on the short line matter at Atlanta May 24, will fol- 
low the lead of the Texas commissioners in making repre- 
sentations to Director-General McAdoo in behalf of a tak- 
ing over of all the short lines. According to the officers 
of the Short Line Railroad Association, the headquarters 
of which are in Washington, the conference was highly 
successful from their point of view. 

Texas, in its representations to Mr. McAdoo, followed 
the lines laid down in the communication the short line 
association sent to him. It has been published in The 
Traffic World. 


General Order No. 27, from the Director-General’s office, 
relating to wages, gave the short line men an additional 
thrill a day of two after it was made public. They ac- 
quired chills and fever then because only two of the lines 
that are members of the short line association were men- 
tioned in the order. They are the Fort Smith & Western 
and the Midland Valley. But they shivered when they 
noted the fact that a large number of supposedly big roads 
were omitted from the list of carriers that must pay the 
so-called standard wages. By inquiring they learned that 
there is a question as to the status of the omitted lines. 
Only those roads that it is known will be retained under 
government control were included in the wage order. 

Application of that rule for ascertaining what roads 
have been definitely selected for retention shows that 
among those whose status has not been determined are 
the following well-known roads: Colorado-Midland, Mis- 
souri, Oklahoma & Gulf, Georgia, Florida & Alabama, 
Georgia & Florida, of which George Langhorn Williams, 
brother of Comptroller Williams, is one of the receivers; 
Green Bay & Western, Pittsburgh, Shawmut & North- 
em, Mississippi Central, Kansas City, Mexico & Orient, 
which had a hearing by the Railroad Administration on 
May 27; Butte, Anaconda & Pacific, Texas Midland, Man- 
istee & Northeastern, Quincy, Omaha & Kansas City, New 
Orleans Great Northern, Trinity & Brazos Valley, San 
Antonio, Uvalde & Gulf and Union Railroad, the heaviest 
tonnage carrier in the land, controlled by either the steel 
Corporation or one of its subsidiaries. 

Those who have read all the general complaints filed 
with the Commission during the years of its vigor will be 
pained probably to find that their old friends, the Aberdeen 
& Rock‘ish and the Abilene & Southern, have disappeared 
from th railroad firmament. They do not figure in the 
literatu' of the Director-General. They may reappear as 
tWinkli; stars, but at present their light is dimmed. 

The |st of roads ordered to pay standard wages, so- 
called, '- exceedingly small in comparison with the list 
in the -ossession of the various short line associations. 


There -¢ perhaps 500 railroad companies in the United 
\ 
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States. Only 180 odd make reports to the Commission 
as to earnings and expenses. The list of roads ordered to 
pay the McAdoo wage scale contains the names of about 
165 companies. Their subsidiary terminal, station and 
switching companies, however, are included by means of 
a blanket order. 


PAYNE TO OVERMAN 


The Trafic World Washington Bureau, 

The letter from John Barton Payne to Senator Overman, 

in which is suggested a new policy respecting the short 
line railroads, is as follows: 


Dear Senator Overman—Apropos of your discussion of 
the Carolina & Yadkin River Railway: 

I beg to call your attention to the very great difficulties 
which the Railroad Administration confronts with refer- 
ence to the short-line roads. You know, of course, that 
many people believe that the government should take these 
roads and operate them. Many of them are not necessary 
for any government purpose, but it is a matter of pro- 
found interest that they be continued in operation, because 
they serve the highest needs of many local communities. 
What is best has given the Director-General and his staff 
great anxiety. 

I submit the following suggestions as to a solution of 
the problem: 

(a) If the roads are taken over by the government, there 
will be an immediate raise in wages of all employes in 
keeping with the wage adjustment which has just been 
made with the trunk lines, and there will be a demand 
for an improvement in service and an improvement in 
general conditions on the line, so as to bring the roads up 
to the standard of the trunk lines. This will be due to 
the fact that they are under government control and the 
government should treat everybody alike. 

(b) It seems to me that the roads themselves, the 
communuities, and the government will be benefited if the 
following happens: 

(1) That the government see that the short-line roads 
have a fair division of the joint rates; in many cases here- 
tofore they have not enjoyed a fair division. 

(2) Also an increase in rates—this must be by the state 
commissions—so as to keep them on a parity with the 
rates on the trunk lines, which must be raised to meet 
existing conditions; also the government will see that the 
roads are furnished, as far as possible, with an adequate 
supply of cars, so that they may serve the public, and that 
the freight shall not be so routed as to discriminate against 
these lines. 

Please advise me whether, in your opinion, if the ad- 
ministration adopts such a policy as is here outlined, it 
will not best serve the public and the government. 


CUMMINS WANTS INFORMATION 


The Trafic World Washington Bureau. 

Senator Cummins’s interest in the contract between the 
Director-General and the railroads, as shown in the reso- 
lution adopted by the Senate May 23, is easily under- 


standable. He opposed with vigor the compensation sec- 
tion of the federal control act of March 21 because he 
believed (and: he is of the same opinion still) that the 
maximum permitted under that statute would be beyond 
reason, because it provides for an average of the three 
fiscal years ending June 30, 1917. That average, he said, 
would be higher than the earnings for any year except 
1916, the most prosperous in railroad. history. 


The Iowa senator and those who stood with him were 
defeated on every proposition they put forward. They 
opposed the wishes of the Railroad Administration on 
nearly every phase of the legislation that was finally 
written on the books because influential shippers held 
that the guaranteeing of such a return to the stockholders 
would be outrageous. They argued that it would make 
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of the railroad stockholder a preferred person throughout 
the period of federal control, in that it would assure him 
a greater return on his investment than he had ever had 
except in the maximum boom year 1916. 

It is Senator Cummins’s desire to check up on the work 
of the Director-General and find out what he has done 
under the authority granted to him in the act of March 
21. At the time the bill was under discussion the thought 
was that the contract would provide for the maximum 
compensation allowed under the law, for the prosperous 
roads, and an arrangement that would assure at least six 
per cent to those that had not been so prosperous in 
the three years prior to June 30, 1917. In the negotiations 
since that time the Railroad Administration, for negotia- 
tion purposes, at least, has taken a position that has 
caused the railroad attorneys to wonder, or at least to pre- 
tend to wonder, what kind of Shylock agreement they 
would have to make for their clients. The proposals sub- 
mitted by the government have been so unsatisfactory that 
the security holders’ association, of which S. Davies War- 
field is the head, and the special committee of the In- 
vestors’ Protective Association, of which N. L. Amster 
is chairman, have projected themselves into the matter 
to plead in behalf of the owners of railroad securities. 

The Amster committee was roused into action imme- 
diately after the Railroad Administration had jolted the 
public into notice of its desire to separate the operating 
and corporate activities of railroad presidents. Amster 
was the leader of the minority stockholders who made an 
ineffectual effort to prevent the receivership of the Rock 
Island. As a rule he is a minority man in the companies 
in which he has shown an interest in proceedings before 
the Interstate Commerce Commission. 

The Railroad Administration, instead of doing what the 
senators and representatives that followed Cummins in 
the fight against the control law thought it would do, has 
been talking to the railroad lawyers as Cummins and those 
who think as he does would be expected to talk to them. 


THE RIGHT TO STRIKE 


The Trafic World Washington Bureau. 


In a telegram to labor leaders the night of May 30, 
Director-General McAdoo characterizes railroad employes 
as employes of the Government, and during the war 
practically deprives them of their most cherished right and 
weapon—that of striking. Labor leaders are inclined to 
accept an order of that kind now without question. There 
is no indication as to how the rank and file will receive 
it. 

The Government is taking such control over all indus- 
tries that if that rule is accepted, strikes will be practi- 
cally impossible. 

Postal employes, several years ago, in one of the 
southern states undertook to strike but Postmaster Gen- 
eral Burleson procured indictments for conspiracy, and 
broke up the attempt. As a rule labor leaders have fought 
shy of all attempts by Government officials to settle strikes 
or threats of strikes by orders. They have not opposed 
arbitration. Mr. Gompers opposed, in principle, a settle- 
ment of the threatened railroad strike in 1916, by legisla- 
tion. He, however, and other labor leaders are now closely 
identified, in one way or another, with either the Rail- 
road Administration or the Department of Labor. They 
are, therefore, not expected to make objections such as 
they might have made under other conditions. 

A few days ago several hundred machinists and shopmen 
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at Alexandria, Va., left their posts in Southern railroad 
shops in protest against small increases given them: unde 
the Director-General’s new scale of higher wages, and 
there have been threats of a general walkout 0/ unioy 
shopmen next Monday unless substantial further pay aq. 
vances are forthcoming before that time. 

“The strike of certain shopmen, machinists, etc.. in the 
railroad shops at Alexandria, Va., has created a Very 
painful impression on the public-mind,” said the Director. 
General’s message. “I cannot believe that these men kney 
what they were doing. They are all employes now of the 
United States government. They are not employes of 
any railroad corporation, therefore this was a strike against 
the government of the United States. 

“The government cannot, of course, be coerced or jp. 
timidated by any of its employes. It is anxious to do 
justice to all and will do justice to all as far as it is pos. 
sible to measure justice. Recognizing that there are prob. 
able inequalities in the recommendations of the wage con- 
mission which should.be impartially considered and dealt 
with, I appointed in my general order No. 27 dated May 
25, a board of railroad wages and working conditions com. 
posed of three representative labor men and three repre. 
sentative railroad men, whose duty it is to hear and to 
pass upon all petitions and complaints. 

“Every class of employes or parts of classes of em- 
ployes who feel that they have just ground for complaint 
under the wage decision should submit their cases promptly 
to this board and there will be just and impartial consid- 
eration. The American people have just been called upon 
to pay largely increased freight and passenger rates for 
the purpose of paying in part the increased wages amount: 
ing to more than three hundred million dollars awarded 
to railroad employes. 


“Suppose that railroad employes should strike against 
the decisions of their government and hamper the opera: 
tion of the railroads at a time when transportation is essen 
tial to protect the hundreds of thousands of American boys 
now fighting on the battlefields of Europe to save the 
lives and property and liberty of railroad employes serving 
here at home what would happen to our country? 

“The kaiser would probably get it. We cannot all get 
exactly what we want in this world, nor can we win this 
war unless each and every citizen is willing to submit 
to the laws of the land and to decisions of those in al: 
thority. 

“While in the German drive now going on the sons 0 
railroad men and the sons of Americans of every class are 
dying on the battlefields of France to save America and 
democracy in the world, shall there be found among us aly 
man or set of men who are unwilling to sacrifice something 
of their personal views and individual desires to suppor 
America’s heroes who are making the supreme sacrifice 
for us? 


“I earnestly hope that from one end of this great land 
to the other it may never be said again that any railroad 
man, officer, or employe was so unpatriotic as to strike 
against his own government when it is in the midst o 
the most perilous war of all history.” 


PAYMENTS FOR PUBLICATIONS. 


R. H. Aishton, regional director, has notified weste!™ 
railroads that the Director-General has reached the col 
clusion that railroad companies will be permitted to charge 
to operating expenses the customary payments io “such 
publications as Poor’s Manual, Moody’s Manuzél, John 
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Moody’s Manual, the Financial chronicle, etc., for maps 
and subscriptions.” 


PRESIDENTS WILL NOT SERVE 


The Trafic World Washington Bureau. 

Unofiicial information reaching Washington is that many 
pig railroad presidents in the eastern district have decided 
ihat, if the Director-General insists on the utter abandon- 
ment of the interests of stockholders by them, they will 
decline to become federal managers. A number of them 
have informed friends that they will not entertain a pro- 
posal to become federal managers. Some have fairly 
definite ideas that no such offers will be made to them. 

The fact that such decisions have been made causes 
query as to whether, unless there is quick settlement as 
to the compensation contract between the government and 
the railroads, there will not grow up a bitterness of feel- 
ing between the railroad men who go into government 
service and those who elect to remain with the companies 
so as to keep up their organization and, as suggested by 
one president, make some effort to preserve the property 
from ruin. 

Those who will remain with the companies in the pay 
of the stockholders believe they are devoting their efforts 
to saving a great property which theorists around Mr. 
McAdoo would otherwise greatly damage, if not destroy— 
not because they are malicious, but because they are 
doctrinaires with false notions. 


PLANS FOR RAILROAD FIGURES 


The Trafic World Washington Bureau. 


No human being interested in figures pertaining to trans- 
portation is going to lose rest through a failure of sleep- 
inducing figures during the period of federal control. That 
observation is prompted by the appointment, announced 
May 28, of Theodore H. Price of New York to be actuary 
of the United States Railroad Administration. His duties, 
according to the announcement, ‘“‘will be to compile and an- 


alyze statistics and make reports concerning the various 
economic problems connected with the functions of the 
Railroad Administration, which will be referred to him by 
the Director-General and by members of the staff.” 


Announcement will probably be made shortly of the 
organization of the Section on Operating Statistics, with 
J. W. Cunningham, professor of transportation of Harvard, 
as manager thereof. Jos. L. White, statistician of the 
Union Pacific, will be assistant manager. Prof. Cunning- 
ham will be helped in an advisory way by a committee 
composed of statisticians and accountants composed of 
J. J. Ekin, general auditor of the B. & O.; J. G. Drew, 
vice-president of the Missouri Pacific; George R. Martin, 
Vice-president of the Great Northern; H. W. Mackenzie, 
comptroller of.the Seaboard Air Line and W. C. Wishart, 
statistician of the New York Central. 


The object of Professor Cunningham’s section will be to 
Standardize operating statistics. For instance, the engine 
miles reported by one road will not mean absolutely the 
Same thing that the engine miles reported by another. 
That variation is due to the fact that some roads separate 
the mileage made by light and heavy engines. Others 
have a still greater division, separating the yard engine 
mileage from the road engine mileage. 

These figures will be independent or supplemental to 
those p: epared by the Bureau of Railway Economics and 
the Interstate Commerce Commission. It is within the 
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power of President Wilson, under the Overman law, to 
transfer the statistical division of the Commission to the 
Railroad Administration so there will be no duplication. 
As a matter of fact, such a transfer is among the things 
considered possible, so that that set of figures will be 
suppressed. 

The Railroad Administration has already done what it 
could to eliminate the Bureau of Railway Economics by 
saying that the cost of maintaining that bureau will not 
be chargeable to operating accounts after June 1. But 
there has been talk that the railroads will maintain that 
bureau out of the corporate funds of the railroad com- 
panies. However, even if that is done, the bureau will 
continue only by sufferance. It depends on the railroad 
officials for tonnage figures. The tonnage figures fur- 
nished by Professor Cunningham’s bureau, as already in- 
dicated, may be different from those now published, so that 
absolute comparison between the operations under private 
and government management may not be altogether sat- 
isfactory. Unless the bureau is allowed to have the fig- 
ures furnished by the operating officials of the various 
railroads, even an unsatisfactory comparison may not be 
possible. 


SUITS AGAINST RAILROADS 


The. Trafic World Washington Bureau. 

In a further effort to settle the question of the venue of 

suits against railroads while under federal control, Di- 

rector-General McAdoo issued General Order No. 26 as 
follows: 


Whereas the Act of Congress approved March 21, 1918, 
entitled An Act to Provide for the Operation of Trans- 
portation Systems While Under Federal Control, provides 
(section 10) “That carriers while under federal control 
shall be subject to all laws and liabilities as common car- 
riers, whether arising under state or federal laws or at 
common law, except in so far as may be inconsistent with 
the provisions of this act or with any order of 
the President. But no process, mesne or final, 
shall be levied against any property under such federal 
control;” and authorizes the President to exercise any of 
the powers by said act or theretofore granted him with 
relation to federal control through such agencies as he 
might determine; and 

Whereas by a proclamation dated March 29, 1918, the 
President, acting under the federal control act and all 
other powers him thereto enabling, authorized the Di- 
rector-General, either personally or through such divisions, 
agencies, or persons, or in the name of the President, to 
issue any and all orders which may in any way be found 
necessary and expedient in connection with the federal 
control of systems of transportation, railroads and inland 
waterways as fully in all respects as the President is au- 
thorized to do, and generally to do and perform all and 
singular acts and things and to exercise all and singular 
the powers and duties which in and by the said act, or any 
other act in relation to the subject hereof, the President is 
authorized to do and perform; and 

Whereas it appears that there are now pending against 
carriers under federal control a great many suits for per- 
sonal injury, freight and damage claims, and that the same 
are being pressed for trial by the plaintiffs in states and 
jurisdictions far removed from the place where the per- 
sons alleged to have been injured or damaged resided at 
the time of such injury or damage, or far remote from the 
place where the causes of action arose; the effect of such 
trials being that men operating the trains engaged in 
hauling war materials, troops, munitions or supplies are 
required to leave their trains and attend court as wit- 
nesses, and travel sometimes for hundreds of miles from 
their work, necessitating absence from their trains for 
days and sometimes for a week or more; which practice is 
highly prejudicial to the just interests of the government 
and seriously interferes with the physical operation of 
railroads; and the practice of trying such cases during 
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federal control in remote jurisdictions is not necessary for 
= protection of the rights or the just interests of plain- 

S; 

It is therefore ordered, That upon a showing by the de- 
fendant carrier that the just interests of the government 
would be prejudiced by a present trial of any suit against 
any carrier under federal control which suit is not covered 
by General Order No. 18 and which is now pending in any 
county or district other than where the cause of action 
arose or other than in which the person alleged to have 
been injured or damaged at that time resided, the suit shall 
not be tried during the period of federal control; Provided, 
if no suit on the same cause of action is now pending in 
the county or district where the cause of action arose, or 
where the person injured or damaged at that time re- 
sided, a new suit may, upon proper service, be instituted 
therein; and if such suit is now barred by the Statute of 
Limitations, or will be barred before October 1, 1918, then 
the stay directed by this order shall not apply unless the 
defendant carrier shall stipulate in open court to waive 
the defense of the Statute of Limitations in any such suit 
which may be brought before October 1, 1918. 

This order is declared to be necessary in the present 
war emergency. In the event of unnecessary hardship in 
any case either party may apply to the Director- General 
for relief, and he will make such order therein as the cir- 
cumstances may require consistent with the public interest. 

This order is not intended in any way to impair or 
affect_General Order No. 18 as amended by General Order 
No. 18-A. 


ORE-GRAIN COMMITTEE 


Western Regional Director Aishton May 24 appointed a 
committee to take charge of the movement of all iron 
ore and grain traffic at upper lake ports and to have 
authority over the movement of traffic of this kind by 
both rail and water. Circular 104 from Mr. Aishton’s 
office makes the appointment, with W. W. Walker of Du- 
luth, vice-president of the Duluth, South Shore & Atlantic 
Railroads, as chairman, the other members being: 

W. A. McGonagle, president of the Duluth, Missabe & 
Northern. 

F. S. Elliott, general superintendent of the Great North- 
ern. 

E. D. Brigham, Chicago, assistant general freight traffic 
manager of the Northwestern. 

W. E. Tyler, superintendent of the St. Paul road at 
yreen Bay, Wis. 

This committee is instructed to co-operate with com- 
mittees which will represent the iron ore, grain and vessel 
traffic, “with a view to assuring expeditious and econom- 
ical movement of this important traffic.” It is the inten- 
tion thereby to conserve both rail and water transporta- 
tion to the greatest extent possible. 





FRUITS AND VEGETABLES 


R. H. Aishton, regional director, May 24, sent to western 
railroad the following Supplement No. 5 to Circular No. 75: 


Effective July 1, 1918, the following additional schedule 
for movement of canteloupes from Phoenix, Ariz., to Kan- 
sas City, St. Louis and Chicago is added to schedule shown 
in Circular No. 75. : 

Leave Phoenix (A. T. & S. F.) 10:00 p. m. 

Arrive Kansas City (A. T. & S. F.) 11:30 a. m., 6th day. 

Arrive St. Louis (Wabash) 2:35 p. m., 7th day from load- 
ing station. 

Arrive Chicago (A. T. & S. F.) 5:00 a. m., 8th day from 
loading station. 

Telegraph reports of movements will be made as indi- 
cated on form below: 

First Report. 
To Regional Director: 
To Connecting Line: 

Phoenix No. 1 with 
(time) 

, (date) 


cars fruit left Poenix at 
; arrived Ashfork at (time) 
Picked up at (time) , (date) 
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Arrived Kansas City at 


Second Report. 
To Regional Director: 
Phoenix No. 1 with cars fruit left Kansa 


; arrived St. Louis a 


City at 
(time) 
Supplement No. 6 to Circular No. 75 is as foll: ws: 

Owing to the difficulties anticipated in the r: consigp. 
ing of fruit and vegetables en route under the pl.in alte. 
nating by trains on the Chicago & North Western and the 
Illinois Central Railroad, east of Council Blufis, ag js 
indicated in Paragraph Four of Circular No. 75, it ‘ias been 
determined necessary that these shipments out of Rose 
ville, Colton and Sacramento, will be alternated by days 
to these two lines east of Council Bluffs as: follows: — 

Shipments leaving above points on Monday—lI. ©. 

Shipments leaving above points on Tuesday—C. & N, W. 

Shipments leaving above points on Wednesday-~I. ¢. 

Shipments leaving above points on Thursday—C. & N. W, 

Shipments leaving above points on Friday—I. €. 

Shipments leaving above points on Saturday—C. & N. W. 

Shipments leaving above points on Sunday—l. ©. 


RAILWAY REVENUES 


The final summary of the results of operations ip 
March, published by the Commission May 24, shows that 
March this year was behind the corresponding month of 
last year, and that while there was great recovery in that 
month, the first quarter of 1918 will continue to stand 
as the worst the railroads have ever had. 

For the country as a whole the revenue increased from 
$317,149,867 to $365,912,476; expenses from $229,028,449 to 
$283,428,186; net decreased from $88,122,418 to $82,484,290, 
and operating income from $73,881,536 to $67,308,270; the 
operating ratio increased from 72.21 to 77.46 per cent. 

In the eastern district the revenue increased from $143; 

480,040 to $162,042,085; expenses from $110,397,871 to 
$135,330,530; net fell from $33,082,169 to $26,711,555, and 
income from $27,352,215 to $20,786,566; operating ratio in 
creased from 76.94 to 83.52-per cent. 
“In the southern district the revenue increased from $48; 
950,109 to $60,336,398; expenses from $32,663,354 to $41; 
967,249; net from $16,286,755 to $18,369,149, and income 
from $14,131,685 to $16,142,081; but the operating ratio 
went up from 66.73 to 69.56 per cent. 


In the western district the revenue incrased from $124; 
719,718 to $143,533,993; expenses from $85,967,224 to $106; 
130,407. Net decreased from $38,752,494 to $37,403,586 and 
income “from $32,397,636 to $30,379,623. Operating ratio 
increased from 68.93 to 73.94 per cent. 

For the three months ending with March, for the coll: 
try as a whole, the revenue increased from $883,356,010 
to $940,679,970; expenses from $652,326,102 to $814,775,898 
Net fell from $231,035,908 to $125,904,132; income from 
$189,282,143 to $81,343,850 and the operating ratio went U 
from 73.85 to 86.62. 

In the eastern district the revenue increased from $392; 
289,872 to $399,791,193; expenses from $311,572,414 1 
$387,516,423. Net went down from $80,717,458 to $12 
274,770 and income from $63,865,410 to a deficit of $5, 
274,876 and the operating ratio climbed from 79.42 to 96.9. 

In the southern district the revenue increased from 
$139,683,598 to $159,239,860; expenses from $93,623,503 1 
$1,211,516,127. Net fell from $46,060,095 to $37,723,733 and 
income from $39,752,632 to $31,139,680. The rates went UW 
from 67.03 to 76.31. 

In the western district the revenue advanced from $351, 
382,540 to $381,648,917;. expenses from $247,124,185 to $305, 
743,288 and net fell from $104,258,355 to $75,905.629, and 
income from $85,664,101 to $55,478,952, while the :atio ro 
from 70.33 to 80.11. 
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THE TRAFFIC WORLD 


The Open Forum 


| A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


SOLDIER WANTS TRAFFIC WORLD 


Editor T! 
Having 


ie Traffic World: 
been an enthusiastic reader of your magazine, 


The Traffic World, for so long during my connection with 
ihe traffic department of a large Chicago concern, I have 


come to 


change from civil to military life has deprived me. 


miss it more than any one thing of which my 
With 


the constant changes in railroad operation which are going 


on at thi 
informed 
World. 

I have 
in Little 
income a 

Iam a 


s time, and will continue, it is difficult to keep 
of the status of conditions without The Traffic 


been unable to obtain a copy on the newsstand 
Rock, Ark., and even were they obtainable my 


s a private will not permit of the expenditure. 


ddressing you in hopes that, through your col- 


umns, you may be able to interest some subscriber who 


would be 


willing to forward to me his copies after he has 


finished with them. 

I will be very grateful for any publicity you may see fit 
to give my request, and I assure you that I am sincerely 
interested in the welfare of your most worthy enterprise. 


May 27 


Private Robert M. Hodges, 
Headquarters, 3d Training Battalion, 
162d Depot Brigade, 
Camp Pike, Arkansas 
1918. 


THORNE REPLIES TO ATWOOD 


Editor The Traffic World: 


I have 
Atwood’s 
week’s is 
following 

“My co 


for headg 
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220. Fo: 
increase 
Tailroad 
626,564. 
ber cen! 
IN 1888. 


been interested in your comment concerning Mr. 
book, entitled “Back to the Republic.” In this 
sue Mr. Atwood replies to your editorial in the 
language: 
ntention is that every dollar that has been spent 
uarters, salaries, and all that has been spent in 
ind feés by those who have appeared before the 
Commerce Commission has been wasted, be- 
railroad situation is worse to-day than when the 
Commerce Commission was appointed.” 
‘tely we now have the official returns showing 
‘ial situation of the carriers from the time the 
on was organized in 1888, down to and including 
917, the last year under private operation subject 


zulation of the Interstate Commerce Commission. 


umed, of course, that Mr. Atwood does not refer 
ons under government operation. He is making 
, not on government operation, but on govern- 
lation. Let us see what the records show. 


ss. earnings of the American railroads at the 
‘ommission was organized amounted to $910,621,- 
the fiscal year ending June 30, 1917, this had 
to $3,824,419,739. The net earnings of American 
ibove all operating expenses in 1888 was $315,- 
n 1917 it was $1,242,581,228, an increase of 284 
The net earnings per mile of line were $2,306 
nd in 1917, $5,381, an increase of 133 per cent. 


At the time the Interstate Commerce Commission was or- 
ganized it was well known that vast quantities of the 
securities outstanding did not represent investments. At 
that time the ratio of net income to capital stock out- 
standing was $3.10 per cent. By the end of June 30, 1916, 
this had been increased to 10.63 per cent. Figures of this 
character are not available for the- year 1917. The 1917 
figures would not be quite so large as that for 1916, and 
yet in 1917 the net corporate income applicable to capital 
stock for dividends and surplus was more than double 
what it was in 1888. In other words, the ratio of net 
corporate income to capital stock has more than doubled 
under Commission regulation. 

Many persons have been honestly misled as to the trend 
of railroad earnings and finances. This has resulted in 
many loose generalizations without the slightest founda- 
tion in fact. 

The Commission is practically a substitute for a court 
on technical matters connected with railroad transporta- 
tion. He who would advocate decisions on these issues 
by an administrative body instead of by a commission or 
court, is advocating a policy which does not contemplate 


an adequate consideration of both sides of the controversy . 


before conclusions are reached where there are opposing 
interests. 

On matters of consequence in the entire history of the 
Anglo-Saxon race we have sought to provide for adequate 
determination of such issues by a distinterested tribunal 
after the hearing of both sides. If money has been wasted 
in the conduct of the practice before the Interstate Com- 























merce Commission, money has been wasted likewise in the 


maintenance of every court, local, state or federal, in this 
nation. 

The efficient protection of rights seems to be a legitimate 
object of organized society. At least our ancestors have 
so considered it during the past thousand years or so. 
And that principle still lirks in the breasts of a few men 
to-day. 


Chicago, IIl., May 27, 1918. Clifford Thorne. 


HEAVIER LOADING OF CARS 
Editor The Traffic World: 


There has been a marked improvement in transportation, 
especially at all the steel producing points located in the 
Pittsburgh, Cleveland, Youngstown, Buffalo and Chicago 
districts, with the more favorable weather conditions, but 
with the opening of navigation on the lakes the demand 
for equipment to supply coal mines with cars for lake coal 
will be increased, and the demand for a greater number 
of cars required to move the largest shipments of iron ore 
that the country has ever had makes it very plain to those 
in touch with the situation that there will be very little 
improvement in the car supply, unless the shipping public 
can be aroused to a full appreciation of this very serious 
problem and give their co-operation toward the utiliza- 
tion to the fullest’ capacity of all cars. - : 

While there have been some great strides made in the 


oo 
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adoption of modern equipment of large capacity and im- 
proved methods for héavier loading of cars, the increased 
volume of traffié that the railwoads are confronted with 
to-day has far exceeded thé most advanced plans of the 
railroads to provide adequate facilities fér the natural in- 
erease in the general business, to say nothing of the ab- 
normal volume of business that we have at present. 

The railroads have grappled with the situation in a 
heroic manner, attempting to handle traffic that would be 
sufficient to support nearly double the number of railroads 
that we have to-day, or, at all events, double the facilities 
and rolling stock in the section of the country east of the 
Mississippi River, ahd if the shippers will do their part 
toward utilizing equipment to the fullest extent and con- 
signees unload all cars prompfly at destination, they will 
do more toward clearing up a very bad situation than by 
criticizing the overtaxed railroad men. 

Last year a new 85-ton hopper car was constructed by 
the Pennsylvania Railroad at its Altoona shops. With 
the 10 per cent allowed above capacity, this car will carry 
187,000 pounds, or 93.5 tons, and this really means that 
the 100-ton car will soon appear. It seems appalling to 
look at this huge car that will practically hold 100 tons 
of freight, when the records compiled show that the av- 
erage carload throughout the United States is but 22.5 
tons, or substantially one-fifth the capacity of this mon- 
ster freight car. This is a hopper car constructed with 
five drop doors, suitable for handling coarse freight, such 
as irom ore, coal, coke and limestone, all of which should 
be loaded to the full carrying capacity. 

The Norfolk & Western has over seventeen hundred 
200,000-pound capacity steel gondola cars, with six-wheel 
trucks, that are in regular service and are giving satisfac- 
* tory results. 


The Virginian Railway has four 120-ton steel gondola 
cars that have been built during the last year for experi- 
mental purposes. 

These changes show that the adoption of a car of 200,000 
pounds capacity for coarse bulk freight is not only prac- 
tical but its general adoption would make for efficiency. 

The thirteen shipping companies of the United States 
Steel Corporation have conducted a vigorous campaign for 
the heavier loading of cars and during the year 1917 the av- 
erage carload of these companies was 88,300 pounds per car. 
This is a remarkable showing, when it is taken into con- 
sideration that the average capacity per freight car in this 
country is only 80,000 pounds, according to the statistics 
compiled by the Bureau of Railway Economics, and it is 
hard to realize this record of heavy loading when the av- 
erage carload of all railroads throughout the country on 
all traffic, including the steel traffic referred to, was only 
44,800 pounds per loaded car, or an average of 43,500 
pounds per car less than the record made by the thirteen 
shipping companies of the U. S. Steel Corporation. 

While the thirteen shipping companies referred to. in- 
creased the average carload on outbound shipments during 
the year 1917 only 2,900 pounds per car, there was effected 
an actual saving of 73,010 cars, as compared with the ioad- 
ing for the year 1916, when the average was 85,400 peunds 
per loaded car. This does not include the cars loaded by the 
Oliver Iron Mining Company in shipping millions of tons 
of ore forwarded during the year, all of which were loaded 
to the average of 50 tons per car; to include these would 
have tended to increase the average load, but might have 
been considered misleading. 

The saving, according to the basis used by the American 
Railway Association in its compilation of Feb. 6, 1917, 
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places the average earnings of a freight car at ‘east! at 
$2.50 a day, and using that method‘ of calculation, i, 
multiplying 26,648,650, the number of idle car Cays, byy 
these average earnings per day, shows that during thes 


year 1917 the railroads have enjoyed a gain in gress ear. 
ings of $66,621,625, on account of the heaview locding g: 


ears, that effected a saving of 73,010 cars, fom’ ii mean. 
that these cars were in other service. 

To put this the other way around, it means 1: dat the. 
thirteen shipping companies actually forwarded °,2% 3 


more tons of traffic than if the practice of loading’ one 


year ago had been followed, and this increased traffic was. 
enjoyed by the railroads without any additional operating 
expenses. 

According to the Interstate Commerce reports compiled’ 


for the calendar year 1916, the average haul per ton of 
revenue freight throughout the country of the individual 
railway was 166 miles, and the loaded freight cars pe 
train was 25 cars. On this basis the railroads throughout 
the United States were saved 12,119,660 car-miles, ora 
saving of 484,786 train-miles; the 73,010 cars saved means 
that these cars were in other service and at the average 
freight revenue of 16.13 cents, the actual saving of the 
73,010 less cars used resulted in increased earnings to the 
railroads of $1,954,901.15 without any increased. operating 
expenses. 

During the last six years the thirteen shipping com 
panies of the U. S. Steel Corporation have effected a 
saving of 275,908 cars through the heavier loading of 
equipment, a record probably unmatched in this country 
for the period referred to. 

The shippers, consignees and the railroads themselves 
have been greatly benefited in the fewer number of cars 
switched and weighed, to say nothing of the relief of ter 
minals and great saving in operating expenses that would 
have been created had it been necessary to handle this 
additional number of both empties and leads through the 
various classification and interchange yards of the railroads 
from point of shipment to destination. 

This record proves conclusively the real value of con 
serving the freight car equipment at all times. 

J. F. Townsend, 
Traffic Manager, National Tube Co.. 
Pittsburgh, Pa., May 23, 1918. 


TIME FOR PAYING FREIGHT BILIS 


The Union Twist Drill Company, Athol, Mass., has writ: 
ten the following letter to Wm. G. McAdoo, Directior-Gel: 
eral of Railroads: 


Realizing the difficulties and obstacles confronting the 
Railroad Administration, in endeavoring to bring out of 
the present chaotic condition of railroad affairs a smovtl 
running organization, and believing that it is the duty of 
every fair-minded citizen and industry to place at the 
disposal of the administration such assistance or advice 
as the scope of their experience warrants, we take the lib- 
erty of recording herewith a protest against your General 
Order No. 25, relative to the payment of freight bills. 


We have heretofore enjoyed a seven days’ credit on oll 
freight bills, and have always promptly met the railroad 
companies’ statements within that period. Under the Pr 
posed new ruling we are unable to devise any practical 
method of checking and auditing our bills within the time 
allotted. 

We believe it is the right and the privilege of every shih 
per to investigate the rates charged by transportation col 
panies for their services, and we feel that if sufficient time 
is not allowed for the completion of such investigz tions, thé 
result will be shown in thousands of overcharze claills 
entered upon the railroads, the majority of which might 
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able sums of money for the payment of freight; make 
daily trips to freight offices necessary by employes who 
can be erntrusted with large sums or empowered to issue 
checks. 

In manufacturing cities freight offices are, usually some 
distance from manufacturing plants and will require con- 
siderable time each day for the trip. Placement of cars 
which arrive after call is made will be delayed. 


It will not give sufficient time to check freight bills; 
make distribution of charges until after payment. This 
will entail additional accounting and claims for both pub- 
lic and railroad. 

Holding cars in yards for placement orders with addi- 
tional switching necessary will tend to congest local yards 
and delay delivery. At present cars for credit patrons 
are placed upon arrival. 

We feel that inasmuch as the business of this country 
has been built up on credit basis and that the railroads 
receive this privilege from the concerns from whom they 
buy, that it is inconsistent not to extend credit to shippers 
and receivers who are in good financial standing. 

We trust that you will reconsider your action and with- 
draw this order, allowing credit privilege to be extended 
as at present. 


wave been adjusted without the necessity of entering claim 
time for adequate auditing had been permitted. 

We further believe that the Railroad Administration de- 
sires the approval and co-operation of every shipper in 
ye United States, and we cannot bring ourselves to think 
hat any measure will be allowed to stand, which, on ac- 
ount of its injustice and lack of proper foresight, will 
ing upon the administration storms of the bitterest criti- 
jgm, and Which will turn from the path of co-operation 
thousands of patriotic Americans who are willing and ready 
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IME FOR PAYING FREIGHT BILLS 


Ww. H. Kimball, traffic manager of the Thompson Mill- 
ing Company, Lockport, N. Y., has written the following 
etter to Wm. G. McAdoo, Director of Railways: 

We have been informed that there was issued on May 23 
general Order No. 25, effective July 1, cancelling all credit 
permits extended by the railroads. 

if this order goes into effect it will work hardship upon 
all shippers and receivers of freight. 

It will be necessary to entrust cartmen with consider- 
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New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and Other Branches of Traffic Work 


Efficiency in Traffic | 
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of ter FREIGHT CAR RECORD empty, ete.; in the upper right-hand corner, which is 

would The Dow Chemical Company, Midland, Mich., thus de- found to read the letter T, this stands for track, and in 
, ’ ” this space is noted track number on which the car is 
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scribes its system of recording the cars it handles: 


The purpose of this record is to ascertain and record 
the arrival and release of cars delivered the Dow Chem- 
ical Company; check and record track location while in 
our possession and post for reference the weight of cars; 
their initials and number; contents, when received and 
unloaded; when loaded and released, taking seal records 
in both cases; itemize the freight charges in connection 
with each shipment; the rate of freight paid, and charge 
for special services. The different forms used in promot- 
ing this system (herewith inclosed) are: 1. Record cars 
passing in; 1A. car record; 2. car detention record; 3. yard 
check card; 4. passing record cars out; 5. card index. 

The operation and details in connection with the making 
of these records are as follows: 

A. We have under operation approximately ten miles 
of standard-gauge track, three locomotives and two loco- 
motive cranes. Cars are delivered the Dow Chemical 
Company on a track connected with and alongside of the 
hain line of the carriers, known as track No. 1, which is 
omehalf mile in extent. Cars that are returned No. 1, 
















located; D in the lower left-hand corner for door num- 
ber of track, and lower right-hand corner to show class 
of equipment; that is, G for gondola, B for box, and T 
for tank, ete. This sheet is kept on file in the general 
traffic department in a loose-leaf binder filed in reverse 
date order. 


C. At our scale house is kept exhibit No. 2, or “car 
detention record,” which is used for the purpose of cal- 
culating and checking demurrage accounts. This sheet 
provides space for initial; number of car; its contents; 
gross and tare weights; date and time car was received; 
date and time car was made empty; item for total days’ 
detention, and item for credits and debits; space on the 
same line to show date and time cars was placed to load; 
date and time car was released under load; total days’ 
detention; credits and debits; lading, gross, tare and net; 
and ample space for remarks. This record is kept in a 
loose-leaf binder, 100 sheets to the month in index form, 
the last two numbers representing the index. To exem- 
plify fhis particular item, ACL car 41567 would be entered 


b ; ong ; on sheet 67. 
ere ad connected with the main line of the delivering carrier. Pets . 
u fs B. At the plant end, these two tracks converge and D. Exhibit 3, or “yard check card,” is a form used for 
aa bass over the track scales, which are housed in what is Checking cars on Dow Chemical tracks each day. This 
iid known as our scale house or yard office. Cars delivered Provides ample space for initials and car number; con- 
he li tents; condition of car; track and door location; and kind 


o track No. 1 are weighed on the track scales and given 





~~ aweigh number and seal numbers recorded. This record Of car. This record is taken each day at 7 a. m. and 
8. is made on exhibit 1, or “passing record of cars in.” This Posted on exhibit No. 1A, or car record, in the space pro- 
m ou! ## record is made in duplicate, of which one copy is retained Vided thereon for its respective day in the month. 

ilroad at the scale house and the other copy is sent to the gen- E. Sheet known as exhibit 4, or “passing record of cars 
e pro eral traffic department and posted in the car record book, out,” is made at the scale house. On this is recorded the 
ctical #H exhibit 14. Exhibit No. 1 is filed in date order in loose- net weight of cars released, enabling us to check the 


» time 


= binders. On exhibit 1A of the car record is posted 
€ mitial and car number, car contents, and date re- 


contents of car against original invoices on goods received. 
Further, it makes the original record on all cars out, 


ship a Space provided for each day in the month on loaded or empty, complete; lading, gross, tare and net; 
| com a a further record of the car is made each day, and side door and end door seals of cars under load released 
t time ro record symbolized as per the catalogue on the bot- from our plant. All loaded cars are sealed with Dow seals. 
s, the tion of the sheet. Each day is divided into four sec- ‘This record is kept in duplicate, one of which is sent to 
Jaims can in the upper right-hand corner is space for the general traffic department to complete the release 
might Ich is recorded and condition of the car; that is, record on exhibit 1A and checked with the weight as 


L for loa led, B for broken bulk or unloading, and E for 





invoiced by the shipper and the weight as expensed us 
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on the freight bill; the other kept on file in a loose-leaf 
binder in the scale house. a 

F. Having completed record as above given from day 
to day, it becomes necessary to have an index system 
to enable one to ascertain the record on a particular car. 
This is done by using form exhibit No. 5, which is a card 
system. Each index card shows date received, initial and 
* number of car, lading, and date released. There are 100 
cards to the file in this index and cars are indexed the 
same as exhibit No. 2. 

This record is very efficient and easily maintained, and 
so complete that any detail in connection with the trans- 
portation end of a shipment delivered our plant can be 
immediately located. 


FREIGHT AND PACKAGE DELIVERY 
BY EXPRESS 


Electrie Vehicle 
York.) 


(By A. Jackson Marshall, secretary Section, 


National Electric Light Association, New 
During the last several months the press has been 
flooded with articles treating with the very broad subject 
of freight transportation, as the importance of this vital 
subject has been greatly emphasized by the war. To a 
relative few this major subject has always been deemed 
worthy of far more consideration than usually was ac- 
corded it in more normal times, when concerns, who be- 
stowed microscopical scrutiny on other and sometimes less 
important phases of their businesses, were inclined to 
assume that their deliveries were being systematically 
dispatched. 

Too, ofttimes, the distribution of commodities was dele- 
gated to those not especially skilled in all the intricacies of 
the many sided transportation problem, and equipment 
was ofttimes purchased, whether it be horse drawn or 
motor vehicles, that was supposed to meet requirements, 
rather than first making an exacting and comprehensive 
analysis of conditions and then selecting equipment that 
such findings prompted. In other words, there was a 
tendency to buy truck equipment rather than transporta- 
tion service. Transportation engineering in such cases was 
conspicuous by its absence. 

A comparatively small percentage of mobile transporta- 
tion equipment installed was approximately one hundred 
per cent right. The rest was of varying degrees of good, 
bad and indifferent. Same may be said of operating meth- 
ods in vogue. Accurate, all-cmbracing, operating costs 
were known and appreciated by only a comparatively small 
percentage of truck operators. Most operators seemed too 
busy making money to devote time-and study to deter- 
mining exactly what was going out for truck operation. 
It was more a matter of guess work, and such cases in- 
dicated a wide variation in costs for the same character 
of equipment applied in like work. The mere statement 
that there does not exist even to-day any adopted national 
standardized cost accounting system (although one or more 
are in process of development) as a basis of arriving at 
comparative costs, by which relative efficiencies may be 
determined and improvements effected, will serve to in- 
dicate lack of progress that has been made in this funda- 
mental phase ef truck selection and operation... The de- 
ficiencies reflected publicly these last several months, 
known and pointed out by transportation engineers for 
many years, cannot be construed in any way as an indict- 
ment against trucks in general, as each and every type of 
truck is well suited to successfully perform work in some 
given direction. A truck which for a given work would be 
ideal, if improperly assigned to some other class of work 
could not be expected to give the same degree of satisfac- 
tory service. It is a case of fitting round pegs into round 
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holes and square pegs in square holes. But o times y 
find “square peg” trucks attempting to do “r ing hole" 
work. The inconsistency should appear obviv is,- but y 
would seem that it required this great war + give m 
that jolt which aroused our senses, and caused a Tealiza. 
tion that somewhere we had overlooked som essentig 
features in our transportation operations. The war, wit 
all its horrible toll, is likely to prove not wit out som 
compensation—if we can take full advantage o/ the man 
lessons which it is enabling us to learn. % 

So much has been said and written about ‘he shor. 
comings of prevailing truck transportation oper:’ ing meth 
ods that extensive reiteration would seem . uperfuoy 
here. Besides, it is more in order to be construc’ ive. What 
we really desire are logical, simple remedie Speedy 
action is essential these days. To be specific, ict us cite 
some conditions in New York City, especially as these ar 
more or less representative. Traffic congestion ingthe 
streets border on chaos. These conditions are . 
worse—not better—and ere long we will approach the 
saturation point. Then what? Shall we calmly await the 
speedy arrival of such unbearable conditions, or shall 
they be anticipated and suitable remedies effected? 

On the streets of New York there are about four time 
as many trucks as are required. These numbers are daily 
being increased. Why? Because, for the most part, cor 
cerns and individuals each employ their own separate 
equipment to transport their merchandise, and _ because 
these trucks are not anywhere near loaded to capacity, 
going and coming. In practice, it about works out that 
four trucks with their drivers and helpers are employed to 
do the work, which one, well selected, managed and oper 
ated truck, with its one crew of men (or women), could 
do, if practical and scientifically correct methods obtained. 

All manner of suggestions to relieve this situation have 
been forthcoming. They range from pleas for wider streets 
to bigger freight terminals. Widening the streets is no 
only enormously expensive, but furthermore, not alto 
gether always practical and possible. Bigger terminal 
sounds good, but where is the land to build them coming 
from—likewise the money, to say nothing of labor and mt 
terials, which these days are not easily to be had? Further, 
must wider, and still wider streets, and bigger terminal 
always be the goal, until perhaps the city consists solely 
of streets and terminals, at least until the terminals like 
wise must vacate so that the space thus gained be givel 
up for more streets? ; 

At present the city streets are used principally durin 
the day. During the night, when pedestrian and passel 
ger vehicle traffic is at its minimum, the streets are col 
paratively deserted. Why not employ the streets durilé 
the night for the movement of freight by means of quit! 
rapid-moving vehicles? On account of not having to puck 
congested traffic, with attending delays and accidents, 
much faster average speed could be safely made, besides 
trucks operating over all, or a larger part of a twenty-four 
hour day, keeps investments active, and the cost per mile 
is correpondingly reduced. Such change will necessitate 
revision in our customary mode of existence. But such 
development requires but little if any sacrifice or incol 
venience, and virtually no-expenditure of money, !abor and 
material, otherwise more urgently needed.  Supposé 
for example, the railroads only used their tracks during 
the day and they remained idle during the night. TH 
same question might be asked about city streets, es? 
cially those other than of a strictly residential characte! 

But to get down to brass tacks, what is th~ princip#! 
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solution for prevailing trucking inefficiency? Co-operative 
trucking ? Yes, but better still, centralized trucking—co- 
operative trucking on a national co-ordinated scale. How? 
By companies possessed of the qualifications as found in 
gational express concerns. Companies whose business is 
transportation, where employment of transprtation is not 
merely an incidental or a side issue. Companies whose 
pusiness Success is based on the economic and efficient 
transportation of material and commodities and who first 
know What and how to buy the best suited transportation 
equipment ; second, who can and do operate such equipment 
io secure Maximum results with minimum delay and ex- 
pense. That’s their business. They know it because they 
have scientifically studied it, and have successfully worked 
out their theories in actual practice. They are specialists. 

It may be of interest to state that several years ago 
the writer advanced the idea of freight handling by ex- 
press companies. This subject has been discussed through 
various channels at length. Apparently no objection that 
would hold water has been advanced ‘and sustained. In 
normal times “something new’ had a hard road to hoe. It 
isno longer a question of “maybe,” but a case of necessity, 
for transportation must be brought to the highest possible 
point of efficiency in the shortest space of time to help 
our government “win the war.” Delays are dangerous. 

It has been rumored in the public press for some time 
that possibly the government would take over the express. 
companies, somewhat along lines similar as was the case 
with the railroads. Possibly “store-door delivery” is not 
to be reserved for the dim, distant future. Relief may be 
in sight. 

Store-door delivery by means of centralized and highly 
organized agencies, if developed to the point where ex- 
tensive service will be rendered communities, will auto- 
matically eliminate surplus trucking equipment, make 
available men, capital and equipment for vital war-winning 
work, relieve acute traffic congestion on city streets, with 
an appreciable improvement in the matter of safety; effect 
ehormous economies in transportation costs which now 
represent a large percentage of the total coSt of commodi- 
ties to the ultimate consumer; reduce amount of time now 
ordinarily required for deliveries; expedite more rapid and 
freer movement of freight to, from and through existing 
freight terminals; relieve freight-car shortage situation 
and otherwise effect improvements necessary in these 
critical times. 

Furthermore, it may be reasonable to assume that trans- 
portation equipment selected for such extensive and scien- 
tific transportation will be of a character best suited to 
fully measure up to requirements, tending to bring about 
a standardization situation which will prove generally 
beneficial. After such a system has been in operation for 
anot very lengthy period, and theories have had sufficient 
opportunities to be practically worked out in practice, the 
new order of practice will appear so logical that we will 
be inclined to wonder why same had not been introduced 
before. In general effect, the principle underlying store- 
door delivery methods of freight is not greatly dissimilar 
to the methods which have been in vogue for many years 
in the handling of express matter, the principal difference 
being that freight is somewhat more bulky than express 
and consequently may move slightly less speedily. There- 
fore, store-door delivery cannot be characterized as a revo- 
lutionary movement in so far as principle is concerned, for 
the same general idea has been successfully employed for 
a Number of years by express organizations, and it is the 
knowledge which they have thus gained, coupled with their 
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close association with the railroads, which will enable them 
to carry such development to a successful conclusion. 





MILK AND CREAM TICKET 


Raymond C. Fiscus, chief clerk, passenger department, 


Lake Erie & Western Railroad Company, Indianapolis, has 
invented a combination milk and cream ticket for trans- 





porting milk and cream in baggage cars or trucks on trans- 
portation lines, a fac simile of which is herewith printed. 
Simplicity and economy are the strong points urged for 
this new combination ticket. It combines in one form, it 
is pointed out, the features which, under the ordinary 
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ticket system, sometimes require as many as eleven forms. 
The cost of printing the tickets is thus materially re- 
duced. It is likewise urged as a labor-saver in both local 
and general ticket offices, and in the accounting offices. 
There are fewer forms to forward,-to handle, to record, 
and to check. Chances for errors are also minimized, and 
if it afterward becomes necessary, to trace a shipment, 
this work is facilitated. The ticket contains an agent’s 
stub, a coupon for the transportation of the full container, 
and a coupon for the return to the originating point of 
the empty container. In the margin of each coupon are 
shown the sizes of the containers ordinarily transported— 
five, eight and ten gallons—and the contents—milk and 
cream. By simply folding the ticket on the perforated 
line between each two coupons and cancelling by punch, 
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the size of the container and contents are indicaiod jy the 
agent’s stub and in each coupon. The originating Doint 
and destination are filled in with pen and ink o> by rub 
ber stamp. In cases where the volume of ship nents x, 
quire it, a printed form can be used. After detaching pi 
stub for office record, the agent attaches to the containg 
the balance of the ticket. The going portion is detache 
by the train baggageman handling the shipmeni into its 
destination, who forwards it to the auditor showing record 
of its carriage. The return coupon remains atiached ty 
the container and is authority for the train baggagemay 
to carry it to its originating point, where the agent é 
taches it and forwards it to the auditor, completing the 
record of the movement of both the full and enipty op. 
tainer in both directions. 


Miscellaneous Traffic Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System 
. Copyright, 1918, by West Publishing Co.) 





REGULATIONS OF COMMON CARRIERS. 
Who Are Carriers? 

(Supreme Court of Washington.) “Carriers” may be 
defined as persons or corporations who undertake to trans- 
port or convey goods, property or persons from one place 
to another gratuitously or for hire, and are classified as 
private or special carriers and common or public carriers; 
the class to which a particular carrier is to be assigned 
depending upon the nature of his business, the character 
in which he holds himself out to the public, the terms 
of his contract, and his relations generally to the parties 
with whom he deals and the public.—Cushing et al. vs. 


White, Pros. Atty., et al., 172 Pac. Rep. 229. : : 


Common Carrier: = 
(Supreme Court of Washington.) A “common carrier” 
is one whose occupation is transportation of persons or 
things from place to place for hire or reward, and who 
holds himself out to the world as ready and willing to 
serve the public indifferently in the particular line or 
department in which he is engaged, the true test being 
whether the given undertaking is a part of the business 
engaged in by the carrier, which he has held out to the 
general public as his occupation, rather than the quantity 
or extent of the business. actually transacted, or the 
number and character of the conveyances used in the em- 
ployment; but if the undertaking be a single transaction, 
not a part of the general business or occupation engaged 
in, as advertised and held out to the general public, then 
the individual or’company furnishing such service is a 
“private” and not a common carrier, and in either case 
the question must be determined by the character of the 
business actually carried on, and not by any secret inten- 
tion or mental reservation entertained or asserted when 
charged with duties and obligations which the law imposes. 
—Cushing et al. vs. White, Pros. Atty., et al., 172 Pac. Rep. 
229. 
Il. C. C. Order: 

(District Court, D., New Jersey.) The Chestnut Ridge 
Railway Company owns a short line of road in Pennsyl- 
vania, with a shorter branch at one terminus. -While a 
common carrier, the entire stock of the company is 
owned by a zinc company, which operates a plant at 





, published by West Publishing Co., St. Paul, Mina. 
] 


either end of the branch line, and the principal part of 
the traffic over such line consists of shipments to and 
from these plants. This road also connects at each of 
these points with a different through line. With one of 
these lines and its connections- the company joined in 
establishing joint class rates to and from points west of 
Buffalo, of which it received a divisional share. On com- 
plaint of the connecting road at the other end of its 
branch line, the Interstate Commerce Commission found 
that its share of the joint rate on carload lots was u- 
reasonable, in that it involved an unlawful concession to 
the zinc company, amounting to rebates on shipments to 
and from its plant at the other end of the branch line, 
and the Commission made an order that “no division 
should be paid on such traffic’ in excess of a prescribed 
amount per car, making its report and findings a part of 
the order. Held, that, taken together, this constituted 
a validly eonstructed order, affecting the Chestnut Ridge 
company and properly supported by findings.—Chestnut 
Ridge Ry. Co. vs. United States (Interstate Commerce 
Commission, intervener), 248 Fed. Rep. 791. 


An order of the Interstate Commerce Commission, re 
quiring a reduction in the divisional share of a railroad 
company in joint through class rates upon a finding that 
its share of such rates as established gave an undue pref- 
erence to a shipper, amounting to rebates, held not in 
valid, as based on a mistake of law.—Ibid. 


An order of the Interstate Commerce Commission, re 
quiring a reduction in the divisional share of a railroad 
company in joint through class rates on carload lots, held 
not invalid, as arbitrarily made because, while the estab- 
lished tariff fixed its share at a stated sum per 10 
pounds, the order fixed a maximum sum per car, where 
its service rendered was almost entirely over a branch 
line 1% miles long.—Ibid. 

An order of the Interstate Commerce Commission, fixiné 
the divisional share of joint through rates to which 4 
railroad company was reasonably and lawfully entitled, 
by determining the cost of its service and adding thereto 
a percentage as profit, held invalid, as unsupported by 
the evidence, because of a mistake in the theory upo 
which it calculated an item of the cost of service.—lbid. 
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i set aside and enjoin the enforcement of an order of 
the Interstate Commerce Commission, based upon a finding 
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“risk and expense of the cargo,” any loss or damage suf- 
fered by the cargo during the lighterage without fault 
on the part of the ship must be borne by the cargo; 





Damage to Cargo: 
(District Court, E. D., Pennsylvania.) Under a bill of 
lading j.roviding in discharging the cargo shall be at the 
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but it does not relieve the ship from liability for such 
loss or damage through the culpable negligence of the ship 
or her owner.—The Ogeechee, 248 Fed. Rep. 803. 

Respondent steamship received a shipment of phosphate 
rock to bé delivered at libelant’s wharf in Philadelphia. 
As the vessel could not reach the wharf, owing to in- 
sufficient depth of water, it was agreed that the cargo 
. should be lightered, lighterage to be “at the risk and ex- 
pense of the cargo.” Libelant was to unload the lighters 
and be paid for the service. On arrival, the vessel 
employed two open or deck lighters, on which it dis- 
charged the cargo. The second lighter reached the wharf 
too late on Saturday to be unloaded that day, and during 
the delay the cargo, which was insufficiently protected, 
was damaged by rain. Held, that the carrier’s responsi- 
bility did not end until proper delivery of the cargo on 
the wharf, and that in failing to provide lighters or cover- 
ings that would protect it from injury until that time it 
was culpably negligent, and was liable-for the damage.— 
Ibid. 


Suit for Demurrage: 

(District Court, E. D., Pennsylvania.) A _ charterer, 
which assumed the work of discharging the cargo without 
question, cannot defend again a suit for demurrage on 
the ground that the duty of discharge was not imposed 
on it by the charter party—Mikkelsen vs. A Cargo of 
Sugar, 248 Fed.-Rep. 807. 


Under a charter for the carriage of a cargo of sugar, 
which required discharge at the rate of 5,000 bags per 
“working day,” the charterer assumed the risk of delay 
due to strikes, bad weather, or any other cause not ex- 
pressly excepted in the charter party, in the absence of 
any local usage at the port of discharge giving to the 
term “working days” a meaning at variance with its ac- 
cepted legal meaning of calendar days, exclusive of ood 
days and holidays.—Ibid. 


Under a charter party requiring discharge of 5,000 bags 
of sugar in each working day, no account is to be taken 
of half days; but the charterer is entitled to a full work- 
ing day for each 5,000 bags before liability for demurrage 
commences.—Ibid. 

A provision of a charter party that lay days for dis- 
charging shall begin “24 hours after the arrival of the 
vessel” does not mean that the charterer is entitled to 
a full working day before beginning to discharge, but is 
to be read literally; but where the time limit expires on 
a day which is not a working day the lay days commence 
with the next working day.—lIbid. 

A consignee of a sugar cargo is not relieved from lia- 
bility for demurrage by the vis major principle, because 
of a custom house regulation under which the discharge 
of sugar in wet weather may be prohibited, where such 
authority was not exercised, and the regulation did not 
in any way affect the discharge of the vessel.—lIbid. 

Per diem demurrage, fixed by a charter party, is not 
apportionable to fractions of a day.—Ibid. 

A consignee is not relieved from liability for demurrage, 
under the doctrine of vis major, on the ground that the 
delay was caused by the refusal of the stevedores to 
work; the reason for such refusal not being shown.—Ibid. 

Where a charter of a ship to carry a cargo stipulated 
for a per diem demurrage, gave the owner a lien on the 
cargo therefor, and provided that bills of lading should 
be signed without prejudice to the charter, and a sub- 
charter, made before the cargo was loaded, contained the 
same provisions, including that for the per diem demur- 
rage, as did also the bills of lading signed thereunder, with 
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respect to lien and their being subject to the Charter, 
the shipowner may maintain a suit for demurrage againg 
the cargo, on delivery to an indorsee of the bills of lag 
based on the contract made by the original charier party, 
—Ibid. 
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i) 
Delivery at Non-Agency Station. 


Missouri.—Question: We have a claim against the Rail. 
road for pilferage in transit—$4.00—shipment to a non 
agency station. The Railroad Company disclaim thei 
liability, citing their unloading by their conductor at des. 
tination as well as section 5, paragraph 5, of Uniform Bill 
of Lading. Freight bill was issued for this shipment at 
Wyandotte, which we presume is the first agency station, 
and it bears the following notation. “Checked by con- 
signee, 1 box broken open and one bottle short when 
received at Trenton.” 

It is our contention that Railroad Company is liable by 
reason of this endorsement on Freight Bill, revealing an 
acknowledgment of responsibility. Will you please le 
us have your version through the medium of your good 
column? 

Answer: Section 5 of paragraph 3 of the Uniform Bill 
of Lading provides that property destined to a station at 
which there is no regularly appointed agent shall be at 
the owner’s risk after it is unloaded from the car, s0 
that by contract a carrier’s liability for the safety of the 
goods ceases after it has made a proper unloading of the 
goods at the non-agency station. The law makes a carrier 
responsible as an insurer for the safety of goods entrusted 
to it for transportation and is liable for any loss or dam: 
age thereto unless caused by circumstances over which 
the carrier has no control, or through the fault of the 
shipper. It therefore follows that in the shipment in ques- 
tion if the broken condition of the package was the direct 
cause for the pilferage, and its condition was through 
the fault of the carrier, it would be liable regardless of 
the provisions of Section 5 as aforesaid. If,.on the other 
hand, the condition of the shipment was the result of bad 
packing by the shipper, the carrier would not be liable. 

Storage Charges on Damaged Shipments. 

IWinois—Shipment moving from station in Illinois o 
C. B. & Q. Railroad to station on C. G. W. Railroad in 
Iowa, arrives at destination damaged, rendering it useless 
for purpose for which manufactured, being damaged be 
yond the ability of consignee to make repairs and there 
being no one else in the town competent to make repails. 
shipment is on that account refused, shipper be 
ing notified of refusal by delivering line two weeks 
after the arrival of shipment at destination, wh? 
agreed to return free of all charges provided claim be 
filed covering actual loss sustained, which proposition was 
promptly accepted and claim was presented to initial 
carrier in due time. While shipment was on hand at des 
tination prior to notification of shipper to arrange disposi 
tion storage charges accrued, and as all charges on shiP 
ment were paid to the originating carrier at time goods 
were returned, claim was filed against them instead o 
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against delivering carrier. Claim has been declined on 
the ground that it was the duty of consignee to accept 
shipment and file claim. Bearing in mind that shipment 
yas damaged rendering it worthless, is the position of 
carriers in declining to entertain the item of storage 
proper, OF should this charge not be included in claim, 
since it was brought about by acts of negligence on part 
of carrier? A number of storage tariffs contain a pro- 
yision prohibiting collection of storage in cases where rail- 
rad road errors prevent proper tender or delivery, and 
these tariffs generally provide for refunding any charges 
thus collected. -In our opinion since goods were dam- 
aged rendering them worthless, that is to say, not usable 
or salable, the liability of carrier for any and all result- 
ing expenses or costs seems evident beyond any dispute. 

Answer: In Toch Bros. vs. C. of G. Ry. Co. et al., 41, 
LC. C. 368, the Commission held that the collection of 
storage charges by the delivering carrier was unreason- 
able where the carrier failed to give notice of the failure 
of the consignee to accept the shipment, and was not 
entitled to assess such charges for the time subsequently 
to the giving of such notice for the reason that it then 
refused to make delivery to the consignee except upon 
payment of charges which it was not entitled to collect. 
This by reason of the fact that the carrier’s tariff and the 
code of storage rules provides that no storage charges 
shall be collected, or if collected, shall be promptly re- 
funded if delayed or improper notice has been given by 
the carrier. This code also provides that storage charges 
shall be refunded if collected through railroad errors which 
prevent proper tender or delivery. 

Assuming that the delivering carrier gave notice to the 
shipper of the consignee’s refusal to accept the freight 
incompliance with Rule 2, Section B, of the code of storage 
rules, Section C of Rule 7, and the tariff regulations men- 
timed in the question above, would have no application 
toa shipment merely damaged through the negligence of 
the carrier, but while, therefore, it might be the duty of 
the delivering carrier to collect the storage charges accru- 
ing pending the time when the shipper gave disposition 
orders, yet it would seem that such charges might be 
considered as an element of damages against the initial 
carrier or the carrier responsible for the damaged condi- 
tion of the goods if wholly worthless. Such damages not 
growing out of the trdnsportation of the shipment, would 
not be governed by the bill of lading stipulation regard- 
ing the amount of damages for which a carrier is liable. 
While the fact that the goods are injured upon the journey, 
through causes for which the carrier is responsible, does 
not of itself justify the consignee in refusing to receive 
them, and he must, instead, accept them and hold the 
carrier responsible for the injury, yet, where the damage 
is such that the entire value of the goods is destroyed, the 
consignee may refuse to receive them and sue the carrier 
for their value. In Thomas Co. etc. vs. the Ry., 62 Wis. 
642, where a patented machine, while being transported 
from the manufacturer, was so injured as to be practi- 
cally worthless and it cost as much to repair as to buy a 
lew one, it was held that the consignee was justified in 
refusing to receive it, and might recover from the carrier 
the value of the machine and the amount paid for carrier 
with interest. It necessarily follows that if a consignee 
is not obligated to accept a shipment so injured as to be 
practically worthless, and can recover from the carrier 
the amount paid for carriage, he can also recover such 
incidental charges as storage, demurrage, etc. A_ ship- 
Ment so injured as to be practically worthless must be 
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differentiated from shipments upon which demurrage ac- 
crues because consignee refuses to accept due merely 
to loss or damage in transit, and in which shipments the 
Commission held that the consignee’s refusal to accept 
delivery affords no basis for waiver of the charges. 

Less Than Carload Perishable Shipments. 

Washington.—Question: A manufacturer of medicine in 
the East made a consignment of their product to persons 
in a western city, during the cold weather. This ship- 
ment was forwarded by the carrier from point of origin 
to the end of their line and transferred to connecting road 
by truckman. Bills of Lading were properly made out 
and bore the notation, “Perishable. Warm Car Service.” 
Truckman presented the shipment with the papers to 
the connecting line and receiving clerk took the shipment 
but scratched off the notation of “Perishable. Warm Car 
Service.” The-entire shipment was forwarded as a non- 
perishable item and through delays was. frozen and worth- 
less at destination. Can you advise if carrier was negli- 
gent through its receiving clerk in erasing the notation 
and accepting the shipment? 

Answer: If the shipment billed with the notation 
“Perishable. Warm Car Service,” was billed through to 
destination and accepted as such by the initial carrier, 
it was the duty of the connecting carrier to provide the 
service required by the shipper, or if it had no such regular 
service, then to refuse the same for carriage. If, on the 
other hand, the shipment was not billed through to destina- 
tion, and the connecting carrier had no available regular 
refrigeration service, then it-is likely that the connect- 
ing carrier did not err in erasing the notation stated and 
accepting the shipment. It is also likely that in such 
instance it will be found that the carrier had tariff rules 
providing that less than carload shipments of perishable 
freight would be forwarded in box cars, when no regular 
refrigeration or heater car service was available, at rates 
lawfully’ in effect, at owner’s risk. The Commission in the 
case of Longo Fruit Co. et al. vs. Ill. Trac. System et al., 
38 I. C. C. 487, said that “while Section 1 of the Act to 
Regulate Commerce requires carriers to furnish refriger- 
ator cars upon reasonable request therefor and the main 
question presented is whether or not complainant’s request 
for refrigerator or heated cars for transportation on their 
less than carload shipments is reasonable, in Lake & Rail 
Butter and Egg Rates, 29 I. C. C. 45, we held the determin- 
ing factor to be whether or not the tonnage offered was 
sufficient to render the request reasonable. Both this Com- 
mission and the courts have held that carriers had the 
right to make reasonable and appropriate rules respect- 
ing the acceptance and transportation of traffic.” 


Damages in Delayed Shipments. 


Michigan.—Question: We had a carload of Flour 
shipped from point “A” to destination “B” in December, 
1916, over an interstate route and the car was on the road 
for 15 days, while the average time from point “A” to 
destination “B” being from four to five days at the most. 
This car of flour traveled over two roads and when the 
car reached the junction point of the initial carrier, it 
demanded an empty car from the connection line into 
which this flour was to be transferred, as the initial car- 
rier would not allow their equipment to leave its own rails. 

In the meantime there was a decline in the wheat 
market, and we took a loss of 85c per barrel. We filed a 
claim for this loss but the carriers refused to entertain the 
same, although they~-admitted that there was a delay. 
Their argument seems to be, that had the flour advanced 
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they would not have been tendered the amount realized 
from our sales. Do you know of any Interstate Commerce 
Commission ruling that would cover this case, and what is 
your opinion as to obtaining a settlement? 

Answer: There are no Interstate Commerce Commission 
rulings on the point in question since the“Commission has 
no jurisdiction over the matter of damages resulting from 
loss, injury or delay to shipments in carriage or delivery. 
The courts held that it is the duty of a carrier to forward 


goods promptly, and without unreasonable delay, to their 


destination. In the absence ofan express contract stipulat- 
ing the time within which the carrier is to transport and 
deliver goods, the law implies a promise to do so within a 
reasonable time. Michie on Carriers, Volume 1, Section 904. 
Where goods are not delivered in a reasonable time by 
the carrier, the measure of damages is any reasonable 
loss and expense occasioned by the delay, together with 
the value of the goods at the time and place they should 
have been delivered, less their value at the time and place 
of actual delivery, with interest from the former date, plus 
freight charges if prepaid. 


CANADA AND OFF-LINE AGENTS 


That the abolition of off-line railroad agencies in the 
United States has an important effect on Canadian re- 
ceivers of freight: from the United States may be judged 
from the following in The Globe, Toronto, Can., May 21: 


The recent decision of the United States Railway Ad- 
ministration to eliminate the contracting and commercial 
offices for freight service, has brought forth a great many 
protests from the shippers and receivers of freight. It is 
the general view that a discontinuance of the service will 
result in serious impairment. m 


During the past few years the agents in charge of off- 
line or outside offices have been almost wholly employed 
in quoting rates, tracing, and generally looking after the 
business of the public using the lines which they repre- 
sent. It can hardly be expected that the local representa- 
tives of initial lines can furnish information promptly 
as to the movement of traffic after it leaves them, or as to 
the conditions which obtain on connecting lines, nor have 
they the same facilities to trace delayed shipments. Fur- 
thermore, the law requires shippers to have a reasonable 
knowledge of the rates, rules, regulations and orders ap- 
plying to or governing the movement of traffic in which 
they are interested. 

It is impossible to obtain, and impracticable to maintain, 
a complete tariff file covering the tariffs of all lines over 
which he might find it necessary to ship. The same also 
applies to the local agent. It has, therefore, been the 
common practice for shippers or receivers to apply to 
representatives of the United States lines in Canada for 
information in regard to their respective lines. To this 
extent they have come to be regarded as part of our trans- 
portation system. 


It is not uncommon for Canadian shippers to be inter- 
ested in the movement of traffic not carried by Canadian 
lines. The absence of representatives in Canada of the 
lines over which the traffic is moved will, unquestionably, 
prove a serious handicap. * * #* 

The Traffic World (Chicago and Washington), which rep- 
resents the interests of both shippers and carriers, re- 
cently criticized the action taken, and what might be ex- 
pected under Government ownership was also made ap- 
parent, 

The elimination of these off-line officials makes it very 
difficult for Canadian shippers to obtain very essential in- 
formation regarding transportation in the United States. 
Canada, being a large importer of U. S. goods, naturally 
depends on the U. S. railways and upon the off-line agents 
to help facilitate early delivery of all imports, so that the 
action of the U. S. authorities imposes an apparent dis- 
crimination against Canadian shippers. 
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Help for Traffic Man 


This department is conducted a traffic man of long ex 
ence and wide knowledge. In it he will answer westions = 
ing to practical traffic problems. We do not desire to take the 
place of the traffic man, but to help him in his work. Vie re. 
serve the right to refuse to answer any questions that we judge 
it unwise to answer or that involve situations that are too com. 

lex for the kind of investigation contemplated. Questions will 
answered as promptly as possible. No answers will be given 
by mail except for a fee. 


Address “Help for Traffic Man,” The Traffic Service B: 
Colorado Building, Washington, D. C. sia ee 


Misrouted Shipment—Initial Carrier Responsible 

Question: Referring to the answer to our question pub- 
lished in your April 20 issue on page 863. 

It appears that you do not have a clear understanding 
of our question. This car was consigned to Richmond, Ind, 
The routing shown in the bill of lading was Santa Fe-C, 
& O. The rating inserted was a cheaper rate than that via 
Chicago and the contract made by the railroad company in 
this case could not be fulfilled, as the rate did not apply 
via the route shown. We feel quite sure that you will 
decide that the Peoria combination applied in this case, but 
the question is whether or not the railroad company would 
be compelled to apply the combination over St. Louis, 
which was still cheaper than over Peoria. Please under- 
stand that the car could move via any of the gateways 
and still give the C. & O. a line haul on the car and effect 
that delivery. 

Answer: Our answer of April 20 was predicated upon 
the facts as stated in your first inquiry, viz., that “the route 
inserted in the bill of lading is that via Peoria,” and upon 
that state of facts our answer was and is correct. You 
now say “the routing shown in the bill of lading was 
Santa Fe-C. & O.” and that “the rating inserted in the 
bill of lading was combination over Peoria, which was 
cheaper,” etc. So we now have before us not a case where 
gateway routing was shown by shipper in bill of lading, but 
a case where the shipper inserted complete routing via 
Santa Fe and C. & O., which route is through Chicago, 
and also inserted a rate based on Peoria combination, and 
the carrier should not have signed such a bill of lading if 
the rate based on Peoria did not apply over the route 
designated in the bill of lading. Conference Ruling 474 (c) 
and cases there cited. As the shipment did not move 
through St. Louis and the carrier was not, under routing 
instructions given, under any obligation to forward car Via 
St. Louis, combination over that gateway could not law 
fully be applied. However, the initial carrier appears to 
be responsible for misrouting and the shipper was dam: 
aged to the extent of the difference between the charges 
actually paid and what the charges would have been based 
upon the Peoria. combination. 


Shipper Damaged by Failure of Carrier to Give Notice of 
Arrival at Named Address 

Question: Kindly advise us through the columns of 
your papers where to insert the street address of consignee 
when shipment is billed order notify. Also advise the pur 
pose of the clause at the right hand corner of the order 
notify bill of lading, “Mail address not for purpose of dé 
livery.” 

Inasmuch as this clause appears in identically the same 
place as on a straight bill of lading the writer always took 
it for granted that it was the proper place to insert the col 
signee’s street address. 

We shipped a car billed to our order notify a concern il 
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cleveland, O., showing the street address on the order noti- 
iy bill of lading under the clause “Mail address not for pur- 
pose of delivery.” This car happened .to be consigned to 
Cleveland, O., where there is much congestion; however, 
the shipment was delivered in due time. Carriers here at 
indianapolis failed to insert street address in billing, there- 
fore, the postal advice of the arrival of the car was never 
received by our customer. This car was finally located, 
put not until $40 demurrage had accrued against it. The 
carriers refuse to make refund on account of the street 
address not ‘being properly shown on our bill of lading. 

Answer: It is proper to insert consignee’s street or 
specific address to which notice of arrival of a car is to 
be sent in the place provided on the bill of lading for ‘Mail 
address not for purpose of delivery,” whether the shipment 
is made on an order notify or a straight bill of lading. 
When a definite address of a consignee or of the party to 
pe notified is noted upon the bill of lading it is the duty 
of the initial carrier and of each succeeding carrier in the 
route to transmit that address to its next connection and 
itis the duty of the terminal carrier to send notice of 
arrival of car to that address. If there is failure on the 
yart of any carrier in the route to do, the carrier at fault 
in this respect is liable for demurrage charges accruing 
as the result of the failure of the notice to reach the con- 


_ 


signee. Conference ruling No. 366, Bulletin No. 7. 


Specific Through Rate the Legal Rate 


The following recently came to our attention in an arti- 
cde referring to routing and the application of class and 
commodity rates: 

“When a commodity rate exists between certain points 
which might, under certain conditions, be taken advan- 
tage of by a shipper located at a point outside of those 
named in the commodity tariff. For illustration, a manu- 
facturer in Peoria, Ill., is shipping a commodity on which 
aspecial rate is granted between Chicago and Milwaukee, 
which takes a class rate from point of shipment. He 
makes a Shipment to Milwaukee and pays the through class 
rate provided from Peoria, when by proper billing he would 
have paid the class rate to Chicago, and secured the bene- 
fit of the commodity from that point to Milwaukee. A lack 
of knowledge of commodity rates in effect in the manu- 
facturers’ territory has resulted in an unnecessary expense 
—a loss of money.” 

Is this correct? It is our understanding that when, a 
rate, either class or commodity, is in effect between two 
points it is impossible to make a combination as outlined 
above. 

Answer: We have written so frequently on this subject 
there seems to be nothing further for us to say. We will 
refer you to article in this column in the issues of Octo- 
ber 6, 1917, page 751, and November 10, 1917, page 1008, 
and to the various answers in prior issues therein cited. 
Also see the case of Kanotex Refining Co. vs. A. T. & S. 
F. Ry. in The Traffic World of June 26, 1915, page 1389. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago will have its golf outing 
at the La Grange Country Club, June 11. Edgar A. Ban- 
croft, general counsel of the International Harvester Com- 
pany, addressed the club at its patriotic luncheon May 
44. His subject was “The Spirit of America.” 


The Transportation Club of Louisville, Monday, June 3, 
Will have for its speaker James H. Richmond, who will 
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speak on issues of the day. 
have a full attendance. 


It is very important that we 


The San Francisco Traffic Club at its last bi-monthly 
meeting elected the following officers to serve for one 
year: C. D. Lee, president; J. F. Vizzard, first vice-presi- 
dent; F. Morgan, second vice-president; C. O. Burgin, 
secretary; E. H. Hurst, treasurer. 


| Personal Notes 


W. P. Behen, until recently general agent at Chicago 

of the C. I. W. Railroad Company, has become connected 

in a sales capacity with 

the Liberty Steel Prod- 

ucts Company, Inc., Chi- 

cago. He was born in Chi- 

cago, March 9, 1884 and 

in 1903 entered railroad 

work as stenographer to 

the local agent of the 

Illinois Central Railroad. 

Two years tater he was 

employed by the Erie 

Railroad as stenographer 

and clerk in the freight 

traffic manager’s office, 

which position he held 

for a year and was 

transferred to the gen- 

eral freight office. After 

four years of this experience he was made chief clerk to 

the assistant general freight agent of the Mobile & Ohio 

Railroad at Chicago. Three years later he was appointed 

contracting freight agent of the B. & O.-C., H. & D. at 

Chicago. Three years later he was appointed general 
agent of the C. I. & W. Railroad. 


Cc. A. Evans has resigned his position as assistant to 
the traffic manager of the Fort Worth Freight Bureau, 
effective June 1, to take 
the position of traffic 
manager for the Ralston 
Purina Company, whose 
large cereal and_ stock 
food manufacturing 
plant, just mompleted, 
begins operation in Fort 
Worth June 1. Mr. Evy- 
ans has occupied his po- 
sition with the Fort 
Worth Freight Bureau 
about five years, having, 
prior to that time, been 
connected with the 
Southern Pacific Steam- 
ship Company at Galves- 
ton and with the West- 
ern Weighing & Inspection Bureau at Fort Worth. A. J. 
Scribner has been appointed to succeed him. Mr. Scribner 
has had twenty years’ railroading experience in Texas, 
having served in various capacities in the operating and 
traffic departments of the Frisco, Rock Island, Cotton Belt, 
and Fort Worth & Denver City railways. He resigned 
the position of chief clerk in the general freight office: of 
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the latter road to accept service with the Fort Worth 
Freight Bureau. 

Joseph Weed has been appointed division freight agent 
of the Pennsylvania Railroad Company, western Pennsyl- 
vania division, with office at Uniontown, Pa., vice F. P. 
Truesdale, resigned. F. X. Quinn, acting division freight 
agent, northern division, with office at Buffalo, N. Y., has 
been appointed division freight agent. 

J. A. S. Wallace, general western freight agent of the 
Western Maryland Railway at Chicago, has been trans- 
ferred to Baltimore. J. H. Hutchinson, traveling freight 
agent, with headquarters at Indianapolis, Ind., has also 
been assigned to Baltimore. 

G. O. Herbert is appointed demurrage manager of the 
Missouri Pacific, with headquarters at St. Louis. 

Samuel E. Aliender has been appointed chief special 
agent of the St. Louis-San Francisco, with headquarters 
at St. Louis, succeeding James H. Smith, resigned. 

F. B. Townsend, vice-president of the Minneapolis & 
St Louis, has been appointed to the staff of J. G. Wood- 
worth, traffic assistant to the regional director at Chicago. 


S. B. Wade, connected with the traffic department of the 
Chicago & Alton, at Little Rock, Ark,, has been appointed 
traffic agent of the Jacksonville division, with headquar- 
ters at Bloomington, Ill. The position he held at Little 
Rock has been abolished. 

E. B. Robb, acting division freight agent of the Cana- 
dian Government Railways, with office at Cochrane, Ont., 
has been appointed division freight and district passenger 
agent for the transcontinental division—O’Brien, Que., to 
Graham, Ont., inclusive, with office at Cochrane. 


J. L. Hayes, commercial freight agent of the Baltimore 
& Ohio, with office at Baltimore, has been appointed divi- 
sion freight agent, with office at Cumberland, and author- 
ity over the Cumberland division, Martinsburg to Grafton, 
both exclusive, including branches. P. H. Lantz has been 
appointed commercial freight agent, with office at Balti- 
more, vice Mr. Hayes, and W. F. Geisert, traveling pas- 
senger and freight agent at Denver, Colo., has been ap- 
pointed general agent, with office at Camp Sherman, Ohio. 

M. A. Chambers has_ entered’ the offices of Clifford 
Thorne, at Chicago, as an accountant. Mr. Chambers 
entered railroad work 27 years ago. He has served as 
chief clerk in the comptroller’s office of the Illinois Cen- 
tral; auditor of the Northern Adirondack; traveling freight 
and passenger agent for the Toledo, St. Louis & Western; 
senior accountant for -the Mutual Audit Company of 
Louisville, Ky.,-and chief accountant for the State Public 
Utilities Commission of Kansas, which position he held 
from July 1, 1915, to March 15, 1918, to accept his new 
appointment. Walter R. Scott has resigned his position 
as rate specialist for the Kansas Public Utilities Commis- 
sion to occupy a similar position for the Western Pe- 
troleum Refiners’ Association in its Chicago offices, under 
the direction of Clifford Thorne. Mr. Scott served for 
over five years as chief rate clerk to the general freight 
agent of the Santa Fe and for three years as rate expert 
for the Kansas commission. He entered railroad work 
seventeen years ago. Lacey Walker has resigned as chief 
statistician of the State Railroad Commission of Iowa to 
become statistician of the Western Petroleum Refiners’ 
Association. He was trained in the local freight offices 
of the Rock Island lines at Des Moines, accepting a posi- 
tion with the Iowa commission six years ago. For five 
years he has compiled the annual statistical reports of 
the commission and has participated in many important 
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rate cases. He became chief statistician for the commis. 
‘sion May 1, 1916. John D. Reynolds, who has been sery. 
ing as assistant to Clifford Thorne, was elected Secretary 
and assistant general counsel of the American Petroleum 
League at a meeting of the board of diréctors last week, 
Mr. Thorne is general counsel of that organization. yy 
Reynolds entered the employ of the C., M. & St. P. Rail. 
way in 1901 and has. served in the claim, rate, traffic 
and interstate commerce departments of that company 
continuously until 1916, when he resigned to engage jp 
interstate commerce work. He is a member of the Illinois 
bar. Mr. Reynolds will continue to serve as an associate 
with Mr. Thorne in addition to his new duties with the 
American Petroleum League. 


The Seaboard Air Line Railway Company announces 
that, effective June 1, the following freight traffic offices 
are discontinued: Augusta, Ga., Boston, Mass., Balti- 
more, Md., Chattanooga, Tenn., Chicago, Ill., Cincinnati, 
O., Florence, S. C., Greenville, S. C., Kansas City, Mo, 
Louisville, Ky., Miami, Fla., Memphis, Tenn., New Orleans, 
La., New York, N. Y., Nashville, Tenn., Oklahoma City, 
Okla., Pittsburgh, Pa., Philadelphia, Pa., Rochester, N. Y,, 
St. Louis, Mo. The following changes are effective June 
1: J. G. Cantreli, assistant general freight agent, Jack- 
sonville, Fla., vice C. A. Carpenter, transferred; C. E. 
Muller, assistant general freight agent, Savannah, Ga, 
vice V. C. Tompkins, transferred; C. A. Carpenter, dis- 
trict traffic agent, Orlando, Fla., territory Wildwood 
branch, reporting to assistant general freight agent, Jack- 
sonville, Fla.; M. O’Connor, commercial agent, Montgom- 
ery, Ala., vice F. C. Cheney, transferred; C. E. Thomas, 
commercial agent, Richmond, Va., reporting to assistant 
general freight agent, Richmond, Va., vice C. L. Parker, 
resigned to accept service with another company; V. C. 
Tompkins, traveling freight agent, Hamlet, N. C., report- 
ing to assistant freight traffic manager, Norfolk, Va; 
J. H. Flythe, traveling freight agent, Charlotte, N. C.; 
W. T. Vandenburgh, traffic agent, West Jacksonville, Fla.; 
J. A. Henderson, traveling freight agent, Savannah, Ga.; 
¢. E. Boisseau, traveling freight agent, Charleston, S. C.; 
D. P. Grier, traffic agent, Richmond, Va.; R. M. Langston, 
traffic agent, Howells, Ga.; W. E. Whitemore, traffic agent, 
Johnson street, Raleigh, N. C.; W. C. Teare, traffic agent, 
Portsmouth, Va.; F. C. Cheney, traveling freight agent, 
Greenwood, S. C. 


Announcement is made that L. E. Johnson has resumed 
the presidency of the Norfolk & Western Railway. N. D. 
Maher resigned as president and director, effective June 
1, to become regional director for the newly created Poca: 
hontas region. Samuel Rea was elected to Mr. Maher's 
place on the board. 


A. A. Egle, previously traveling freight agent of the 
Big Four Railroad, has been made assistant manager of 
the Louisville branch, Southern Hardwood Traffic Asso 
ciation, succeeding R. W. Browning, who resigned to enter 
the service of the government. 
























The Kelley Island Lime & Transport Company, Cleve 
land, announces that A. P. McCallie, assistant general 
sales manager, is entering military service. A. J. Earl 
succeeds him and J. F. Potts succeeds Mr. Earl as traffic 
manager. 


Charles H. Markham has resigned as president and di 
rector of the Illinois Central. Charles A. Peabody, NeW 
York lawyer and president of the Mutual Life Insurance 
Company, was elected president. 

R. H. Aishton, director of western railroads, announces 
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that T. B. Coppage, vice-president and general manager 
of the Fort Worth & Rio Grande Railway, is appointed 
chairman of the Fort Worth committee at Fort Worth, 
Tex. in charge of operation at that point. 

The Clyde Steamship Company and Mallory Steamship 
Company announce that, effective June 1, the office of 
H. E. Maynard, assistant freight traffic manager, New 
York, will be transferred to Pier 36, North River, New 
York City. The following service agencies will be estab- 
lished by the Clyde Steamship Company: Boston, Lewis 
wharf, G. O. Sheldon, New England service agent; Charles- 
ton, 8S. C. (Clyde S. S. Co.’s pier), H. B. Wright, south- 
em service agent; Jacksonville, Fla. (Clyde S. S. Co.’s 
pier), L. S. Seroble, Florida service agent; Philadelphia, 
Pier 2, North Delaware avenue, S. A. Monteith, Philadel- 
phia service agent. It is stated that communications re- 
specting information desired by the public as to embar- 
goes, movement of traffic and other information, hereto- 
fore obtained from freight traffic representatives at the 
following points, should be addressed as follows: Boston, 
Mass. G. O. Sheldon, N. E. service agent, Lewis Wharf, 
Boston, Mass.; New York, N. Y., H. E. Maynard, A. F. 
T. M., Pier 36, N. R., New York City; Philadelphia, Pa., 
§. A. Monteith, Philadelphia service agent, Pier 2, No. 
Delaware avenue, Philadelphia; Baltimore, Md., H. E. May- 
nard, A. F. T. M., Pier 36, N. R., New York City; Atlanta, 
Ga, Augusta, Ga., Birmingham, Ala., Charleston, S. C., 
Chattanooga, Tenn., Columbia, S. C., Little Rock, Ark., 


THE TRAFFIC WORLD 


1217 


Macon, Ga., Memphis, Tenn., Meridian, Miss., Montgomery, 
Ala.; Nashville, Tenn., H. B. Wright, southern service 
agent, clo Clyde S. S. Co., Charleston, 8. C.; Jacksonville, 
Fla., L. S. Scroble, Florida service agent, clo Clyde S. S. 
Co.; Jacksonville, Fla.; Tampa, Fla., G. W. Bartlett, port 
agent, Tampa, Fla.; Dallas, Tex., Fort Worth, Tex., Hous- 
ton, Tex., San Antonio, Tex., Waco, Tex., F. T. Rennie, 
general agent, Galveston, Tex. Effective June 1, the fol- 
lowing agencies are discontinued: New England Freight 
Agency, Boston; commercial agency, New York City; 
commercial agency, Philadelphia; commercial agency, 
Baltimore; traveling freight agency, Richmond, Va. (dis- 
continued Feb. 28, 1918); commercial agency, Columbia, 
S. C. (discontinued May 1, 1918); commercial agency, 
Jacksonville, Fla.; commercial agency, Tampa, Fla.; com- 
mercial agency, Houston, Tex.; commercial agency, Dallas, 
Tex.; commercial agency, Fort Worth, Tex.; commercial 
agency, San Antonio, Tex.; commercial agency, Waco, 
Tex. The following offices of the Clyde Charleston Fast 
Freight Line are also discontinued: Manager’s office, 
Charleston, S. C.; eastern freight agency, New York City; 
commercial agency, Atlanta, Ga.; commercial agency, Au- 
gusta, Ga.; commercial agency, Birmingham, Ala.; com- 
mercial agency, Chattanooga, Tenn.; commercial agency, 
Little Rock, Ark.; commercial agency, Macon, Ga.; com- 
mercial agency, Memphis, Tenn.; commercial agency, 
Meridian, Miss.; commercial agency, Montgomery, Ala.; 
commercial agency, Nashville, Tenn. 


The New Railroad Problem 


The Elements of a Constructive Policy—Last of a Series of Five Articles Written for 
the Traffic World by T. W. Van Metre, Assistant Professor of Transpor- 
tation, School of Business, Columbia University 


What, again, is the goal of a constructive railroad pol- 
icy? It is the development of a satisfactory service, per- 
formed in an efficient and economical manner, at rates 
which are reasonable and just to those who use the serv- 
ice and adequate for those who produce it. Certain errors 
committed in the past have stood in the way of the high- 
est possible development of our railroad service; we have 
done things that had better been left undone; we have 
left undone many things which .manifestly should have 
been done. If we have a clear realization of what we 
desire to attain in the future we can, from the study of 
the faults and failures of the past, set’ forth the elements 
ofa railroad policy which will be constructive instead 
of destructive, and productive of harmony and co-opera- 
tion instead of discord and dissatisfaction. 

First of all, the unwieldy and confusing system of dual 
Tegulation should be eliminated. The Supreme Court has 
already indicated that Congress has the power to regulate 
and control those features of intrastate railroad service, 
the regulation of which in any way directly affects inter- 
slate commerce. It is impossible, from an economic stand- 
point, to make any distinction between intrastate and 
interstate commerce; the web of traffic is inextricably 
Woven; its separate threads all form a part of the whole. 
It would pe perfectly proper for the federal government 
'0 assume the control of rates on all railway traffic, and 
the sooner this is done the better. The elimination of 
artificial barriers in our system of domestic trade might 
help us to adopt a frame of mind which would make us 


receptive to suggestions for the removal of some of the 
barriers in international trade which have done so much 
to foment the ill feelings which are now finding such 
horrible expression. . 

The unification of railway control would necessitate 
the creation of a new administrative organization—an 
organization both bigger and better than the one we now 
have. The time is ripe for the establishment of a federal 
department of transportation, with a cabinet officer at the 
head; the Interstate Commerce Commission might be re- 
organized along lines similar to the organization of the 
federal judiciary. 

A prominent feature of the new policy should be the 
enactment of legislation to compel—not to permit—the 
operating unity of our railroad systems. The greatest 
step in the achievement of operating unity would be the 
combination of terminal facilities at commercial centers 
served by two or more railroads. The manifest economies 
which would result from a more scientific construction 
and organization of terminal facilities have long been ap- 
parent. If the railroad managers are so obstinate as to 
be unwilling to co-operate in working out a unified ter- 
minal system, government ownership is inevitable—a fact 
which may cause them to adopt a more acquiescent atti- 
tude than many people now believe possible. The elimi- 
nation of the present wasteful and inefficient terminal 
systems will be a sine qua non of success in devising a 
satisfactory plan for the continuation of private owner- 
ship and management of railways. The problem of per-. 
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manent operating unity is essentially a terminal problem. 
Roundabout routing, which is generally held to be a great 
source of waste and inefficiency, is, in normal times, of 
small significance. The substitution of the “most direct 
route” will not necessarily help greatly in improving trans- 
portation conditions. There is no congestion on the rail- 
road lines; the congestion is in the terminals, and our 
obsolete, poorly developed terminals are primarily respon- 
sible for the railroad operating problems. The terminals 
in nearly all our large cities must be made_over, and 
constructed with provision for the greatest possible free- 
dom of movement between all their parts; the policy of 
selfish exclusiveness must be given up; .the dog-in-the- 
manger attitude which retards development and growth 
must be definitely abandoned. 

In order that operating unity can be successfully estab- 
lished the carriers should be permitted, under proper su- 
pervision, to enter formal agreements with respect to 
rates, and to organize pooling arrangements for the divi- 
sion of competitive business. The right of the shippers 
to designate the routing of their traffic should be curtailed, 
except where the exercise of the right would give the 
shipper some advantage in services or charges. If the 
railroads are free to co-operate in making rates and in 
pooling traffic, there will be little occasion for the shipper 
to question the routing of his traffic. 

The adoption of a system of operating unity by the car- 
riers would probably be followed by a simplification of 
the methods of publishing freight tariffs; it would be pos- 
sible, too, for a greater degree of uniformity in freight 
classification to be attained. What traffic manager, rail- 
road or industrial, would not hail with joy anything that 
would simplify some of the tariffs that are his daily com- 
panions? Railroad operating unity brings interline bill- 
ing, more satisfactory rules for car service, greater mo- 
bility of equipment, easier methods of accounting. Rail- 
road operating unity would sound the death-knell of those 
parasitic corporations, the express companies and the pri- 
vate freight and passenger car lines. These companies 
found their origin in the lack of railroad co-operation; 
they have performed a distinct service in the past, but 
the future should hold no place for them. Operating unity 
should mark the end of the employment of huge staffs 
of passenger and freight solicitors, though not necessarily 
the total elimination of these agents. 


If private ownership and management are to continue, 
the financial operations of the railway corporations must 
be subjected to supervision. The time is past when rail- 
road directors should be allowed to build a branch line 
on their individual accounts and sell it to themselves as 
directors for five or six times the cost of construction. 
If there is no law to punish those trustees who convert 
the property of widows and orphans to their own use, after 
the deed is accomplished, it may be possible to devise 
a system of prevention. It is going to be necessary to 
disregard most of the offenses of the past, in making new 
adjustments, but we want no more instalments of “Chap- 
ters of Erie;” even the longest serial should have a con- 
clusion. 


Rate Regulation Problem. 


The great problem to solve in devising a new railroad 
policy is the problem of rate regulation. The railroad 
managers feel that the past system of rate regulation has 
been grossly unfair and unjust to the railroads. They 
have undoubtedly been prone to paint the picture darker 
than it really has been, but even so, their darkest hues 
have been brilliant in comparison with the colors one 
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would use in depicting the situation that existed befoy 
rate regulation was attempted. What should be the ney 
policy of rate regulation? It should, as before, be base 
on the principles that rates should be reasonable anj 
that they should not be unjustly discriminatory. Thy 
present system of correcting discrimination has, on th 
whole, been satisfactory, and few changes in the proyj. 
sions of the act to regulate commerce with respect t 
discrimination should be suggested. It is unquestionably 
immoral for the carriers to grant special favors to certaiy 
shippers; it is wrong for them to attempt arbitrarily t 
deprive a community of its natural economic advantage; 
through unfair rate structures; it is improper for they 
to give undue preference to certain kinds of traffic. Dis. 
crimination is a question .of fact to be decided by 4 
federal commission, clothed with authority to remove the 
cause of complaint and award reparation when deserved, 

It is reasonableness of rates that constitutes the difficult 
question. Rates should be reasonable, not only to the 
shipper but to the carrier. How does one determine a 
reasonable rate? Unfortunately this question does no 
admit of an exact answer, and it never will. There is no 
rule of thumb method of making reasonable rates. The 
costs of railway transportation change, the value of trans 
portation changes, the value of commodities hauled 
changes, and each has, or should have, some bearing upa 
transportation rates. 

However, we can divide the problem into two parts— 
the reasonableness of particular rates, and the reasonable 
ness of the general level of rates—and perhaps find a 
satisfactory method of meeting the rate problem. 


How does the Commission now decide upon the reason 
ableness of a particular rate? Largely by the method of 
comparison. It is manifestly impossible to ascertain the 
cost of transporting a particular item of traffic on a rail 
road, and even if the exact cost were possible of ascer: 
tainment, it would not necessarily be proper to make 
particular rates upon the basis of cost. It often occur 
that a railroad is justified in charging for a certain serv 
ice considerably more than for another service which is 
known to cost more. But at a particular time individual 
rates bear a certain relation to one another. When 4 
rate is investigated by the Commission it is compared 
rates on similar kinds of traffic hauled in the same ter 
ritory, to rates on the same kind of traffic hauled in othe 
territories. In this method of comparison a reasonably 
satisfactory solution of questions concerning particulat 
rates is found. If the suggestion of the Commission were 
followed, that Congress name some specified date in the 
future on and after which all rates were to be prima faci 
“reasonable,” the problem of making individual rate at 
justments would be greatly simplified. Changes in indi 
vidual rates would still be necessary, but only when col 
ditions affecting the shipper arose. 

It is the general level of rates that causes the mos 
difficulty. For some time the carriers have been besiegilé 
the Interstate Commerce Commission with petitions {0 
rate increases. (Under the law as it stood before 1910 
the carriers always raised their rates and let the shippers 
do the besieging for reductions.) The failure of the Colt 
mission to grant the requested increases is, according 
the railroad managers, the chief source of all their diffi 
culties. The public press has, on the whole, agreed with 
the carriers, but there may have been other reasons for 
this than the mere needs of the railroads. 

What should the level of rates be? High enough, ¥ 
all agree, to give revenues sufficient to cover the total 
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costs of transportation, including maintenance of the prop- 
erty, and to provide a reasonable return on the investment. 
“pvestment” is hard to define. Substantial agreement 
could be made upon “rate of return,” if “investment” could 
once be decided. Is “investment” the amount of money 
which has been spent in building up the railroad system? 
But some of it has been spent unwisely and extravagantly; 
is it entitled to a return? Some of it—much of it—was 
contributed from earnings, acquired, perhaps, through ex- 
cessive rates in the past; should the public pay interest 
on its own contribution? Is “investment” the “value” 
of the property? Value measured by original cost of pro- 
duction; or cost of reproduction? Value determined by 
physical valuation, perhaps? Any other business includes 
in its “value” its good-will, its value as a going concern; 
why deprive the railroads of such a concession? On these 
questions there will never be unanimous agreement; the 
Commission was authorized a few years ago to make a 
yaluation of the railroads, and already the process is giv- 
ing rise to endless controversies, which can be settled 
only in the courts. If we have to wait until the questions 
arising out of the valuation controversies are settled be- 
fore arriving at a satisfactory basis for solving the prob- 
lem of the general rate level, we shall never get out of 
the courts before federal ownership arrives. 


Happily the present situation offers a solution for this 
entire difficulty by that best of methods, the “short cut.” 
Congress has devised a plan for the payment of railroad 
companies for the use of the property now taken over and 
operated by the government. Under the compensation 
law the carriers will presumably receive a “reasonable” 
return on their investment. Why not make this compensa- 
tion the basis of a final decision as to what the railroads 
are entitled to receive for their services to the public? 
In event of a decision of this nature it would be necessary 
to disregard the differences of the past, and to drop the 
controversy as to the justice or injustice of the claims 
and counterclaims urged by opposing interests during re- 
cent years. Let the old score be wiped out, and a fresh 
deal started. If a payment to the railroad companies 
for the use of~their property on the basis of the average 
income for the three years 1915-1917 is satisfactory, there 
is no reason why the capitalization of this income at a 
reasonable rate should not be accepted as a satisfactory 
valuation of railroad property at the time the compensa- 
tion plan of the government becomes effective. Thus the 
question of “investment” would be solved without delay. 


It should be understood that future additions to the 
property of the railroad should be accounted for, and, in- 
asmuch as the government would supervise the financial 
operations of the carriers, passing judgment on the ad- 
Visability of extensive improvements which railway man- 
agers might propose to make, there would be little danger 
ofa growth of “value” through mere manipulation and 
WMwise inflation. Moreover, it is unlikely that tremen- 
lously expensive improvements of a perpetual non-revenue- 
Vielding character would be undertaken. Whatever au- 
thority should pass on the need of increasing or depressing 
the general rate level in the future would have a real 
foundation on which to rest decisions, and it would be 
a to give both the railroads and the public a square 
eal, ’ 


Such a plan does not mean that the government should 
slarantee the railroads a minimum rate of return nor 
that the government should fix a definite maximum return 
If it could be clearly shown that de- 


for the carriers. 
lining rei urns were due to increasing costs of labor and 
Ihaterjals a prima facie case for rate increases would be 
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fairly established. On the other hand, if income declined 
because of the fluctuation of business conditions the Zov- 
ernment could not be held responsible for the losses of 
the railroads any more than it could be held responsible 
for the losses of other kinds of business during periods 
of depression. During years of general business stimula- 
tion the railroads would be permitted to reap the financial 
benefits arising from a growing traffic; each company 
would be entitled to reward for efficiency and managerial 
competence, and for the development of its traffic terri- 
tory; there would be no danger of a general depression 
of the rate level unless experience covering a period of 
years might show that a reduction of transportation 
charges would be justifiable. 

It may be stated by railroad managers that this plan 
cannot work; that the conditions necessary to justify a 
general rate increase—advancing costs of labor and ma- 
terials—have been general for some time past, and that 
the government has not responded effectively to the car- 
riers’ needs. In answer to this it may be said that while 
there has been no denial of the advancing costs of trans- 
portation, there has been disagreement as to the amount 
of income to which the railroads are entitled. Those who 
have opposed increases have steadfastly contended that 
the level of income of the railroads has been too high, 
and that the depressed receipts have been more nearly 
a measure of “reasonableness.” That is, the question of 
“return on investment” has been the stumbling. block to 
agreement. The compensation fixed by Congress will be 
a definite answer to this vexatious question of return on 
investment, and the Gordian knot in. the problem of rate 
regulation will be cut. The authorities who regulate rates 
in the future will be provided with a standard of reason- 
ableness by means of which equitable decisions may be 
reached. We have at our hands the solution of the whole 
troublesome problem of rate regulation; why not use it? 

It is high time that the “tooth and claw” era of settling 
labor disputes should end. Laborers engaged in public 
service have no right to hold up their employer and the 
public, and employers have no right to turn deaf ears to 
the appeals of their workers. The Supreme Court has 
definitely indicated the right of the government to compel 
the arbitration of labor disputes in the railway service, 
and a law for compulsory arbitration should be enacted 
before either employers or employes make another attempt 
to wield the club. The way to a solution of the labor 
problem is perfectly plain and no time should be lost in 
enacting appropriate legislation. 


Some attempt should be made to secure the appoint- 
ment of competent individuals to the administrative bodies 
which will have charge of railroad regulation. If a system 
of regional commissions is adopted why not let the rail- 
road, the shipping, the banking and other commercial and 
industrial interests have a share in the nomination and 
selection of the membership of the commissions? Or why 
not provide by law that the members of the commissions 
shall have the qualifications which good judgment and 
common sense inform us they should have? These ap- 
pointments should no longer be made a part of the “spoils” 
of the successful candidate. We are learning by had 
experience that the war “business” of the government is 
best transacted when intrusted to men of business train- 
ing; the lessons of the war may generate some ideas in 
the minds of our political leaders that will have a bene- 
ficial influence in the future efforts at regulation of pri- 
vate business’ enterprise by the government. : 

Finally let provision be made that in case of another 
war the control of the railroads shall automatically pass 
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to some centralized authority. The best system of rail- 
road control and operation that can possibly be devised 
will not withstand the shock which war brings. Even if 
we have government ownership the railway methods of 
peace will not suit the conditions of war; the experience 
of Germany, of England, and of our own country prove 
that this is true; and our experience should be a warning 
for the future. 

It is now time to “get together.” The railroads are 
not exhibiting the “final éffect” of ten years of disastrous 
government regulation; neither have they been “run in 
the ditch” by their managers. They are unquestionably 
suffering from the shortcomings of the managers, and 
from the mistakes Of the government, but had the war 
not come, we should not have reached such acute stages 
of “horrible example.” Without the war, it is highly prob- 
able that in time a better and more satisfactory system 
of railroad control would have been slowly evolved, but 
at best it would have been at heavy cost. The war has 
placed in bold relief the faults of the past, and the rem- 
edies are clearly indicated. Why hesitate to apply them? 


COAL PRICE REDUCED 


The Trafic World Washington Bureau. 
Under an order from the Fuel Administration, effective 
7:00 a. m., May 25, the price of bituminous coal, at the 
mine, was reduced ten cents per net ton. “The Fuel Ad- 
ministration figures the reduction in price to be nearly 
equal to five per cent, although how it does its figuring 
to obtain the result was not explained in the announce- 
ment made by its press agent. 


The reduction will mean an annual saving to consum- 
ers of a sum estimated by the Fuel Administration at 
$60,000,000. The President has directed, as heretofore 
stated, that he had so decided, that the railroads pay the 
government price for coal. The increased cost of railroad 
fuel thereby occasioned is also estimated at $60,000,000 
per annum. The reduction of 10 cents a ton on all coal 
will, however, reduce the net increased cost to the rail- 
roads from $60,000,000 per annum to $45,000,000 per an- 
num. Under the President’s plan, the railroads will fur- 
nish cars to all coal mines alike, without discrimination, 
except as dictated by the prior requirements of the rail- 
roads for operating purposes and the needs of domestic 
consumers and of the war. 


Under the present war demands, the maximum output 
of every mine working at full time would still be insuffi- 
cient to meet the country’s coal needs. The principle of 
equal car supply has accordingly been adopted so as to 
make for as steady an operation as possible of all proper- 
ties, and for continuous employment of men, thus making 
for maximum output. 


The introduction of the principle of even car supply 
will reduce the general average overhead. of mine opera- 
tion, and thereby justifies the administration, it says, in 
putting out a price reduction order. It is understood that 
the mine prices thus fixed will remain undisturbed until 
the United States Fuel Adminsitrator has before him 
the cost returns for the twelve months ending August 
31, 1918. The returns thus far in are being studied by 
Fuel Administration accountunts and engineers with a 
view to making the utmost saving to the public that is 
consistent with a maximum production of coal. 

The order will have no effect on the price of anthra- 
cite coal, which forms the bulk of the domestic consump- 
tion fuel in the eastern part of the country. 
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UNFAIR METHODS CHARGED ** ¢ 
The Trafic World Washington Buresy rot fi 


The Federal Trade Commission has become a factor jp 
the car distributton question by means of a formal con. 
plaint filed against the Weyl-Zuckerman Company of Say 
Francisco. It charges that it made misrepresentations ty 


follows : 

fic depa: 
Chicago; 
springfie 
formerly 
at Bloon 
agent at 
and W. 

departm 


than the transportation of farm products and foodstuti, 
including perishable products, and thereby obtained y 
advantage over its competitors. 

The formal charge is the only matter made public by 


the Commission, on May 27, the day it gave the complaix sas City 
to the public. The Commission’s formal announcement » 
the subject is as follows: 

The Weyl-Zuckerman Company of San Francisco, » (The f 


gaged in the business of handling farm products and food. 
stuffs, including perishable products, is named in a con 
plaint issued by the Federal Trade Commission charging 
the use of unfair methods of competition in violation 
section 5 of the Federal Trade Commission Act. 

The complaint charges that the firm has secured the 
use of freight cars through a preferential order secure 
by representations that such cars were to be employed by 
it in transporting farm products and perishable commo- 


gan, Se 
Baltin 

Kailer, 
Bosto 


ties to be used by the United States government in prow bent Ag 
cution of the war, and that certain of these cars were d- comber, 
verted to the private use of the company, thereby securing Brook 
a prompter delivery of its products than its competitor HM schleict 
could obtain. Buffa’ 
G. C. V 
NEW PENNSYLVANIA DIVISION Chica 

A change on the Pennsylvania went into effect May 2m Secy. 
when the Manhattan Division was re-established, with Chica 
H. C. Bixler in charge as superintendent. His jurisdiction Pres.; ' 
will cover the New York piers of the Pennsylvania. Cinci: 
The re-establishment of the Manhattan Division as sf 4H. M. | 
separate operating unit was necessitated by the grea Cleve 
growth in traffic in the vicinity of New York harbor duj™m ilton, S 
to the war. Mr. Bixler as superintendent of stations ani Colur 
transfers has specialized in questions relacing to efi gj of Com 

















ciency methods in freight handling, car loading, the oper Dayt 
tion of railroad: piers, freight transfer stations, the use of Secy. 
standard containers for freight, etc. He has been instr Deny 
mental in introducing many economies in operation and il R. E. I 
increasing the average loading of freight cars. Detr 
Mr. Bixler has been in the service of the Pennsylvaniig® Walker 
since 1887, when he began work as a telegraph operat. Erie 
He is chairman of the Fruit and Vegetable Transportati Secy, 
Association of Railroads in the south and east. Flint 
J. F. Deasey, assistant freight claim agent, succeeds merce 
Mr. Bixler as superintendent of stations and transfer Fort 
with office in Philadelphia. BE. 
Free 
Jenner 
NEW JOBS ON C. & A. oo 
Troon, 
To provide places for as many as possible of the trafit Hou 
officials whose previous duties were eliminated by govell ingwe 
ment order, the Chicago & Alton announces that it has 
decided on a new line of duty which enables traffic mél Indi 
to assist the operating officers in certain directions. Fir? L. B. 
traffic agents have been appointed, effective May 28, wl? Jack 
will have their own divisions and who will perform duties of Co: 
heretofore assigned to division freight agents, with %* Jacl 
licitation eliminated. They will co-operate with station #} Warix 
agents to promote efficiency in serving the governmelt Jam 
and the public during the period when maximum tral’ of Co: 
portation effort is so vitally necessary, keep in touch with Kal 
patrons, investigate any complaints with a view of elim A. W: 
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nating difficulties that may arise and keep a close watch 










D on service, Car supply, handling of freight, etc. 

 Burew, The five division traffic agents just appointed are as 
actor jp flows: Barth Riedy, formerly general agent of the traf- 
lal com. fe department at Minneapolis, to have headquarters in 
«OF Say Chicago; James Mann, formerly division freight agent at 
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springfield, to have the same headquarters; S. B. Wade, 
formerly general agent at Little Rock, Ark., headquarters 
at Bloomington, Ill.; C. E. Norris, formerly division freight 
agent at Mexico, Mo., to have headquarters at same point, 
and W. G. Howard, formerly general agent of the traffic 
department at Pittsburgh, to have headquarters at Kan- 


sas City. 
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TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of 
my changes or additions of which they have knowledge.) 
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& COM 

harging Akron Traffic Association. Alvin Hill, Pres.; E. L. Mor- 
ition of gan, Secy. 

red the Baltimore Traffic Club. Paul Gessford, Pres.; C. C. 
secured fae Kailer, Secy. 

oyed by Boston, Mass.—The Association of Railway and Steam- 
— boat Agents of Boston. O. M. Chandler, Pres.; W. M. Ma- 
vere dq comber, Secy.-Treas. 

curing Brooklyn Traffic Club. P. L. Gerhardt, Pres.; C. A. 
petiton MM Schleicher, Secy. 





Buffalo Transportation Club. H. B. Loucks, Jr., Pres.; 
G. C. Wilson, Secy. 












IN Chicago Traffic Club. R. C. Ross, Pres.; C. B. Signer, 
May 27m Secy. 

d, with Chicago Transportation Association. W. C. Siegrist, 
sdictin fi Pres.; T. P. Hinchcliffe, Secy. 

Cincinnati —Traffic Club of the Chamber of Commerce. 
n asig@™e HH. M. Freer, chairman; E. H. Smith, Secy. 

2 great Cleveland Traffic Club. C. F. Wood, Pres.; B. A. Ham- 
por duefame ilton, Secy. 

ons and Columbus, Ohio.—Traffic club of the Columbus Chamber 
to ei of Commerce. J. E. Harris, Pres.; J. G. Young, Secy. 





> opers 
use of 
insttt- 
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Dayton Traffic Club. J. W. Cobey, Pres.; W. EB. Boyer, 
Secy, 

Denver Commercial Traffic Club. G. H. Work, Pres.; 
R. E. Patterson, Secy, 











Walker, Secy. 
; Erie Traffic Club. H. R. Landers, Pres.; M. W. Eismann, 
ecy, 

Flint (Mich.).—Traffic Club of the Flint Board of Com- 
merce. W. H. McCloud, Pres.; A. W. Mingo, Secy. 

Fort Worth Transportation Club. E. C. Price, Pres.; 
HE. E. Wyatt, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. 
Jenner, Pres.; F, F. Pepperdine, Secy. 

Grand Rapids Traffic Club. H. L. Hudson, Pres.; A. T. 
Kroon, Secy. 


ylvania 
yerator. 
rtation 







icceeds 
unsfers, 




















traffic 

sovert Houston Traffic Club. Clint Hollady, Pres.; F. A. Let: 
it has fingwell, Secy. 

ic mel Indianapolis Transportation Club. M. Wolf, Pres.; 
_ Five LB. Stone, Secy. 

g, who Jackson (Mich.) Traffic Club of the Jackson Chamber 
duties of Commerce. H. H. Chandler, Pres.; J. R. Gibbs, Secy. 
ith s0- Jacksonville Traffic Club. J. C. Burrows, Pres.; W. L. 
statiol # Waring, Jr., Secy.-Treas. 

rnment Jamestown, N. Y.—Traffic Club of the Jamestown Board 
trans of Commerce. P. H. Garrity, Pres.; J. H. Dasher, Secy. 

h with Kansas City Traffic Club. G. I. Tompkins, Pres.; Alfred 
elimi @ A. Wild, Secy. 
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Detroit Transportation Club. R. P. Hurley, Pres. 2 
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Los Angeles Traffic Association. 
H. C. Smith, Secy. 

Louisville Transportation Club. 
G. A. Perry, Secy. 

Memphis Traffic and Transportation Club. J. M. Beley, 
Pres.; L. E. McKnight, Secy.-Treas. 

Milwaukee Traffic Club. H. W. Ploss, 
Fultz, Secy. 

Minneapolis Traffic Club. L. W. Blessig, Pres.; W. W. 
Gibson, Secy. 


Newark Traffic Club. C. H. Gulick, Pres.; E. E. Burk- 
hard, Secy. 
New England Traffic Club, Boston. A. H. Van Pelt, 


Pres.; C. A. Anderson, Secy. : 

New York Traffic Club. W. L. Woodrow, Pres.; C. A. 
Swope, Secy. 

Norfolk Traffic Club. R. S. Gale, Pres.; Hege Terrell, 
Sec’y-Treas. 

Omaha Traffic Club. B. J. Drummond, Pres.; John P. 
Byrne, Secy. 

Peoria Transportation Club. T. A. Grier, Pres.; C. H. 
Gillig, Secy. 

Philadelphia Traffic Club. F. E. Snively, Pres.; W. H. 
Montgomery, Secy. 

Philadelphia.—Commercial Traffic Managers of Phila- 
delphia. W. B. Grieves, Pres.; T. Noel Butler, Secy. 

Pittsburgh Traffic Club. Charles McNicholl, Pres.; A. H. 
Orr, Secy. 

Pittsburgh Traffic and Transportation Association. R. 
M. Sisk, Pres.; F. G. Wood, Financial Secy. 

Portland Transportation Club. BE. M: Burns, 
W. O. Roberts, Secy. . 

Providence, R. I.—Traffic Club of the Providence Cham- 
ber of Commerce. E. E. Salisbury, Chairman; B. C. 
Southwick, Secy. 

Rockford Traffic Club. J. H. Miller, Pres.; L. B. Golden, 
Secy. 

Salt Lake City Transportation Club. <A. R. MeNitt, 
Pres.; R. E. Rowland, Secy. 

San Francisco Transportation Club. C. D. Lee, Pres.; 
Cc. O. Burgin, Secy. 

San Francisco Traffic Club. W. T. Bozeman, Pres.; 
L. N. Bradshaw, Secy. 

Seattle Transportation Club. F. W. Graham, 
E. W. Mosher, Secy.-Treas. 

South Bend Traffic Club. F. S. Montgomery, Pres.; G. 
S. Hess, Secy.-Treas. 

Spokane Transportation Club. 
R. W. Franklin, Secy. 

St. Joseph Traffic Club. R. A. Ferguson, Pres.; T. J. 
Slattery, Secy. 

@t. Louis Traffic Club. F. C. Reilly, Pres.; J. R. Bell, 
Secy. 

Toledo Transporfation Club. H. E. Thatcher, Pres.; 
Harry S. Fox, Secy. 

Topeka Traffic Association. J. F. Haskell, Pres.; Sam- 
uel E. Lux, Secy.-Treas. 

Washington Traffic Club. J. C. Willlamson, Pres.; W. 
B. Peckham, Secy. 


CEMENT ORDER POSTPONED 

‘The effective date of the Commission’s order in No. 8082, 
the big Western Cement Case, is postponed from July 8 to 
August 8. The postponement is necessary to enable the 
carriers first to work on the order from the Director-Gen- 
eral to increase cement rates by specific amounts. Later 
they will make the readjustment ordered by the Com- 
mission. 


BE. L. Lewis, Pres.; 


R. H. Morris, Pres.; 


Pres.; F. T. 


Pres.; 


Pres.; 


Vv. G. Shinkle, Pres.; 
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COMMISSION ORDERS 


The Comission has denied further hearing in case 9097, 
Northern Potato Traffic Association vs. B. & O. R. R. Co. 
et al. 

The Commission has denied further hearing in I. & S. 


Docket 955, Louisiana Cotton. 
The Commission has modified its order of March 22 in 


ease 9380, Pollak Steel Co. vs. B. & O. R. R. Co. et al., 
so that it will become effective August 1 instead of July 1. 

The Commission has modified its orders of April 27, 
1916, and June 20, 1917, in case 6917 and related sub 
Nos., the Hayden Brothers Coal Corp. et al. vs. Denver 
& Salt Lake R. R. Co. et al.; soft coal from mines in the 
Oak Hills district in Colorado to points in Kansas, Ne- 
braska, Missouri, Iowa and South Dakota, so as to permit 
the establishment of increased rates authorized in fifteenth 
section order 704 of: May 25. 


The Commission has denied a rehearing in Case 8209, 
Beebe Grain Co. et al. vs. Butte, Anaconda & Pacific Ry. 
Co, et al. 


: RESTRICTIONS REMOVED 

The Dayton-Goose Creek Railway Company announced 
April 23, that effective May 1, 1918, and until otherwise ad- 
vised, carload freight only would be accepted. Restrictions, 
that impelled limitation of service to carload freight, having 
been removed, notice is now given that the company is 
now prepared to handle both carloads and less-than-carload 
traffic. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for 
March, 1918, shows 5,566 cars held overtime, or a _ per- 





Note.—items In the Docket marked with an asterisk (*) are 
- new, having been added since the last issue of The Traffic 


Werld. Cancellations and postponements announced too late to 
show the change In this Docket will be noted elsewhere. 


June 3—Helena, Mont.—Commissioner Aitchison: 
10122—Daylight Zone investigation for parties in Montana, 
Idaho, Washington and Oregon. 


June 3—St. Louis, Mo.—Examiner Mackley: 
10097—St. Louis Chamber of Commerce vs. Baltimore & Ohio 
R. R. Co. et al. 


June 3—Detroit, Mich.—Examiner Gerry: 
10116—Detroit switching’ charges. 


June 5—Argument at Washington, D. C.: 
7865—Chamber of Commerce of Johnson City vs. Southern 
Ry. Co. et al. 
_. County Sand and Producers’ Assn. vs. B. & 


ca. a oe 
June 5—Salt Lake City, Utah—Commissioner Aitchison: 
10122—Daylight Zone investigation for parties in Utah, Nevada 
and Arizona. 


June 6—Argument at Washington, D. C.: 
9690—Eastern Shore of Virginia Producers’ Exchange vs. A. 
& St. L. R. R. Co. et al. 
9925—Garrett Lumber Co. et al. vs. C. & O. Ry. Co. et al. 
1. & S. 1148—Lumber, Virginia to northern points. 


June 7-8—Argument at Washington, D. C.: 
4906—In the matter of private cars. 


June 10—Hastings, Neb.—Commissioner Aitchison: 
10122—Daylight Zone investigation for parties in Nebraska 
and northern Kansas: 
June 10—New York, N. Y.—Examiner Thurtell: 
8041—Bush Terminal R. R. Co. vs. N. Y. C. R. R. Co. ct al. 


June 12—Argument at Washington, D. C.: 
10030—Milton Brick Co. et al. vs. Pa. R. R. Co. et al. 
10050—Tuckerton R. R. Co. vs. Pa. R. R. Co. 
10035—Farmers’ Feed Co. vs. Erie R. R. Co. et al. 
1. & S. 1159—Philadelphia hay and straw deliveries. 
10036—Penn Grains and Seeds Co. vs. Penn. R. R. Co. et al. 
June 13—Argument at Washington, D. C.: 
9834—George C. Holt and B. B. Odell vs. Pa. R. R (‘a 
9982—E. I. Du Pont De Nemours & Co. vs. P. C. C. & St. L. 
R. R. Co. et al. 
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centage of 03.55, as against 5,207, or a percentage of () 
for March, 1917. 


| Digest of New Complaint 


No. 9411. Western Pine Mfg. Assn. et —al., Portland, Ore,, 
C..1. & W. et al. 

Petition for reopening of case. 

No. 10045, Sub. No. 36. E. I. Du Pont de Nemours & Co,, yy 
mington, vs. L. & N. et al. 

Against a rate of 47c on cotton linters from Albany, 4 
to Hopewell, as unjust and unreasonable. Ask for a rate 
42c and reparation. 

No. 10045, Sub. No. 37. E. I. Du Pont de Nemours & Co,, yj 
mington, vs. Southern in Mississippi et al. 

Against a rate of 54¢ on linters from Indianola, Migs, 
Hopewell as unjust and unreasonable. Asks for reasonah 
rate and reparation. 

No. 10176, Sub. No. 1. The Quinton Spelter Co., Quinto 
Okla., vs. Fort Smith & Western et al. 

Against a rate of 25c on fire clay products from Crowée 
Okla., to Mexico, Mo., as unjust and unreasonable. Asks for 
rate of 15c and reparation. 

No. 10176, Sub. No. 2. Fhe Quinton Spelter Co., Quinton, Ok 
vs. Fort Smith & Western et al. vi 

Against a rate of 25c on fire brick from Howard's, Okla, 
Quinton, Okla., as unjust and unreasonable. Ask for a rate, 
15¢c and reparation. 

No. 10188. The City of East Liverpool, O., vs. Steubenville, Bag 
Liverpool & Beaver Valley Traction Co. 

Against increases in passenger fares over the electric stred 
railways in the city of East Liverpool, O., and Chester, W. Ys 
as unjust and unreasonable and in direct violation of th 
ordinance under which the road was granted its franchis 
Asks for just and reasonable rates, especially the five-cegi 
fare. responsib 

No. 10189. E. I. Du Pont de Nemours & Co., Wilmington, Dafition, full 
vs. H. & B. V. et al. Broader 

Against a rate of 45c on crude sulphur from Bryanmoun change. 
Tex., to Hopewell, as unjust and unreasonable. Asks for cago, Ill. 
rate of 39 cents and reparation. 

No. 10190. Virginia Coal and Fuel Co., Chicago, vs. N. & W, 

Against a refusal on part of railroad company to compld 
switch connection with track of coal company as resulting 
unreasonable charges. Asks for order to permit applicant 
make connection itself. 

No. 10191. C. O. Sellen & Co., Shelby, O., vs. Lehigh Valley. 

Unjust and unreasonable rates and charges on shipments 
Jersey City terminal, due to alleged delay in delivery notie 
and embargoes. Asks for reparation. 
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9882—American Window Glass Co. vs. Western Md. Ry. 0 


et al. 
10122—Daylight Zone investigation for parties in Oklahom 
southern Kansas and northern Texas. 


June 13—St. Louis, Mo.—Examiner Mackley: 
* 10115—Illinois terminal rate cancellation. 


June 13—Oklahoma City, Okla.—Commissioner Aitchison: 
June 14—Argument at Washington, D. C.: 
9976—Swift & Co. vs. Mo. Pac. R. R. Co. 
on Assn. of Chicago et al. vs. A. A. BR} 
oO. et al. 
9569—Diamond Lumber Co. vs. C. M. & St. P. Ry. Co. 
9990—St. Ellen Coal Co. et al. vs. St. L. B. & E Ry Co. etl 


| ed 
(amas 


Pho: 
June 15—Argument at Washington, D. C.: 
9728—California Canneries Co. vs. Sou. Pac. Co. et al. — 
- tre Lumber Co. et al. vs. Northwestern Pac. R.} 
oO. et al. 
a ee Valley Lumbermen’s Assn. vs. Sou. Pac. (a 
et al. 
June 17—Washington, D. C.—Examiner Hillyer: 
4181—Industrial Railways case, in the matter of allowances to 
short lines of railroads serving industries, Northampton 
Bath R. R. Co. 
June 17—Argument at Washington, D. C.: Of t 
* |. & S. 1024—Southwestern potato rates. . tarii 
* 9574—Commercial Club of Greeley et al. vs. Colo. & Sou. Ry. heac 


Co. et al. 


June 17—El Paso, Tex.—Commissioner Aitchison:  __ . ' 
10122—Daylight Zone investigation for all parties in New Mex 
ico, southern and western Texas. 


June 17—Chicago, Ill.—Commissioner Wooley: TI 
10108—Petroleum and product case. 


June 19—New York, N. Y.—Examiner Mattingly: al susp 

* 10174—National Tube Co. vs. P. C. C. & St. L. Ry. Co. et keer. 

July 1—Kansas City; Mo.—Examiner Abbott: Co. 
10062—Badger Lumber Co. et al. vs. A. T. & S. F. Ry ™ 


et al. 
15th Section Application 2065. 
July 3—Lincoln, Neb.—Examiner Abbott: 
10069—A. A. Tanner Co. et al. vs. C. B. & Q. R. Ii. Co. 
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SITIONS WANTED OR OPEN 


. q00D TRAFFIC MEN ARE MORE THAN EVER IN DE- 
1 ND and THE TRAFFIC WORLD is the logical medium for 

nts ing the men and the positions in touch with one another. 
Te rates for classified advertisements are as follows: Five 
nts per word first insertion, three cents per word second in- 
wiion and two cents per word for each additional insertion, 
able in advance. Answers to keyed advertisements for- 
fed free and all correspondence held in strict confidence. 
mg TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 





1, Ore,, 
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IN THESE TIMES a good traffic man is one of the best assets 
ny concern can have. I have excellent knowledge of rates, 
nites, Claims, rulings and all matters pertaining to traffic. 
railroad and commercial experience. High grade executive; 
wrictly sober; not afraid of work. Address B 720, care of 
rafic World, Chicago. 


> Co, V 


. Miss,, 
reasona} 
WANTED—Position as Traffic Manager with Short Line 
Railroad; unusual experience in both Traffic and Operating. 
orthy of investigation; references furnished. Address T. M., 
are of Traffic World, Chicago. 


Quinto 


| Crowéer 
Asks for , _ 
TRAINED TRAFFIC MAN, well posted and thoroughly inter- 
ested in, traffic details, desires to permanently locate in a lively 
traffic department in a growing industry that will offer an 
opportunity for gaining more practical experience and an op- 
portunity to advance, Salary is not the first consideration, but 
a position offering experience and a good future is what I 
desire. Address X. Y. Z., care of Traffic World, Chicago. 


WANTED—Position as Traffic Manager or assistant traffic 
manager for large corporation of permanent character, by young 
man, twenty-nine years old, married, strictly temperate habits, 
cass four selective draft, at present employed in both operating 
and traffic capacity largest trunk line railroad in ‘east, in very 
responsible position. Thorough knowledge all phases transporta- 
tion, fully competent, good personality, A No. 1 references. 
Broader opportunity for advancement only reason for seeking 
anmouniiim change. Address Transportation, care of Traffic World, Chi- 
sks for cago, Ill. 
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Your Prospective Customers 


are listed in our Catalog of 99% guaranteed Mailing Lists. It also 
contains vital suggestions how to advertise and sell profitably by mail. 
Counts and prices given on 6000 different national Lists, covering all 
classes; for instance, Farmers, Noodle Mfrs., Hardware Dirs., Ziac 
Mines, etc. This valuable Reference Book free. Write for it. 


Strengthen Your Advertising Literature 
Our Analytical Advertising Counsel and Sales Promotion 
Service will improve both your plan and copy, thusinsur- 
ing maximum profits. Submit yous literature for pre- 
liminary analysis and quotation—no obligation. 


Ross-Gould 


Mailing . 
Lists St.Louis 


WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400. 2500S. Robey St., Chicago, Ill. 
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o, RR 
9 
Pac. Ot THE COMMISSION’S 
unces {0 
if OWN ABSTRACTS 
Of the carriers’ applications to file advanced rate 
ou. BF tarifis, classified under their proper commodity 
headings, ARE PROMPTLY PRINTED in 
Mex: 
ne THE TRAFFIC BULLETIN 
These, and our own abstracts of tariff filings, rejections, 
t al suspensions and fourth section orders, will enable you to 
. @ eep a correct tariff file, an impossibility without our paper. 
Ry. C0. Samples and full information free. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago 


ee: 
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Safeguard 
Your Shipments 


The day of hand-lettered shipments is past. It was a slow, 
cumbersome and uncertain system at best. Leading firms in all 
branches of industry are now marking their shipments boldly, 


plainly, legibly, with stencils cut on 
STENCIL 


Ze IDEAL. macnn 


In less than half a minute the Ideal cuts paper stencils of 
your customers’ names and addresses—each stencil marks any 
number of shipments—every one alike. Stencil-marked ship- 
ments not only are sure to go through with promptness and 
dispatch, but have a clean-cut, businesslike appearance. 


OUR FREE B)):.i° 


On shipping efficiency, ‘‘Safeguarding Your 
Shipments,’’ explains the superiority of the 
Ideal. This booklet, with sample stencils, 
will be sent free on request. Write for it 
at once. 


Ideal Stencil Machine Co. 


20 Ideal Block Belleville, Ill. 
Sales Offices in Principal Cities 





TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE—ObDject: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate ree 
Commission, state railroad commissions and transpertation 
companies in promoting and securing better understanding by 
the public and the state and national = mag ef the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 

Headquarters—Tacoma Bidg., 5 North La Salle St., Chicago. 


I 
Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 


W. H. Chandler ....cccccccccccscccccccccsecsecees VICO-President 
Manager Transportation Department, Boston Chamber of 
Commerce. 
Onoar FF. TRA cscccvsccceccccece occcceeeess Secretary-Treasurer 
Tv. MM. ee Company, 836 South Michigan Avenue, Chi- 
cago, . 
2 A ee esecceee-+-- Assistant Secretary 


5 North La Salle .treet, Chicago, IIl. 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
Industries Located at Sterling and Rock Falls, Ill. 


A. WH. TROON. occ uscccicccscccccceccescessbesesesesnec se 








P. Ww. Dillon eaeacne 00660600060 0060006s00006040uKama ee 
W. J. Burleigh .......... Secre - rer 
W. BE. Long ....... Senenesssscauntbencenseane nen ic Manager 


All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill, should be addressed to the Traffic 
Manager, General Offices. Lawrence Building, Sterling, Ill. 


IMPORTANT NOTICE. 

Shippers and receivers of carload consignments 
passing through Chicago and Chicago Switching 
District desiring representative to furnish passing 
record on important or delayed shipments can get 
efficient service at a nominal monthly charge. 
Over 25 years’ experience in traffic work at Chi- 
cago. -For information write B. N. 462, Traffic 
World, Chicago, : 












Cable Address “HARSTEELE” 
Established 1900 


Forwarding rans The J. H. W. Steele Co. inc. 


Chartering insurance Banking Foreign Exchange 


New York New Orleans Galveston Texas City 
Savannah Chicago 
Special attention given to shipments through New 
Orleans for Latin Americas. We are prepared to arrange 
financing or credits on shipments. 


CENTRAL STORAGE CO. 


GRAND ISLAND, NEBR. 


Merchandise and General Storage 
Transferring and Forwarding 
Distributors for Central and Western Nebraska 


Western Transfer and Storage Co. 


220 TO 226 Ade tA yok ST. 
EL PASO, TEX 
FORWARDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 
TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso 
Cut Rate Package Car Service from Seaboard Territory 


EDGAR’S SUGAR HOUSE, INC. 


620-532 LAFAYETTE BLVD. 
DETROIT, MICH. 


Eight fireproof warehouses on tracks of princi rail- 
The only two fireproof warehouses on the river 

front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 








Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 


Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 
Warehousemen and Forwarding Agents. Drayage and 


Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 


GALVESTON, TEXAS 





POOL CAR SERVICE 
NGA OAM N ANIKI A Co 


Operating 17 Warehouses and Docks 


CHICAGO 


Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


THE TRAFFIC WORLD 


DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 









RESHIPPING WAREHOUSE 
F.W. HAGEN & CO. 1131 EAST 771m STREET 


CHICAGO, ILL. 


G CENTRE 
Dock House coor 5.00v) 
Soe. o & s. &B Del's 
Dock F: 


and 
ISH STORAGE, to. tleeaaameae IN TRANSIT 
Governed by Illinois Public Utilities Commission. 


CHARLOTTE, N. C. 


Best distributing point im North and South Carolina, 
Pool Car Distribution, General Merchandise Warehouse, 
Fireproof Building, North and South Carolina Distributors 
for hg rs ee Electric Co., De Laval Separator Co., 
New York; Johnson Soap Co., Milwaukee; Cudahy 
Packing eae w femee Til. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us. 


AMERICAN BROKERAGE & WAREHOUSE CoO. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and —— in car lots at reduced 
rates. Cars sent to.our warehouses without charge. 


GENERAL DRAYAGE AND STORAGE 


Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
sépOny EXPRESS” 
ST. JOSEPH - - - - MO. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CHICAGO 


Chicago Storage & Transfer Co. (Not Inc.) 
5817-61 WEST 65TH STREET 


Excellent —— ior shipping L. C. L. lots without cartage. Carload 
distribution a special y motor deliveries throughout the city at 
very reasonable a iy Floors for rent. 

24-CAR SWITCH 


INSURANCE RATE, 15 CENTS 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Excellent facilities for reshipping without ca e. Insur- 
ance rate 12 cents. Members of American arehouse- 
men’s Association and American Chain of . Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 











Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


transfer and 


Import and export freight contractors, 
Bonded and 


reshipping agents, custom house brokers. 
free warehouses. 
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John R. Walker 
WALKER & OWEN 
ATTORNEYS AT LAW 


Interstate Commerce Litigation 
Exclusively 


Munsey Bldg., WASHINGTON, D. C. 


Bureau of Applied Economics 


Southern Building, Washington, D. C. 
Transcription, Compilation and Analysis 
of Data from Records of Interstate Com- 
merce Commission. 


Exhibits Prepared for Freight 
Rate Cases. 


References Furnished. 
Correspondence Solicited. 


BORDERS, WALTER & BURCHMORE 


Luther M. Walter John S. Burchmore 
Formerly Attorneys for 
Interstate Commerce Commission 


Matters Affecting Carriers and 
Public Utilities 
1630 First Nat’l Bank Blidg., 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and Transportation Matters 
Interstate Commerce and State Commis- 
sion Cases. 
SAN FRANCISCO, CAL. 
Merchants’ Exchange 


Oakland. Cal., Los Angeles, Cal. 
ist Sav. Bank Bldg. Kerckhoff Bidg. 


JOHN ANDREW RONAN 


ATTORNEY AT LAW AND COMMERCE 
COUNSEL 





CHICAGO 












Twenty Years’ Practical Experience In 


Transportation and Traffic Matters 


SUITE 713-715 CRILLY BUILDING 
35 SO. DEARBORN ST., 
CHICAGO 





LAW OFFICES OF 


Francis B. James 
804-5-6-7-8 Westory Building 
WASHINGTON, D. C. 










nerancis | B James, Commerce Counsel; E E. Wil 
lamson. Commerce Specialist; Ewing H Scott, Com 
Gerce Seaman. and Wayne P_ Ellis. Commerce 


INTERSTATE COMMERCE. STATE PUBLIC UTIL 
‘TY UNITED STATES SHIPPING, FEDERAL 
"RADE AND OTHER ADMINISTRATIVE MATTERS 


DIRECTORY OF ATTORNEY 


eee —Eoo———— == 
Claude W. Owen 


WALTER E. McCORNACK 


Interstate Commerce Litigation 


THE TRAFFIC WORLD 1225 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


R. W. ROPIEQUET 


ATTORNEY AT LAW 


CLIFFORD THORNE 
Interstate Commerce and Public 
Utilities 


Murphy Bullding, East St. Louls, Il. 
506 Mermod & Jaccard Bldg., St. Louls, Mo. 


Lytton Bullding, 
Chicago. 


Rate and Valuation Cases 
Before Courts and Commissions. 






JEAN PAUL MULLER 


ACCOUNTANT 4ND ATTORNEY-AT-LAW 
420-424 Woodward Bidg., Washington, D. C. 






Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 














Cases Involving Lape and Operating Analyses, 
Cost of Service Tests and Comparisons, and Other 
Rate Litigation eee State and Federal Commis- 
sions and Courts 


Suite 1337 First National Bank Bldg., 
Chicago, Ill. 


















Author of “INTERSTATE COMMERCE,” an au- 
thoritative legal treatise on the Federal regulation 
of interstate commerce and common carriers. 


HARRY C. BARNES 


Commerce Attorney and Counselor 


Interstate Commerce Commission 
Federal Trade Commission 
and Antitrust Cases 


Marquette Buliding Union Trust Bullding 
CHICAGO. CINCINNATI. 


JOHN P. DEVANEY 


ATTORNEY AT LAW 


LAW OF CARRIERS AND INTERSTATE 
COMMERCE PRACTICE 


Sulte 819-24 First Nat.-Soo Line Bidg. 


MINNEAPOLIS, MINN. 
H. J. SHAY, Notary. 





HAL H. SMITH 


(Beaumont, Smith & Harris) 


Practices Before Interstate Com- 
merce Commission 


S.C. BATES 


ATTORNEY AT LAW 
315-16-17 Holland Building 
SPRINGFIELD, MO. 


Interstate Commerce and Public Service 
Commission Cases. 


THOMAS L. PHILIPS 


ATTORNEY AT LAW 
Sulte 1806, Third Natlonal Bank Bldg., 


1123-28 Ford Bldg., Detroit, Mich 








H. L. Winston B. E. Slawter 


WINSTON & SLAWTER 









ST. LOUIS, MO. Practice before Interstate Commerce 
Formerly attorney Missouri Pacific and St. L., I. M. Commission and State Railroad 
& S. Ry. companies, Denver & Rio Grande R. R. Commissions. 
Co. and American Refrigerator Transit Co. Counsel 


in Interstate Commerce and Public Service and Util- 
ity Commission cases. 





Hibernia Bank Bldg., New Orleans, La. 


RICHARD TOWNSEND 


COUNSELLOR AT LAW 


Commerce counsel, practicing before 
Interstate Commerce Commission and 
Public Service Commissions. Six years’ 
practical experience in traffic matters. 


829 OLIVER BLDG., 
PITTSBURGH, PA. 


ARTHUR B. HAYES 
ATTORNEY AT LAW 
Colorado Building, Washington, D. C. 


Former Member of the Department of Justice as 
Solicitor of Internal Revenue 











a Specialty 





Cc. D. CHAMBERLIN 


Attorney at Law and Commerce 
Counsel 


GEORGE B. WEBSTER 


Counsel in Interstate Commerce and 
Public Service Commission Cases 


International Life Building 


28.25 Guardian Bldg., Cleveland, O St. Louis 


As a Friend of THE TRAFFIC WORLD please mention this paper In writing to attorneys. 
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Burton Butted In! 


from Elevator Boy to the Traffic Department of a 
Trunk Line Railroad in Five Months 


L. BURTON was running an elevator in a Chicago 

building. For him life was literally a series of 

“ups-and-downs’—without getting anywhere in 
yarticular. He determined to get out of the elevator shaft 
—into some field that offered him man-size work with 
man-size earnings. What work would he enter? Most 
felds, he realized, were overcrowded. The thing to do, 
therefore, was to get into some line that wasn’t over-run 
with job-hunters. 


Burton’s attention was directed to Transportation. Here, 
he learned, was a gigantic new profession, literally begging 
for men trained to serve as traffic managers for manu- 
facturing and shipping concerns, railroads and steamship 
lines, etc. He found out, that to qualify for one of these 
positions he must learn something about the laws and rules 
of Interstate Commerce and how to route and classify ship- 
ments so as to obtain shortest mileage, quickest deliveries 
and lowest rates. 


HE TRAINED BY MAIL 


Burton resolved to learn—but how and where? He 
couldn’t give up his elevator position, for he needed every 
penny to keep going. It was then that the American Com- 
merce Association came into his life. This Association, 
he learned, was a body of experienced Traffic men, organ- 
ized to train men by mail for executive traffic positions. 
To make a short story shorter, Burton took up the A. C. A. 
training, studying in his spare time. He was only on his 
sixth lesson when he competed in an examination with 
more than 80 experienced traffic men for a position in the 
trafic department of a large railroad and passed at the 
head of the list with the perfect mark of 100 per cent! But 
here’s his own letter telling how he “butted in” and won 
the position: 


“T take the opportunity of sincerely thanking the 
American Commerce Association for the assistance 
you rendered me since I became a member. I was 
at that time running an elevator. After sending in 
my sixth lesson paper, I took the examination for 
a position with a large railroad, and made a mark 
of one hundred per cent. Since that time I have 
had a promotion as a result of the additional tech- 
nical knowledge derived from my A. C. A. Train- 
ing Service. I am now earning twice as much as 
I did when I first became a member of your Asso- 
ciation, and I expect another increase within a 
short time. Previous to becoming a member I had 
never had any traffic or railroad experience of 
any kind, so that whatever I have accomplished I 
Owe entirely to the Association.” 

(Signed ) 


LET THE A. C. A. HELP YOU 


Regardless of how young or old you are—are you am- 
bitious? Do you want to get into the executive positions 


A. L. Burton. 


in traffic, where the salaries run from $2,500.00 to $25,000.00 
a year and higher? Then let the American Commerce As- 
sociation train you by mail as it has successfully trained 
hundreds of others. You won’t have to take a minute from 
your present duties. You will find the work fascinating 
and easy to master. The A. C. A. staff of traffic experts 
have so simplified the work that you will find it remarkably 
easy to learn. Take up A. C. A. training, you get the 
assistance of such prominent traffic men as T. Albert Gantt, 
traffic manager Corn Products Co.; Wm. Scott Cowie, 
general eastern freight agent Erie R. R.; Samuel G. Lutz, 
general traffic manager Chicago & Alton R. R.; Chas. E. 
Mayer, traffic manager Stone & Webster Engineering Cor- 
poration; A. C, Westfall, traffic manager American Tobacco 
Co.; D. E. Gelatt, assistant general freight agent New York 
Central R. R.; as well as nearly 200 others of equal 
prominence. 


THE OPPORTUNITY BEFORE YOU 


The shortage in competent traffic men today is alarming. 
Ask the railroads; ask the manufacturers and shippers. 
They are looking eagerly for trained traffic men who can 
prevent mistakes in rates, routing, demurrage and handling 
charges, incorrect classifications, etc. The war is daily 
adding to the demand for men who can direct Transporta- 
tion. The Government, in order to meet the very great 
freight congestion which exists today, has practically taken 
control over through routes and rates, which creates the 
necessity of having all freight bills carefully checked by 
competent traffic men in order to determine the proper 
transportation costs. Every new situation which arises is 
to be controlled by Law or Regulations or Ruling by Traffic 
Associations and the intricacies of these problems further 
increase the demand for trained traffic men. 


WRITE FOR FREE BOOKLET 


The American Commerce Association has published a 
remarkable book for free distribution which explains every- 
thing in detail and tells how anyone may quickly learn 
the new profession of traffic management. The possibilities 
in this field today—great as they are—are nothing com- 
pared to what they will be a year from now. If you are 
at all interested in getting into traffic positions paying 
salaries of $2,500 to $10,000 and more, be fair to yourself 
and write for the remarkable book now offered free by the 
Association. In writing, please state whether you are a 
beginner or whether you have had previous traffic experi- 
ence, and give your present age and occupation. Address, 
American Commerce Association, Dept. 26, 206 S. Wabash 
Ave., Chicago, Ill. (American Commerce Building.) 
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